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CONTROL OVER STATE RATES 

It is not surprising that the [Illinois state commis- 
sion has refused to grant the application of the carriers 
for increases in intrastate passenger fares similar to the 
advances in interstate fares granted by the Interstate 
Commerce Commission. Whatever the Illinois commis- 
sion may have wished to do, it is the creature of the 
Illinois legislature, which enacted the two-cent fare law, 
and it is, of course, ridiculous to suggest that the Ili- 
nois commission set agide an act of the Illinois legis- 
lature. But the situation is serious, nevertheless, and 
it is typical of the situation in other states. 

If the Illinois legislature were in session it could 
be called on to repeal the two-cent fare law. But it is 
not in session and doubtless will not be called in spe- 
cial session for this purpose. It then devolves upon the 
Interstate Commerce Commission, under the transpor- 
tation act, to declare the fare a 
burden on interstate commerce’ and to order into effect, 
intrastate, the same rates of fare that it has authorized 
interstate. If, then, anyone should object (as, doubt- 
less, someone would), the question would arise as to 
the jurisdiction of the Interstate Commerce Commis- 
sion and the constitutionality of the transportation act 
in this particular, and the question would eventually go 
to the United States Supreme Court, where it must be 
Settled some day—the sooner the better. There is little 
question in our mind as to how it should be and will be 
settled. 

In the meantime, the situation is serious for the 
Teason that the estimate of the revenue to accrue to the 
carriers under the recent advanced rate decision of the 
Interstate Commerce Commission, in compliance with 
the transportation act, is based on the theory that the 
advances will apply intrastate as well as interstate. If 
the states prevent the collection of the increased charges 
on intrastate traffic for a time, pending legal adjust- 
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ment, the carriers will suffer the loss of revenue to 
which they are entitled during the time needed for legal 
adjudication. If they are finally prevented, by due 
process of law, from collecting the intrastate advances, 
they not only fail to collect all the revenue to which 
Congress has said they are entitled, but there is re- 
vived against them, in increased measure, the annoy- 
ance of the forty-nine masters. We hope before very 
long it will become the settled, understood policy of 
this country that Congress shall control all transporta- 
tion rates. Without such a policy we do not see how 
the salvation of our transportation system is to be 


worked out with any great degree of success. 


ADVANCED RATES AND THE H. C. OF L. 

A good deal of white paper and gray matter are 
being wasted in the effort to show how much the ad- 
vanced freight rates will increase commodity prices. 
The answer is that, of course, commodity prices will be 
increased, but there is no formula by which the in- 
crease, legitimate or illegitimate, may be figured. The 
illegitimate increase—the work of the profiteers—is, of 
course, not scientific. 
Way seems to have been found to restrain or punish 
them. The legitimate increase is uncertain because it 
is not confined to the mere increase in the freight rate 
on a suit of clothes, from one point to another, for in- 
stance. Everything that goes into the manufacture of 
the suit of clothes has had to bear its increase, direct 
and indirect, and the numerous 
and intricate to permit any scientific calculation. It is 
enough if we admit that there will be a legitimate in- 


They get what they can and no 


ramifications are too 


crease in commodity prices because of advanced freight 
rates and endeavor to see to it that the greedy profiteers 
do not impose on the ignorant or helpless because of 
the situation. 

We have said that an increase in commodity prices 
must follow the freight rate advance. 
be better to say that the rate advance tends to increase 
commodity prices by increasing the cost of transporta- 
tion. But one of the causes of high prices has been the 
inadequacy of transportation facilities. If the advanced 
rates operate to improve transportation facilities, or to 
the extent that they operate to improve transportation 
facilities, the tendency will be to decrease commodity 
prices and by so much offset the tendency in the other 
direction. It is a thing that only the most confirmed 
statistician ought to dare to deal with. When all is 
said and done, the increase in commodity prices legiti- 
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mately due to advanced freight rates should be so small 
as hardly to be seen with the naked eye. 





HIGH PRICES—POOR SERVICE 


One hears many comments—some of them humor- 
ous and some of them not so humorous—to the effect 
that as railroad rates go up the service that is paid for 
at the advanced prices is reduced. It is the fact, but 
why should it be wondered at in these days? Have 
you not had the experience of being notified by your 
landlord that the rent for your apartment has been in- 
creased anywhere from fifty to one hundred per cent— 
and that the usual amount of decorating will not be 
done? If you have not you are either fortunate or you 
have that experience coming to you when your present 
lease expires. Have you sat yourself down to an ice 
cream soda that formerly cost a nickel and for which 
you now pay twenty cents, only to find that at four 
times the price the lump of frozen cream is only about 
half as big as it used to be? Have you been made in- 
dignant in a cafe when, after being almost indignant 
from looking at the prices on the menu, you have, never- 
theless, ordered a meal to satisfy your hunger, justify- 
ing your extravagance with the thought that one must 
eat, whatever the cost, only to find, when the waiter 
came in with the tray, that the double outlay of money 
had brought you only a half portion of food? And do 
you find the real estate agents, the soda fountain clerks, 
and the cafe waiters, pleasant and accommodating in 
proportion to the increased prices, or do you find that 
their manners and the service they offer bear an inverse 
ratio to the higher price? 

It is our hope that there is a particularly painful 
kind of torture prepared for these persons when they 
pass beyond. In the same torture chamber we hope to 
see the snippy counter-jumper who sticks up his nose 
at the customer who questions the price of a silk shirt 
or a straw hat; the hotel clerk who gives you the high 
eyebrow when you exclaim at eight dollars a day for a 
room; and the dapper ticket seller who wonders what 
bush town you come from when you do not understand 
why the price of theater tickets has gone up so much. 
We could nominate many others for seats among those 
“also present.” 

Of course, the railroads, unlike the profiteers who 
take advantage of the situation, not only to get the in- 
creases to which conditions may entitle them, but to 
extort much more than they should have, could not 
avoid asking for the advances that have now been 
granted to them. They must have the money, and it is 
to the advantage of the public as well as to their own, 
that they have it. Neither are they responsible, in any 
large measure, for the poor service that is being given. 
It is due, to a great extent, to the very lack of money 
they have been experiencing and the consequent failure 
to keep equipment up to the standard that should be 
The shortage of labor is another of their 
But they can keep smiling and keep doing 

There is no reason why they should be- 


required. 
troubles. 
their best. 
come affected by the general yellow streak that seems 


to pervade this country. If you can’t give a man what 
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he wants and what he ought to have, the next most 
satisfactory thing to him is to be refused in a gentle- 
manly, regretful manner. That manner costs nothing 
and it is a good investment for the future. If the rail- 
roads will preserve it and add to it; wherever they can, 
whatever real improvement in service is possible, they 
will find it pays—for conditions will not always be 
what they are now. 





INCREASED RECONSIGNMENT CHARGES 


The Trafic World Washington Bureau 


The Commission August 11 promulgated an amendment to 
special permission No. 50321, under which the carriers were 
authorized to file reconsigning rules ‘and penalty charges for 
detention of equipment,” so as to have the increases authorized 
in Ex Parte No. 74 apply to the reconsigning charges authorized 
in that special equipment. 

The first idea as to the significance of that amendment was 
that the increases would apply also to the $10 a day penalty 
charge on cars held for reconsignment beyond forty-eight hours. 
It does not, however, apply to that penalty. 

The amendment inserted in the special permission follows 
the three rules authorizing the establishment of reconsignment 
charges and reads as follows: 

Provided, That the reconsigning charges named herein are sub- 
ject to the increases authorized by the Commission’s report of July 
29, 1920, in ex parte No. 74. 

The report, or decision, was dated July 29, but not given to 
the public until July 31. 

The amendment is inserted in the order ahead of the sec- 
tions dealing with the $10 a day penalty and ahead of the sub- 
head “Emergency Penalty Charges for Detention of All Open 
Top Cars, and Cars Loaded with Lumber, Coal or Coke.” 

A. J. Ribe, in a telegram to Commissioner Aitchison on Au- 
gust 8, raised the question whether the Commission had not 
made the reconsigning charges and rules for appliction in the 
north and east too liberal, in comparison with the rules ap- 
plicable in the south and west. He said: 


Under my interpretation your special permission five naught three 
two one freight loaded upon top equipment cannot be reconsigned 
under thru joint rates in the south or west after arrival billed des- 
tination while addition of Rule two permits such reconsignment at 
points in the north within twenty-four hours after arrival. Since 
open-top equipment is more scarce in north than in south or west, 
it appears northern regulations should be more stringent. By reading 
tules one and three with elimination of two you will see what I mean. 


The explanation (made by men who know some of the talk 
that took place in the conference that resulted in the issuance 
of special permission authorizing the reconsigning rules) of the 
apparently greater lenity shown to shippers of coal in the north, 
is that there are points in the north that never receive direct- 
billed coal. Detroit is one of the places. The carriers give 
notice of arrival intended for Detroit when it reaches Toledo. 
It then is reconsigned from Toledo. The same is true with 
regard to coal intended for west-bank Lake Michigan points. 
Carriers give notice of arrival or near-arrival of coal at east- 
bank points. 

According to the information on which the Commission 
acted when it gave the permission, there are no such points in 
the south and west. That is to say, coal can and does move 
on bills to final destination, and reconsignment from such desti- 
nations, it is said, is more often for speculative than for trans- 
portation reasons. 

A fact in connection with the authorization is that the final 
consultation on the subject was not with coal operators or 
wholesalers of coal, but with representatives of the carriers 
and with members of the National Industrial Traffic League 
demurrage committee. While the League members were in the 
conference they did not concur in the proposal. The Commis- 
sioners acted on the information they had on the subject. 

The interpretation question raised by Mr. Ribe was referred 
to the men in the Commission whose business it is to answer 
inquiries of that kind. 


CARS FOR COAL MINES 


Dispatches say that Commission orders requiring railroads 
to refrain from furnishing an extra allotment of freight cars 
to mines which supply them with coal, in preference to mines 
which produce only for general consumption, are limited by 4 
decision of the United States Circuit Court of Appeals at Ashe- 
ville, N. C. Reversing a decision of the United States court 
in West Virginia, in the case of the Baltimore & Ohio Railroad, 
against the Lambert Run Coal Company, the Circuit Court’s 
ruling, in effect, will allow the road to supply extra cars to 
mines from which coal is drawn for its own operation, without 
counting such cars against the mines receiving them as part 
of their regular car allotment. 
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Current Topics | 
in Washington 





—-~— 

Advanced Rates and Higher Prices.—In Washington there 
are two answers to the query as to whether the advance in 
freight rates and passenger fares will raise the cost of living. 
Generally speaking, railroad officials and officials of labor 
unions aver that the rise in cost, if any, will be infinitesimal. 
Men like Samuel H. Cowan, however, are inclined to hold that 
the increase will be calculable. Cowan, because he represents 
men who sell in markets that are organized on the basis of the 
seller paying the cost of getting his goods to the market, re- 
gards the increase with less complacency than do shippers who 
are interested only in the relationship of markets to each other. 
Walker D. Hines, in his discussions with newspaper men last 
fall and winter always said he was not ready to consider the 
question of raising rates because conditions were so abnormal 
that he hesitated to do anything that would increase the cost 
of living between four and five times the amount of the in- 
crease in freight rates. He spoke of the increase in rates as 
certainly meaning an appreciable increase in the cost of living. 
At one of the conferences he pointed out that while coal, for 
instance, received only one haul, that could not be taken to 
mean that the increase in the price of coal would be equal only 
to the increase of the freight rate on coal. He pointed out that 
the coal operator, being a man who has to live, would have to 
bear increased cost of transportation on everything used by 
him and his family, would have to raise the price of coal to 
meet that increase in his costs, and that, therefore, the increase 
in the price of coal must necessarily be greater than the amount 
of the increase in the rate on coal. Every user of coal or the 
user of articles into the cost of which entered the cost of coal, 
he suggested, would have to make similar increases in the 
cost of the things they had to sell. He did not point out, as 
some railroad officials and labor leaders have done, that the 
increase in the cost of hauling a suit of clothes from Boston to 
Chicago would be only a few cents. He went deeper into the 
matter than that, using coal as the foundation on which to 
build his structure, showing that the advance in the price of 
coal would not be measured in full by the advance in the 
freight rate on coal. Of course the railroad and labor officials 
help their case if they can make the public believe that there 
can be higher wages for both railroads and labor without mak- 
ing it apparent that there must be an increase in the cost of 
living that will be precep.ible to the average man. 


— 





Compensation for Higher Rail Rates.—There is some com: 
pensation, however, it is believed, for the public in higher rail 
rates. The tendency will be, it is believed, for buyers to seek 
sources of supply nearer the points of consumption. That is to 
say, if the rates on potatoes from the truck gardens around 
Hampton Roads are continually hoisted, the time will come 
when somebody will think about trucking on the hundreds of 
thousands of acres lying idle within twenty miles of Washing- 
ton. The national capital is one of the few cities in the coun- 
try not surrounded by truck farms. Real estate speculation, it 
has been suggested, has taken out of farming and trucking 
thousands of acres that should be cultivated. The owners have 
withdrawn the land from cultivation.on the theory that their 
acres were needed or would shortly be needed for city lots 
or “estates” for Washingtonians. Washington is dependent for 
food almost entirely on the freight car. There is a little truck- 
ing out in the neighborhood where the militia in August, 1814, 
made such poor opposition to the British that the enemy, far 
inferior in numbers, practically paraded into the capital of the 
lew republic from the field where the “battle” of Bladensburg 
was fought. Aside from the small amount of trucking done in 


‘that part of the District of Columbia, there is practically no 


home-grown truck. The freight car is Washington’s market 
Wagon, although there are thousands of acres of land that 
might be used, thereby relieving the freight car for more es- 
sential duty. The increase in rates might make truck growing 
under the shadow of the dome of the Capitol more remunera- 
lve and, ultimately, become remunerative, cause a reduction in 
Drices so that a senator could have a mess of corn on the cob 
without being compelled to have more patches on his clothes 
than he now has. 





New York Versus Other Ocean Ports.—Admiral Benson’s 
recent declaration that the Shipping Board, by allocating ships 
0 other ports, might do something toward breaking the monop- 
oly New York now has on the dispatch and receipt of the for- 
‘ign trade of the country, has caused little or no stir among 
those who do business through that port. Talk of that kind has 
been going on for many years. Nearly every port in the coun- 
tty, at one time or another, has undertaken improvements cal- 
culated, it thought, to deprive New York of first place. The as- 
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sumption was that fine port facilities would attract exports and 
imports. Fairfax Harrison, by equalizing New Orleans with 
New York on traffic from Central Freight Association territory, 
thought to promote New Orleans at the expense of Atlantic 
ports that are not touched by the Southern. Some freight may 
have been diverted, but the figures do not show any great loss 
by New York. During the war New York was about the only 
port thought of by the traffic managers of the allies. They 
thought of New York because that was where they could make 
the necessary financial arrangements. It is believed that, in 
the end, everything else being equal or nearly equal, the port 
that is able to show the best organization of men and banks to 
conduct the business will get it. In fact, there is an idea that a 
port poor in physical disadvantages but with good organization 
and good banking facilities, will beat the port with better phy- 
sical conditions. That is one reason why New York may con- 
tinue for many years to be the leading port. New Orleans has 
one of the best equipped harbors in the country, but its gain 
on New York has not alarmed J. C. Lincoln or caused Carl 
Giessow to buy himself larger hats. Louisiana and New Or- 
leans have spent millions on harbor facilities. The Illinois Cen- 
tral and the Southern have done much to favor that port, yet 
its growth in the European trade has not been phenomenal. 
The steamship companies, apparently, have favored New York 
by giving rates from New York to the South almost, if not 
quite, as low as steamer lines out of New Orleans have quoted. 
The increase in rates in the eastern district may have a favor- 
able effect in promoting trade through other ports. It is 
suspected, however, that if New York began losing business by 
reason of the freight rates, the lines serving New York, which 
are largely financed by New York banking houses, would adjust 
rates so as again to attract business that way. 


Thetus W. Sims Passes From Our Midst.—The primaries 
have bowled over Representative Thetus W. Sims, of Tennes- 
see, who introduced, by request, the bill to carry into effect the 
Plumb plan for taking the railroads from their owners and giv- 
ing them to the railroad brotherhoods after the government 
had bought them at about sixty per cent of their book cost. A 
soldier of the world war put out of office the veteran who was 
chairman of the House committee on interstate and foreign 
commerce after W. C. Adamson got in out of any possible 
political rain storm by accepting a place on the Board of Gen- 
eral Customs Appraisers, a place that a man holds “during 
good behavior,’ but from which few, if any, men have ever 
been ejected. What caused Sims’s defeat is not known in Wash- 
ington. His district is far from railroad centers and far from 
the big newspapers of the country. His constituents are mostly 
farmers. When he introduced the Plumb plan bill, there was 
surprise that he did so, even by request, because, according to 
nearly every report from the farming regions, organized labor, 
as led by Samuel Gompers and the heads of the railroad 
brotherhoods, was not in good odor among the men who had to 
work sixteen hours a day, in good weather, to pay the bills the 
city folks impose on them every time they have to buy any- 
thing. The Plumb Plan League put out publicity in favor of 
the measure indicating that Sims approved the scheme for 
turning the railroads over to the brotherhood. Sims apparently 
heard from some folks, because he made unusual efforts to show 
that he had introduced the bill “by request.’”” When a member 
writes those words on a bill presented by him he damns it by 
faint praise or shows that he does not approve it. The Plumb 
Plan League, however, made no effort to show that Sims had 
put words on the bill showing that he did not approve it. The 
League planned to have that bill offered as a substitute for 
proposed legislation, but its plan never got beyond the forma- 
tive stage. 





The U. S. and the League of Nations.—The United States 
may not be a member of the League of Nations but the execu- 
tive branch of the government is being operated on the assump- 
tion that the fact that the Senate has not yet ratified the 
theaty making this country a member, is not a bar to this coun- 
try’s trying to make the League a going concern. The state de- 
partment has a League of Nations bureau and Royal B. Meeker, 
who has collected cost of living statitics in the bureau that 
used to be called the Department of Labor, has become a mem- 
ber of the International Labor Council, a part of the League of 
Nations organization. The League is said to be living from hand- 
to mouth on funds borrowed from banks in the form of over- 
drafts. The United States is not contributing anything toward 
keeping the League alive unless President Wilson is making the 
contributions from funds Congress placed at his disposal for 
carrying on diplomatic affairs and for secret purposes in con- 
nection with the war, for which no detailed accounting is re- 
quired. By means of such aids from such funds the League 
could obtain some help from a prospective member, even if 
that member were restricted by Lodge reservations or inter- 
pretations proposed by President Wilson or Governor Cox. The 
election will decide whether the League is to be financed heart- 
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ily by appropriations advocated by its active supporters or al- 
lowed to languish, so far as American dollars are concerned. 





The High Price of Fuel—A good many economists believe 
the best check on high prices is furnished by high prices them- 
selves. On that theory the price of coal for European consump- 
tion should soon be coming down. Coal for Europe and even 
for bunkering in American harbors has sold as high as $18 a 
ton. Even at that, ships have been forced to wait for days 
and weeks to obtain either fuel oil or coal needed to take them 
across the ocean. In England coal is about five pounds a ton, 
or considerably more than 500 per cent of what it used to be. 
American coal for bunkering, at $18 a ton, is between 500 and 
600 per cent of what it used to be, when the rate from West 
Virginia mines was $1.40 a ton and $1.50 was considered a fair 
price for the best steam coal in the world, at the pit mouth. 
The world, however, seems still ready to take the coal that is 
offered at prices that will cause a sharp upward curve in the 
cost of many things—if they can be sold at all on a retail mar- 
ket that, in many cities, seems to have a strong desire to emu- 
late the stock market in its slump. Fuel oil has not gone up 
to anything like the heights to which coal has risen. That 
may be because there are large oil concerns which, ever since 
the beginning of the war, have been opposed to a runaway 
market. They have declined to mark up their prices when 
some of the smaller ones have undertaken to do a bit of price 
joy-riding. The Shipping Board has recently covered its re- 
quirements for fuel oil, to the extent of about 25,000,000 bar- 
rels at prices well under $3 a barrel. In thermal units the 
price paid is equal to coal at between $8 and $9 a ton, but, 
considering the saving in space, in men, in time for fueling, 
and in quickness of turn-around for the ships burning oil in 
comparison with those burning coal, $3 a barrel is generally 
considered much more economical than coal for trans-oceanic 
voyages, Secretary Daniels, however, has not been able to get 
fuel oil at prices satisfactory to himself, so he is commandeer- 
ing it on the Pacific coast at $1.72 a barrel rather than pay the 
market price, from $2 to $2.25. On the Atlantic coast he is in 
a scheme with a combination of bankers and refiners to estab- 
lish a refinery at Fall River, Mass., in which an effort is to be 
made to refine the heaviest of Mexican crude oil so as to make 
it usable in navy ships. He is paying out $3,600,000 before get- 
ting a drop of usable oil. 

A. EE. H. 


L. C. L. FREIGHT CLEARING HOUSE 


The Grand Rapids Traffic Club, with a view to improving 
traffic conditions, has put into operation a plan for an L. C. L. 
freight clearing house service. In a circular to Grand Rapids 
shippers, President Ernest L. Ewing of the club says: 

“The forwarding of less than carload shipments has been 
a difficult matter for several months, principally because of 
car shortage, labor shortage, congestion at terminals and trans- 
fer points, and other transportation conditions that have com- 
pelled the railroads to close freight houses, issue embargoes 
and otherwise restrict their less-than-carload freight service. 
There does not seem to be any possibility of a substantial 
betterment of those conditions in the near future, and therefore 
this organization feels called upon to make a practical effort 
to facilitate the forwarding of less-than-carload shipments from 
Grand Rapids. 

“For some time it has been the practice of the railroads 
to permit shippers to load less-than-carload consignments in cars 
on team and other available tracks if ten thousand pounds or 
more, for the same destination, could be assembled or pooled. 
A shipper having only four or five thousand pounds for a point 
such as Albany, N. Y., cannot forward that quantity in a car 
unless additional shipments for the same destination are avail- 
able. If the freight houses are not receiving goods for Albany, 
N. Y., because of some embargo, or if the freight houses are 
closed because of car or labor shortage, that shipper must hold 
his goods indefinitely or canvass other shippers until he finds 
the amount of additional tonnage necessary to the securing of 
a car on team or industry track to which the several shipments 
may be drayed. 

“The forwarding of less-than-carload shipments in cars 
loaded by shippers on team and industry tracks has afforded 
some relief from the inability of the railroads to handle such 
shipments through their freight houses in the usual manner, 
but it has not been as helpful as it should be. One great. and 
expensive disadvantage has been that of the necessity of can- 
vassing other shippers to find enough tonnage for one destina- 
tion to make the loading of a pool car possible. The shipper 
having several thousand pounds, but not the required quantity, 
spends considerable time telephoning other shippers and does 
not continue his canvass after he has located the minimum 
amount that he must assemble. The representatives of the 
railroad furnishing a car for some particular destination may 
and do direct other shippers to that car, but it very frequently 
happens that shippers having goods for that particular des- 





tination do not learn of that car being loaded, and such cars 
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are not always filled when they go forward. Also, each of 
several shippers may be trying to find additional tonnage fo, 
the same destination without knowledge of the other shipper’s 
efforts. Three cars may go forward from Grand Rapids to the 
same destination, on the same day, via different routes, not 
loaded to capacity, and leaving shipments for that destination 
behind, entirely because of the hit or miss methods by which 
goods are now assembled for such cars. 

“With the object of facilitating the assembling of ship. 
ments for common destinations, relieving shippers of the neces. 
sity of canvassing the town for tonnage to be combined with 
their own, accomplishing the heavier loading of cars, reducing 
delays and damage in transit, and otherwise improving existing 
conditions, the Grand Rapids Traffic Club has decided to give 
the following plan a thorough trial. The plan is the result of 
a careful investigation of present arrangements and conditions, 
and it has the tentative approval of the operating officials of 
the Grand Rapids railroads, members of the Grand Rapids Car 
Service Committee. 

“Commencing August 9 and continuing as long as freight 
house and other transportation conditions may warrant, the 
Grand Rapids Traffic Club will maintain a clearing house for 
information about less-than-carload shipments that are avail. 
able for loading in pool cars on team and industry tracks, and 
about the cars being loaded on such tracks. Shippers subscrib- 
ing to the clearing house service will be required to furnish 
a daily list of the consignments that they will have ready 
to forward during the next forty-eight hours. Those lists will 
have to be filed with the clearing house before noon, each day, 
on forms that will be furnished. The information contained 
in those lists will enable the clearing house to arrange the 
placing of cars for the next day’s loading, and subscribers to 
the arrangement will be directed where to dray and load their 
goods accordingly. This arrangement will not include ship- 
ments to points within one hundred miles of Grand Rapids. It 
is obvious that after a shipment has been listed with the clear- 
ing house no other disposition should be made of it within 
forty-eight hours, unless the clearing house can release it with- 
out upsetting the loading schedules already arranged. 

“Mr. Charles E. Elerick, 303 Michigan Trust Company build- 
ing, will have charge of the arrangement. The daily lists will 
be sent to him by mail or messenger, preferably by messenger, 
and he will advise subscribers of the loading arrangements each 
day. A special committee of the Traffic Club will actively co- 
operate with Mr. Elerick. 

“The cost of this service to each subscriber for the sixty 
days from August 9 to October 9 will be twenty-five dollars, pay- 
able in advance. Remittances should be made payable to 
E. K. Pritchett, vice-president. A subscription blank or agree- 
ment is attached hereto. Further information about the details 
of the arrangement may be had by addressing an inquiry to 
the undersigned. If it is found necessary and desirable to 
continue the arrangement beyond October 9, we hope that the 
benefit of the sixty days’ experience will enable us to reduce 
the cost of the service to our subscribers. 

“As already stated, this plan is the result of a thorough 
investigation by a special committee of this organization. It 
is intended to afford substantial relief from existing freight 
house conditions and other transportation difficulties that are 
seriously affecting the Grand Rapids less-than-carload shippers. 
Without the support and full co-operation of the shippers, the 
plan cannot be helpful. It is now proposed to close all freight 
houses ‘three days each week. That will make the loading of 
pooled cars on team and industry tracks more important than 
it has been. The shortage of cars is so serious that every inch 
of car space is important. The interest on the money that is 
represented by the value of Grand Rapids products being held 
indefinitely awaiting an opportunity to ship must be a very 
large sum in the aggregate. The success of this plan means 
capacity loading for the cars and greatly expedited forwarding 
of Grand Rapids goods. It is entirely a Grand Rapids project, 
originated by and in charge of the most competent Grand Rap- 
ids traffic men, intended to benefit Grand Rapids shippers, and 
fully entitled to their support. The superintendent of trans- 
portation for one of the principal western railroads heard of 
this plan a few days ago, and commented on it as being such 
a practical proposition that he intended suggesting it to ship- 
pers in Chicago and at other large terminals served by his line. 

“The short time within which it is proposed to put the 
plan in operation makes it necessary that we have a quick 
response by shippers. Subscriptions to the service should be 
addressed to the undersigned, and should be accompanied by 
check for $25, payable to E. K. Pritchett, Vice-President, Grand 
Rapids Traffic Club. A subscription blank is attached hereto. 


ERIE CAR FLOAT SERVICE 


The Erie Railroad Company has opened freight stations 
on the Chicago River at Erie street and at Webster avenue, 
Chicago, in addition to former facilities in the Chicago district. 
Traffic at these stations will be handled by car float service t0 
and from Erie Railroad rails at the 18th street float bridge. 





August 


did 


— 


Th 
vs. Ch 
£ c..¢ 
from ¢ 
Augus 
reason 
reason 
ville, 
in the 
than | 


Comps 
917-19, 
and W 
compli 
cents 

compl 
from 

Spring 
of 6.5 
no lor 
inadv 
the Cl 
out of 
the tz 


A 
Lumb 
I. C. 
charg 
existi 
order 


ern ( 
I. C. 
carlo; 
dred, 
cents 
cents 
Mo., 
homa 
4 
cent 
a cer 


for 

Exa' 
clas: 
elec 
was 
ship 
dire 


111¢ 
recc 
94 

Van 
ing 
of : 
was 
loac 
fect 





Ach of 
Se for 
ipper’s 
to the 
S, Not 
nation 
Which 


Ship. 
neces. 
- With 
lucing 
isting 
) give 
ult of 
tions, 
ils of 
S Car 


‘eight 
, the 
e for 
avail- 
, and 
$crib- 
rnish 
‘eady 
will 
day, 
Lined 
the 
rs to 
their 
ship- 


lear- 
ithin 
Vith- 


uild- 
will 
ger, 
ach 
CO- 


ixty 
pay- 

to 
ree- 
ails 
0 

to 
the 
uce 


igh 


ght 
are 
ars. 
the 
xht 


an 
ich 


ald 
ry 


ng 
ct, 
p- 
nd 
1S- 
of 
ch 


ie 
*k 


yy 


d 


” 


QO s* 





289 


August 14, 1920 THE TRAFFIC WORLD 
Decisions of Interstate Commerce Commission 


RATES ON BREWERW’ REFUSE 


The Commission has dismissed No. 10835, George E. Franzen 
ys. Chicago, Milwaukee & St. Paul et al., opinion No. 6286, 58 
I. C. C. 218-14, holding that intrastate rates on brewers’ refuse 
from Chicago to Bensenville, Ill., between January 1, 1918, and 
August 23, 1919, when the complaint was filed, were not un- 
reasonable and that the complainant had not shown damage by 
reason of the undue prejudice alleged. Lower rates to Janes- 
ville, Wis., permitted dealers at that point to supply farmers 
in the market to which Franzen also shipped, for less money 
than Franzen or make larger profits than he, Franzen said. 


RATE ON TAN BARK 


The Commission has dismissed No. 11160, H. V. Bretney 
Company vs. Chesapeake & Ohio, opinion No. 6288, 58 I. C. C., 
917-19, holding a rate of 19.5 cents on tan bark from Webbville 
and Willard, Ky., to Springfield, O., was not unreasonable. The 
complainant thought it unreasonable because in excess of 14.5 
cents which would have applied had the Chesapeake & Ohio 
complied with the fourth section in making a rate of 9.5 cents 
from Ashland, Ky., a point intermediate between Riverton and 
Springfield. That rate was published to meet, part way, a rate 
of 6.5 cents from Ashland by the Detroit, Toledo & Ironton, which 
no longer reaches Ashland. The Chesapeake & Ohio, through 
inadvertence, made one of its tariffs apply in connection with 
the Chesapeake & Northern. Since the new Ford road has been 
out of Ashland, the C. & O. and N. & W. have straightened cut 
the tangle. 


DEMURRAGE ON LUMBER 


An order of dismissal has been made in No. 11101, Lowry 
Lumber Company vs. Missouri Pacific et al., opinion No. 6281, 58 
I. C. C. 199-200, the Commission holding that the demurrage 
charges on a carload of lumber held at Dupo, IIl., because of an 
existing embargo against the point to which reconsignment was 
ordered, were not unreasonable or otherwise unlawful. 


RATES ON CEMENT - 


On a holding of unreasonableness in No. 11021, Great West- 
ern Cement Co. vs. A. T. & S. F. et al., opinion No. 6283, 58 
I. C. C., 205-7, the Commission has awarded reparation on two 
carloads of cement shipped in March and April, 1918, from Mil- 
dred, Kan., to Healdton, Okla., on which rates of 27.5 and 28 
cents were applied. Reparation is to be made to the basis of 23.5 
cents, the rate contemporaneously in effect from Sugar Creek, 
Mo., and other points in the so-called Kansas gas belt to Okla- 
homa destinations. The Commission said the assessment of the 
27.5 rate was without tariff authority, the tariff rate being one 
cent higher, and that the other shipment was undercharged half 
a cent. 

One shipment moved via Iola, Kan., on routing instructions 


RATE ON BLASTING CAPS 


In a tentative report on No. 11385, Holt & Odell, as receivers 
for the Aetna Explosives Co. vs. West Shore Railroad et al., 
Examiner Richard T. Eddy recommended a finding that southern 
classification rating of double first class on blasting caps and 
electric blasting caps from Port Ewen, N. Y., to Birmingham 
was not unreasonable. Eddy reported that he found some of the 
Shipments to have been overcharged and recommended an order 
directing the return of the excess charges. 


RATE ON IMPORT HEMP 


Examiner Richard T. Eddy, in a tentative report on No. 
11145, Columbian Rope Company vs. Canadian Pacific et al., 
recommended a dismissal on the ground that an import rate of 
94 cents on Manila hemp imported from the Philippines via 
Vancouver, B. C., and Seattle and Tacoma to Auburn, N. Y., mov- 
ng after import rates were cancelled but before the publication 
of an import rate of 85 cents (later made 75), was published, 
Was not unreasonable or otherwise unlawful. Eighty-four car- 
loads were covered by the complaint. The rate before the ef- 
fective date of the domestic rate was 60 cents. 

Eddy pointed out that the Commission, in Columbian Rope 








Tentative Reports of the Commission 





by the shipper. As to the shipment that did not move via Iola, 
the carriers admitted the unreasonableness of the rate charged. 
As to the one that moved through Iola, they contended that it 
was not unreasonable because it short-hauled the originating 
carrier seriously. 

As to that contention the Commission said it was untenable, 
because, at the time the defendants interested in the charge of 
short-hauling were under federal control and were being oper- 
ated as a single system. Only one of the defendants, the Okla- 
homa, New Mexico & Pacific, was under federal control. The 
Oklahoma was not interested in the allegation that the move- 
ment through Iola short-hauled the Missouri, Kansas & Texas, the 
originating carrier. 


CIGARETTES AND TOBACCO 


The Commission has dismissed No. 11059, Liggett & Myers 
Tobacco Co. vs. A. T. & S. F. et al., opinion No. 6280, 58 I. C. C. 
196-8, holding that the rates on cigarettes and smoking tobacco 
from San Francisco to St. Louis and New York, shipped early 
in 1918, were not unreasonable. 

First class was applicable on cigarettes, any quantity, and 
third class on smoking tobacco, 24,000 pounds minimum. On 
cigarettes from San Francisco to New York, the rate prior to 
June 25, 1918, was $3.70 and after that day $4.625. In the reverse 
direction the rates were $1.25 and $2, in carloads, or less than 
half the eastbound rates. 

On smoking tobacco, prior to June 25, the eastbound rate 
was 52.38. After June 25 it was $2.975. The westbound rate, 
prior to June 25, was $2 and after $2.625. 

Ordinarily cigarettes and smoking tobacco move westward. 
On account of the government’s demand for “smokes” for the 
soldiers the eastern market became depleted and the complainant 
called on its San Francisco factory for supplies. It applied for a 
reduction in rate as early as February 4, 1918, but it did not 
obtain any concession until February 20, 1919. By that time the 
eastward movement of the commodities had ceased. According 
to the defendants only two carloads moved after the reduced 
eastbound rates were put into effect. 

Six million cigarettes constituted a carload. The Commis- 
sion figured that a carload, at the market selling price, would 
be worth about $40,000 and came to the conclusion that the class 
rates were not unduly high per se. The railroads contended that 
the westbound commodity rates should not be used for compari- 
son, because the volume moving on them is comparatively large, 
while the eastbound movement is sporadic. The Commission 
upheld the reasonableness of the class rates on which the cigar- 
ettes and smoking tobacco moved, on the authority of Gulf Pipe 
Line vs. T. & N. O. P., 57 I. C. C. 4837. The revenue on two cars 
averaged $1,916.60, and 60.2 cents per car mile for 3,182 miles. 
The contemporaneous westbound rate would have yielded 
$1,218.34 and a car-mile of 38.3 cents. Twelve carloads yielded 
an average of $1,900.04, or a car-mile of 86.4 cents. The big per 
car revenue and the big car-mile did not impress the Commission, 
apparently, enough to make it forget the value of the shipments. 





Co. vs. Director-General (58 I. C. C. 158), refused to condemn 
a rate of 97 cents on ixtle, the Mexican cordage fiber, from 
Laredo and Eagle Pass, Tex., to Auburn, hauls of approximately 
1930 miles in comparison with much longer hauls from the north 
coast Pacific ports. 


RATES ON STEEL INGOTS 


A recommendation that: the complaint be dismissed has 
been made by Examiner G. H. Mattingly, in a tentative report 
on No. 11270, Pacific Coast Steel Company vs. Southern Paci- 
fic et al., on the ground that the rates on steel ingots from San 
Francisco and South San Francisco to Seattle had not been 
shown to be unreasonable or unduly prejudicial. 

The complainants contended that the articles in question 
should have been forwarded as castings because they were cast 
into molds, or if not as castings, then as manufactured iron 
and steel articles, which bore a commodity rate of 37.5 cents 
while castings bore a rate of 44 cents and ingots 52.5 cents. 

The carriers defended the lower rates on castings and 
manufactured articles on the ground of water competition, 
which did not embrace ingots, except at rates for handling, 
which would bring the ingot rate by water about to the rate 
that was collected by the railroad carrier. 
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BILL OF LADING CASE REOPENED 


The Trafic World Washington Bureau 


The bill of lading case (No. 4844) in so far as it relates to 
the through export bill, has been re-opened. Further hearings 
as to its form and substance will be begun before Commissioner 
Woolley beginning September 20. Other hearings and perhaps 
at other places will hereafter be announced. 

A form prepared by the Western Classification lines will 
be used as the basis for hearings and for. suggestions. Forms 
prepared by Official and Southern classification lines will be in 
the record for purposes of suggestion and comparison, but the 
product of the western committee is regarded as more nearly 
in compliance with the amended interstate commerce act and 
the form heretofore prescribed by the Commission than the 
other forms. Forms were prepared by the rail lines in response 
to the Commission’s requests of April 5, 1920 and June 15, 1920. 

Announcement of the re-opening was made by the Commis- 
sion August 10. The Commission, according to the date on the 
announcement, voted on August 7 to reopen the case. The adop- 
tion of the form submitted by the western carriers, for pur- 
poses of comparison, was announced at the same time. The 
re-opening announcement is as follows: 


Whereas, The Commission is directed under the previsions of 
section 25 of the interstate commerce act to prescribe the form of a 
through export bill of lading for issuance by carriers by railroad in 
connection with common carriers by water in foreign commerce 
whose vessels are registered under the laws of the United States; and 

Whereas, Certain of the interested rail and water carriers have 
submitted tentative forms of such through export bills of lading 
= they seek to have the Commission prescribe in the form sub- 
mitted; 

It is ordered, That this proceeding be, and it is hereby, reopened 
for further hearings with respect to the form and suhstance o2f 
through export bills of lading, such hearings to be held before Com- 
missioner Woolley at the office of the Commission in Washington, 
Db. C., commencing 10 a. m., on September 20, 1920, and at such other 
times and places as may thereafter be designated. , 


The announcement telling of the adoption of. the form sub- 
mitted by the western lines, for purposes of comparison, is as 
follows: 


In response to the Commission’s requests of April 5, 1920, and 
June 15, 1920, separate forms of through export bills of ladifie have 
been submitted by the lines in official and western classification ter- 
ritories. For the southern lines, Mr. Lincoln Green, chairman of the 
executive committee, Southern Freight Rate Association, submitted 
two forms of export bills now in use by the Southern Railway. The 
form submitted by the official classification lines differs only in minor 
details from the forms submitted by Mr. Green. 

The Commission will adopt the form submitted by the lines in 
western classification territory as the basis for further proceedings in 


this investigation. This form is a.modification of the form approved* 


by the Commission in its former report in this proceeding appearing 
in 52 I. C. C., 671. Copies of this form, as long as available, will be 
furnished to interested parties, who are requested to submit in writ- 
ing on or before September 1, 1920, any changes they may desire to 
have incorporated therein. Also, the Commission should be promptly 
advised by all parties desiring to be heard in connection therewith. 
It should be understood that such hearings will be confined to the 
legality and reasonableness of the conditions of the bill of lading as 
they affect the rights and liabilities of the parties to the contract of 
carriage. Questions involving tariff provisions and the practice of 
the individual carriers thereunder should be treated separately. 

In re-opening the through export bill of lading feature of the 
case, the Commission proceeded on the assumption that it has 
full jurisdiction to prescribe the form of bill used or, in other 
words, that the Shipping Board, as the owner or controller of 
boats and regulator of the rates of carriers by water, has no 
duty in connection with the bill of lading covering through 
movements. The men in the Commission who are handling the 
subject have consulted with shippers of cotton about it, but 
the consultations have been about the conditions in bills of lad- 
ing issued by steamship companies. 

The big question that is likely to arise in connection with 
ship’s bills of lading is whether the ship is obliged to accept a 
through bill of lading from the railroad company covering the 
shipment from origin to destination, or whether it can insist 
on issuing its own bill of lading, just as if the shipment had 
originated at the port. 

Section 25 of the amended interstate commerce law seems 
to require such an integration of carriers by railroad and car- 
riers by water, the latter of American registry only, as prevails 
among the carriers by railroad, by reason of the Carmack 
amendment to the act to regulate commerce, which is carried 
forward to the new interstate commerce law. Yet the last 
paragraph of that section says that “the issuance of a through 
bill of lading covering shipments provided for herein shall not 
be held to constitute ‘an arrangement for continuous carriage 
or shipment within the meaning of this act.’” 

An arrangement for continuous carriage or shipment, under 
the terms of the interstate commerce law, places the carrier by 
water under the jurisdiction of the Interstate Commerce Com- 
mission. The clear object of the other part of section twenty- 
five has been taken generally to be that there shall be an ar- 
rangement for continuous carriage. The limitation, however, 
it is admitted, forbids assumption of jurisdiction by the Inter- 
state Commerce Commission over the ships flying the Ameri- 
ean flag, notwithstanding the fact that the railroads are bidden 
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to make arrangements for the handling of freight on through 
bills from the rail points of origin to foreign destinations. The 
Commission has power also to prescribe the substance ang 
forms of bills that must be accepted by ships, although they 
are specifically exempted from the rule that when a carrier py 
railroad and a carrier by water make arrangements for cop. 
tinuous carriage, the carrier by water is linked up, for regy. 
lation in so far as the traffic covered by the arrangement jg 
concerned, by the regulator of carriers by railroad. 

The question will be whether the American ships can be 
compelled to accept the bill of lading that may be prescribed 
by the Interstate Commerce Commission. The regulating body 
is adjured, in making the through bill, to “preserve to the car. 
rier by water the limited liability provided by law,” which jg 
taken to mean the limited liability as defined, to a large extent, 
by the Harter act. The law says the through bill shall show 
the inland rate, the port charges, if any, and the ocean rate 
that has been accepted by the shipper by means of a firm 
reservation of space for what he is shipping. The query jg 
whether the ship will be under compulsion to accept the 
through bill, even after there has been a firm reservation of 
space, if and when its master is of the opinion that the bill does 
not preserve the limited liability provided by law. 

The whole duty of issuing the through bill of lading igs 
placed on the rail carrier. No penalties are prescribed for re. 
fusal of the bill by the water carrier. The carrier by water, it 
has been suggested, is specifically exempted from the effect of 
an arrangement for continuous carriage or shipment, but not 
from accepting the bill. 

The form prepared by the western lines differs from the 
form prepared by the Commission in only two particulars, other 
than that it, in conformity with section 25, provides a space 
for the insertion of the port charges, if any. The first of the 
differences is that the carrier will not be liable for loss or dam- 
age when the property is transported in open cars, except in 
case of fire and except for negligence. Then the burden of 
proving absence of negligence is to.be on the carrier or party in 
possession of the property. The second exception is that one 
whereby the carrier exempts itself from liability for loss or 
damage when the property is delivered at a wharf or non-agency 
station or a private siding. In such cases, the carrier’s liability 
ends or begins only when the car is detached from or attached 
to a train. 

The shippers have fought the effort of the carriers to ex- 
empt themselves from liability for property delivered to or to 
be taken from so-called private sidetracks on the theory that 
such tracks are substitutes for the tracks the carriers were 
supposed to provide and that if the shippers did not provide 
them the carriers would have to increase their capital invest- 
ment and there would then be no question about their liability. 
Because shippers have always fought that provision, it is be- 
lieved they will continue it. 


SHIPPING OF COTTON 


The Trafic World Washington Burcau 


As a result of a conference between representatives of 
various cotton exchanges and the Shipping Board, the latter 
will amend the ship’s bill of lading issued by Board vessels so 
as to provide that in case of loss or damage to cotton, the ship 
will be liable for a maximum of $250 a bale, instead of a maxi- 
mum of $100. It will also take steps to change the ship de- 
murrage rules so as to amke the burden less than $1 per net 
registered ton per day on the shipper of less than a full cargo. 
The members of the board also expressed a willingness to 
consider the formulation of a uniform bill of lading to be used 
in shipping cotton. 

The matter was brought to the attention of the Shipping 
Board by F. J. Riordan of the San Antonio Cotton Exchange; 
R. C. Fulbright of the Houston Cotton Exchange; R. C. Dicker: 
son, secretary, and J. D. Wililamson, attorney, for the Texas 
Cotton Association; C. T. Bye and T. J. Johnson, for McFadden 
& Brother; and G. W. Thomas, for the Southern Cotton Products 
Association. 

Cotton is worth so much more than $100 a bale now that 
there was no necessity for argument to convince the board 
that the maximum liability should be raised to a figure nearer 
the market value of the commodity. The maximum, in terms, 
applies to a “package,” but that has been construed to cover 4 
bale of cotton. , 

In the event the board should go through with the sugges 
tion for a uniform cotton bill of lading, the language could be 
made specifically to apply to a bale of cotton. , 

The question of a uniform bill of lading to cover cotton 1s 
bound up with the question of a uniform export bill of lading 
to be prescribed by the Interstate Commerce Commission. 


NOTE ISSUE AUTHORIZED 


The Commission has authorized the Ashland Coal & Iron 
Railway Company to issue promissory notes in the sum of $150. 
000 for the purpose of refunding short term maturing notes. 
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STATE PASSENGER FARES 


The Traffic World Washington Bureau 


The Interstate Commerce Commission is not likely to do 
anything with regard to the Illinois state commission’s refusal 
to grant an increase in intrastate passenger fares unless and 
until the Illinois roads bring the matter to its attention by 
means of a formal complaint alleging that a two-cent fare causes 
unjust discrimination against interstate commerce or an undue 
burden on commerce between states. In the formal case in- 
volving the two-cent fare law of Illinois, the Commission once 
held that the two-cent fare law caused such a discrimination 
and ordered rates up to 2.4 cents a mile. Before the resulting 
row was settled the Railroad Administration raised fares. The 
Commission’s order has expired by time limitation. It, there- 
fore, must either initiate a new proceeding or wait for a formal 
complaint from the Illinois lines. 

Inasmuch as West Virginia, Minnesota, Iowa, and probably 
other states have two-cent fare laws that are likely to raise 
similar questions, the Commission is not likely to initiate pro- 
ceedings. That is particularly true because the New York Cen- 
tral has already filed a formal complaint against the action 
of the New York state commission restoring the two-cent fare 
September 1 between Albany and Buffalo, which would have 
the effect of reducing fares on all lines. 

The West Virginia commission, according to advices received 
in Washington, has granted a 40 per cent increase in freight 
rates, but is holding up passenger fare increases on account 
of statutory requirements. 

In New York there is an anomalous situation. The United 
States Circuit Court of Appeals, in denying the injunction prayed 
by the New York Central, held that the federal control law 
suspended but did not repeal the New York state law prescrib- 
ing two cents and that, therefore, when the last vestige of 
federal control disappears September 1, the state law comes 
into full force. 

The state Supreme Court, on the application of the New 
York Public Service Commission, second district, for a manda- 
tory injunction requiring the New York Central to restore two- 
cent fares September 1, held that the federal law had displaced 
the state statute and that only the legislature could revive it, 
and that, because it had not done so, there was no authority 
for the state commission’s action. The situation, therefore, is 
that a state court has declined to order the railroad to restore 
the two-cent fares and a federal court has refused to forbid 
the state commission to do so. Judge Hough, speaking for the 
federal court, said it was “incredible that Congress could have 
intended to require a state which had enacted such a law (two 
cent fare law) to express its intention to continue its estab- 
lished rates by enacting a new law in the same terms.” 

The Pennsylvania commission, on August 10, granted in- 
creases in freight rates and passenger fares for state application 
exactly the same as the advances authorized by the federal 
Commission, effective on five days’ notice. 

Great confusion is expected to exist after September 1, 
with respect to passenger fares in the territory north of the 
Missouri, Ohio, and Potomac rivers on account of the state laws 
prescribing two cents as the maximum to be charged for 
passengers. Some of the laws, in effect, were set aside by 
orders of the Interstate Commerce Commission, passed before 
federal control was begun, which orders have since then ex- 
pired by reason of the passage of time. All were at least sus- 
pended, if not repealed, by the federal control law and the 
act of the President increasing passenger fares to three cents 
a mile, which was done on June 10, 1918. 

The conflicting opinions of the state and federal courts 
in New York as to the condition of the New York statute pre- 
scribing, as a part of a contract between New York state and 
the New York Central, a two-cent scale for application between 
Albany and Buffalo present a peculiar situation. The opinion 
of the state supremie court, the last opinion rendered, is as 
follows: 

“This is a summary proceeding under Section 57 of the 
Public Service Commission’s Law, begun by the Public Service 
Commission, Second District, against the New York Ceniral 
Railroad Company to enforce the terms of an order made by 
the said Commission on the 15th day of June, 1920. 

“The order of the Public Service Commission directed the 
New York Central Railroad Company to 

Restore the rate of fare for way passengers between Albany and 
Buffalo to 2c per mile as provided by Section 57 of the railroad law of 
the state of New York, and make such reduced fare effective on and 
after Sept. 1, 1920. 


To that end file and amend the tariff accordingly at least thirty 
days before Sept. 1, 1920. 


and 

. Perform any and all other acts necessary to provide for the chars: 
ing and collecting of no more than 2c per mile for way passengers 
between such points from and after Sept. 1, 1920. 


_._ “The Commission’s order was based entirely upon the pro- 
Visions of Section 57 of the Railroad Law upon the theory that 
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the defendant railroad was about to fail and omit to do a 
thing required of it by said Section 57. 

“The jurisdiction of the Commission to institute this pro- 
ceeding is claimed to be under Section 49 of the Public Service 
Commission’s Law, upon the theory that there was a threatened 
violation of a provision of Law. 

“The particular provision of Section 57 of the Railroad Law 
covering the rate of fare involved herein is sub-division 5 of 
that Section, which, after providing generally for a 3-cent rate 
of fare restricts the New York Central Railroad Company for 
way passengers to a maximum rate of 2 cents per mile. This 
particular provision of the Railroad Law relates only to passen- 
gers between Albany and Buffalo, and has been in effect since 
1853. Its operation was suspended by the institution of Fed- 
eral control of the railroad systems of the country which began 
on December 28, 1917, pursuant to the proclamation of the 
President and the Federal Control Act of March 21, 1918. (40 
Stat. L-451). 

“During this Federal control all passenger fares both in- 
terstate and intrastate, of the railroads under Federal control 
were advanced to a bisis of three (3) cents per mile. This ad- 
vance in rates became effective June 10, 1918, and became the 
lawful rates interstate and intrastate. Northern Pacific Rail- 
way Co. vs. North Dakota, 250 U. S., 135. 

“These rates continued in effect as the lawful rates dur- 
ing Federal control and were in effect on February 29, 1920, 
the last day of Federal control. 

“The question here is the interpretation of the Transpor- 
tation Act of February 28, 1920 (41 Stat. L. 456) providing for 
the termination of Federal control, the particular section in- 
terpreted being Section 208 (a), which reads as follows: 


Existing Rates to Continue in Effect.—Sec. 208 (a): All rates, 
fares and charges and all classifications, regulations and practices, in 
any wise changing, affecting or determining any part of the aggre- 
gate of rates, fares or charges, or the value of the service rendered, 
which on Feb. 29, 1920, are in effect on the lines of carriers subject 
to the Interstate Commerce Act, shall continue in force and effect 
until thereafter changed by state or federal authority, respectively, 
or pursuant to authority of law; but prior to Sept. 1, 1920, no such 
rate, fare or charge shall be reduced, and no such classification, regu- 
lation or practice shall be changed in such manner as to reduce anv 
such rate, fare or charge, unless such reduction or change is approved 
by the Commission. 


“Since Counsel for the Public Service Commission invoked 
the 10th amendment to the Constitution of the United States 
to the effect that, 


the powers not delegated to the United States by the Constitution, 
nor prohibited by it to the states, are reserved to the states respect- 
ively, or to the people. 


is the fundamental basis of their argument, it is well to review 
at the outset the limitations upon the power of Congress be- 
fore attempting to construe the above provision of the Trans- 
portation Act of 1920. 

“The power of Congress to legislate in relation to intra- 
state rates, in the absence of exercise of its war power or its 
power to regulate the mails, is found in its implied power to 
make effective the regulation of interstate commerce which 
has expressly been entrusted to its care. 

“Congress has exclusive power to regulate interstate com- 
merce and state regulatons conflicting with the exercise of 
this exclusive power are subordinated thereto. This has been 
definitely decided and settled. Wabash, St. L. & P. Ry. vs. 
Illinois, 118 U. S. 557. Louisville & N. R R. vs. Eubank, 184 
U. &. 24. 

“The United States Supreme Court, has, however, differ- 
entiated between direct and indirect interference with and bur- 
dens upon interstate commerce by purely intrastate regulations. 
Where direct burdens have been cast upon interstate commerce, 
they have been injoined in numerous instances, but with the 
possible exception of the Shreveport Rate Cases (234 U. S. 
342) the question of indirect burdens has been left undeter- 
minded beyond the suggestion that it is for Congress to de- 
termine, within the limits of its constitutional authority over 
interstate commerce and its instruments, the measure of the 
regulation to be supplied to intrastate rates in order to prevent 
such interference with and burden upon interstate commerce. 
Smyth vs. Ames, 169 U. S. 466. Atlantic Coast Line vs. Whar- 
ton, 207 U. S. 328. Minnesota Rate Cases, 230 U. S. 352. 

“In the Minnesota Rate Cases at page 432, the court said: 


But these considerations are for the practical judgment of Con- 
gress in determining the extent of the regulation necessary under 
existing conditions of transportation to conserve and promote the in- 
terest of interstate commerce. If the situation has become such, by 
reason of the interblending of the interstate and intrastate operations 
of interstate carriers, that adequate regulation of their interstate rates 
cannot be maintained without imposing requirements with respect to 
their intrastate rates which substantially affect the former, it is for 
Congress to determine, within the limits of its constitutional authority 
over interstate commerce and its instruments the measure of the 
regulation it should supply. 


“Again, in the Minnesota Rate Cases, the court gave ex- 
pression to the following, at page 339: : 


The authority of Congress extends to every part of interstate 
commerce and to every instrumentality or agency by which it is car- 
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ried on; and the full control by Congress of the subjects committed 
to its regulation is not to be denied or thwarted by the commingling 
of interstate and intrastate operations. This is not to say that the 
nation may deal with the internal concerns of the state, as such, but 
that the execution by Congress of its constitutional power to regulate 
interstate commerce is not limited by the fact that intrastate trans- 
actions may have become so interwoven therewith that the effective 
government of the former incidentally controls the latter. This con- 
clusion necessarily results from the supremacy of the national power 
within its appointed sphere. 


“In its Act to Regulate Commerce, Congress made provision 
years ago for partial regulations of intrastate rights. The Inter- 
state Commerce Commission, in 1906, was given authority to 
order the removal of rates which were unduly preferential or 
prejudicial to persons, localities or descriptions of traffic. 

“In the Shreveport Rate Cases (234 U. S. 342) an order of 
the Interstate Commerce Commission requiring the removal of 
such a preference was upheld by the Supreme Court. The effect 
was to increase state rates without the consent of the state. 
The basis of the finding of undue preference was that the 
state rates were lower than the interstate rates, which were 
found not to be unreasonably high, causing a discrimination 
against interstate commerce. 

“In the Shreveport Rate Case, the Supreme Court said at 
page 351: 


Whenever the interstate and intrastate transactions of carriers 
are so related that the government of one involves the control of the 
other, it is Congress, and not the State, that is entitled to prescribe 
the final and dominant rule, for otherwise Congress would be denied 
the exercise of its constitutional authority and the State, and not the 
Nation, would be supreme within the national field. 


“Of course congressional enactment cannot arbitrarily in- 
vade the province of the state. To determine what is a direct 
or indirect burden on interstate commerce is not a matter of 
arbitrary decision, but there must be a reasonable judgment 
having its basis in a proper consideration of all relevant acts. 
It must be assumed, however, in view of the decision of the 
Supreme Court that Congress has large powers over intrastate 
rates. 

“Congress has unquestionably given careful consideration to 
the decisions of the Supreme Court in its drafting of the Trans- 
portation Act of 1920, and a consideration of the Act in the 
light of these decisions is helpful in reaching a proper inter- 
pretation of the intention of Congress, as well as the limits of 
its constitutional authority. 

“The provisions under the title “Termination of Federal 
Control’ constitute new legislation entirely separate and apart 
from and not amendatory of the interstate commerce act, and 
were clearly intended to promote a return to a peace time 
status. The rates now in force, both interstate and intrastate, 
were initiated by the Federal Government under its war power. 
No question as to the present legality of those rates is or can 
be raised, or as to the war power of the federal government 
to suspend the state maximum rate statutes such as the New 
York Central two (2) cent per mile statute. The Supreme Court 
has said that ‘the complete and undivided character of the war 
power of the Nation is not disputable.’ (Northern Pacific Ry. 
Co. vs. North Dakota, 250 U. S. 135; Dakota Central Telephone 
Co. vs. South Dakota, 250 U. S., 163.) 


“It seems, also, that the war power persists beyond the 
cessation of actual warfare, sufficient to terminate the war time 
status and to promote the return to the peace time status. Upon 
this subject the Supreme Court has said: 


The (war) power is not limited to victories in the field and the 
dispersion of the insurgent forces. 

t carries with it inherently the power to guard against the im- 
mediate renewal of the conflict and to remedy the evils which have 
arisen trom its rise and progress. (Stewart vs. Kahn, 78 U. S. 493, 
507; Hamilton vs. Kentucky Distilleries and Warehouse Co., 251 U. S. 
146, 161, 40 Sup. Ct. 106.) 

“Considering the tremendous basic importance of the trans- 
portation problem to this country in the handling of reconstruc- 
tion to a peace basis, the needs of larger revenue as recently 
recognized by the Interstate Commerce Commission, to permit 
the railroads to remedy evils which have arisen from the rise 
and progress of the war, it may not be doubted that Congress 
had power beyond its interstate commerce power to provide 
the remedy by enacting essentially a war time measure to pro- 
mote a successful return to a peace statute. 

“This Congress has done, in a measure, at least, in the pro- 
visions of section 208 (a) of the Transportation Act of 1920, 
under the title ‘Termination of Federal Control.’ This is the 
section especially requiring my interpretation here. 

“So far as this section requires all changes in rates prior 
to September 1, 1920, to be approved by the Interstate Com- 
merce Commission, Congress plainly acted under its war power. 

“It seems to me, moreover, that Congress had authority 
under its war power to expressly provide what the defendant 
railroad is here contending for as a proper interpretation of the 
language used, namely, that the existing rates cannot be changed 
after September 1, 1920, except by affirmative action of the 


states, and that the maximum rate statutes of the states will 
not be automatically revived on September 1, 1920, but must 
I find no difficulty in agreeing 


be revived by new legislation. 
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to the proposition that Congress had the power to so provide, 
but it is more difficult to reach the conclusion that it has 
done so. 

“Congress provided that the increased rate in effect February 
29, 1920, the last day of federal control, should continue in effect 
‘until thereafter changed by state or federal authority, respec. 
tively, or pursuant to authority of law.’ The inhibition is that 
the rates should continue ‘until thereafter changed.’ It has been 
suggested that the word ‘thereafter’ requires the interpretation 
that there should be an affirmative act on the part of the state 
in order to change the existing rates; that the existing rates 
should continue until the revested authority of the state shall 
be asserted through legislative enactment or administrative order 
to declare them unlawful; that Congress intended to restore 
state power to regulate intrastate rates but sought to avoid the 
automatic operation of the numerous state maximum rate 
statutes and former state traffic schedules suspended by the war- 
time federal control act. 

“That interpretation is clearly indicated, except possibly 
for the provision ‘pursuant to authority of law,’ which must be 
given effect. 

“Counsel for the Public Service Commission has maintained 
that the state statute furnishes authority of law, that it has 
simply been supended during the paramount exercise of av- 
thority of the nation under its war power, and that upon the 
relinquishment of the federal control, the state statute is auto- 
matically restored to its former authority, without re-enactment, 
citing the illustration of the automatic revival of authority of 
the state insolvency statutes upon the repeal of the United States 
Bankruptcy Act of 1867, as sanctioned by the Supreme Court. 
(Butler vs. Goreley, 146 U. S. 308, 314; Tua vs. Carriers, 117 
U. S. 301.) 

“The difficulty with applying that decision of the Supreme 
Court lies in the fact that the Bankruptcy Act was a remedial 
statute and the act repealing it left no obstacle to the availability 
of the remedies afforded by the State Laws, whereas the federal 
control of railroads during the war has involved the interrup- 
tion of regulatory proceedings and after a long period, during 
which changed conditions, not contemplated by the previous 
state statutes and administrative orders, have been created, the 
railroads are now handed back to ithe owning corporations with 
practical obstacles in the way of an immediate and promiscuous 
renewal of the former state regulations. The changed condi- 
tions are so obvious that they do not require demonstration. 
Public acts and orders in fact demonstrate it. 

“In handing the railroads back to their owners the govern- 
ment could find justification in preventing the automatic re- 
vival of the pre-existing maximum rate statutes and former 
orders of regulatory officers and in requiring a return to state 
regulation only after a reconsideration of such pre-existing 
statutes and orders in the light of such changed conditions. Con- 
gress had authority to do this, in my judgment, and I believe 
that was the intention of Congress as expressed in Section 
208 (a). If Congress had not expressly provided that existing 
rates ‘shall continue in force and effect until thereafter changed,’ 
but had simply terminated federal control without saying any- 
thing about existing intrastate rates, the illustration of the re- 
vival of the state insolvency laws would be in point. 

“It remains only to consider the argument of the defendant 
railroad that the true interpretation of the language used by 
Congress in Section 208 (a) is to require the revested authority 
of the state to be asserted through new legislation or new ad- 
ministrative orders of the Public Service Commission to fix 
any different intrastate rates. 

“The clause ‘pursuant to authority of law’ is interpreted by 
the defendant as referring to changes thereafter made pursuant 
to tariffs filed by the different corpcrations under the authority 
of law permitting, or even requiring, such filing. The language 
used is susceptibie of that interpretation and may have been 
used to make clear the right of the railroads to initiate changes 
to higher rates as well as authorizing the public authorities to 
initiate changes. 

“If it were not for the context, the clause ‘pursuant to au- 
thority of law’ could be given the meaning attributed to it by 
the Public Service Commission, but the language preceding it 
convinces me that Congress did not intend to bring the pre 
existing state statute into operation by the use of the clause in 
question. The two (2) cent rate law applicable to the New 
York Central Railroad has no authority as law now and if we 
give the words ‘shall continue in force and effect until there- 
after changed’ their plain and obvious meaning, giving effect to 
the words ‘continue’ and ‘thereafter changed,’ we find that it 
was intended that existing rates should continue beyond March 
1, 1920, the day set for the termination of federal control; that 
no other date is fixed by the act later than March 1, 1920, for 
the commencement of the operation of any pre-existing state rate 
statute; that September 1, 1920, cannot be adopted as such 
limiting date in view of the absence of any positive expression 
to that effect; that the fair interpretation of the final clause of 
section 208 (a) referring to rates up to September 1, 1920, 15 
that it was not intended to aid in the interpretation of the pre 
ceding language of the subdivision but was inserted in connec 
tion with other sections of the act, for the protection of the 
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government, running. for the same period, such as the sections 
forbidding the reduction of war-time wages for a period of six 
months and continuing the government guarantee of war-time 
rental to railroads for the six months. 

“If there is no day set in the Act for the discontinuance of 
the existing rates, how can it be said that the state two (2) cent 
rate statute has been or will be restored to authority on any 
particular day; and if it is not thus definitely restored to au- 
thority by the discontinuance of existing rates, how can it be 
said that the existing rates will have been ‘thereafter changed’? 
A change can come only by the revival of the state statute, or 
the passage of a new one. Congress has not expressly or im- 
pliedly revived it due to its failure to set a date for the dis- 
continuance of existing rates. The Public Service Commission 
cannot revive it. Its sole statutory authority for this proceed- 
ing is based upon the assumption that the state statute will be 
revived on September 1, 1920. The only body having authority 
to revive the statute on September 1, 1920, is the Legislature, 
which has not acted. 

“This interpretation is borne out by the heading of Section 
208. That heading is ‘Existing rates to continue in effect,’ and 
then in the body of the section follows the provision that they 
shall ‘continue’ in effect until ‘thereafter changed.’ 

“It is perhaps unnecessary to consider any other provisions 
of the Transportation Act of 1920, but a review of a few of 
them tends to reveal the attitude of mind of Congress toward 
the railroad situation necessarily created by the federal govern- 
ment under its war time control. Increased national authority, 
largely in conformity with Supreme Court decisions, has clearly 
been asserted. Provision has been made for the adjustment of 
wage scales and the establishment of rates adequate to permit 
the railroads to earn reasonable profits upon the value of the 
property devoted to transportation use. Provision has also been 
made granting added powers to the Interstate Commerce Com- 
mission permitting carriers in addition to persons and locali- 
ties to complain of discriminations between interstate and intra- 
state rates, specifically including discriminations against inter- 
state Commerce as such and authorizing the Interstate Com- 
merce Commission to prescribe intrastate rates in connection 
with the removal of any undue, unreasonable or unjust discrimi- 
nation again interstate commerce found to exist, after full hear- 
ing. 

“It is true that in the amendments to the Act to regulate 
commerce, section 400, subdivision 2, the Transportation Act of 
1920 provides: 


The provisions of this act * * * shall not apply (a) to the 
transportation of passengers * * * wholly within one state. 


“The Act recognizes the primary right of the state to 
regulate intrastate rates, but it asserts for the nation the right, 
in any proper case, to exert such control over intrastate rates 
as is necessary to make its regulation of interstate commerce 
effective and adequate. 

“The policy of the government, as reflected in this Act, 
seems to be to continue existing rates until the state or nation 
changes them; to permit the state to change existing intrastate 
rates by affirmative action thereafter taken; and if the changes 
made result in undue discrimination against interstate com- 
merce, the Interstate Commerce Commission may remove such 
discrimination and prescribe the rate thereafter to be charged in 
such manner as to remove such discrimination, and to further 
show its increased nationalistic conception of its power and 
duty in the present transportation situation, Congress has au- 
thorized the Interstate Commerce Commission to fix such rates 
as will permit the railroads to earn a fair return upon the value 
of railroad property devoted to transportation. 


“It is thus clear that Congress has recognized the changed 
conditions and has not contemplated in any way the return to 
the old peace-time conditions as to regulations which would be 
confusing and destructive and place an unnecessary and tre- 
mendous burden upon the Interstate Commerce Commission. It 
has, therefore, revived the state authority, but has required a 
return to state regulations of intrastate regulations only after 
a reconsideration by the states of their pre-existing statutes and 
orders, in the light of the changed conditions. 

“I have considered the opinion of the learned United States 
judges recently handed down in the action of the New York 
Central Railroad vs. the Public Service Commission, but for the 
reasons herein stated I am unable to reach the conclusion of 
the majority of that court. 

“Having reached this interpretation and having found that 
the two (2) cent rate statute in question, namely Section 57 
of the Railroad Law, will not be revised automatically on Sep- 
tember 1, 1920, the prayer of the petition herein should be de- 
nied and the proceedings should be dismissed.” 

The earlier and contrary opinion of the federal circuit 
court, is as follows: 

“The New York Central Railroad Company filed its bill 
against the Public Service Commission of the State of New 
York for the Second District, and against its attorney, alleging 
that the Commission had made an order June 15, 1920, requiring 
it to file, thirty days before September 1, 1920, an amended 
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tariff of rates restoring its rates for way passengers between 
Albany and Buffalo to two cents a mile on and after that 
date, in accordance with the law of the State of New York, 
and had begun a suit by the defendant its attorney in the 
Supreme Court of the State of New York for an injunction 
or mandamus compelling it to do so. 

“The bill further alleges that the plaintiff is entitled to 
charge three cents a mile under Section 208 (a) of the Federal 
Transportation Law and that the order in question denies it 
the equal protection of the law and deprives it of its property 
in violation of the Constitution of the United States, and more 
particularly of the 14th amendment thereof. 

“The answer of the Commission denies that its order or the 
suit instituted by it to enforce the order violates the 14th 
amendment and alleges on the contrary that the rate in ques- 
tion is not regulated by the Federal Transportation Law at 
all but by Section 7 of Chapter 76 of the Laws of 1853, author- 
izing the plaintiff’s consolidation and by Section 57 of the 
Railroad Law of the State of New York, both of which require 
the plaintiff to charge not more than two cents a mile for 
such way passengers. 

“The plaintiff now moves for a preliminary injunction 
enjoining the Commission and its attorney from enforcing or 
attempting to enforce ihe order in question pendente lite. 

“Obviously if the contention of the plaintiff be right, a con- 
stitutional question is raised, viz: whether it is threatened 
by the State authorities with being deprived of one cent per 
mile per passenger, its property under the Federal Transpor- 
tation Law, and the application for a preliminary injunction 
must be heard by a Court constituted as required by Section 
266 of the Judicial Code. 

“A pure question of law is presented. 

“The Railroad Company by Section 7 of the Special Act, 
Chapter 76, Laws of 1853, authorizing its consolidation, and by 
Section 57 of the Railroad Law of the State of New York is 
required to carry way passengers between Albany and Buffalo 
at a rate not exceeding two cents per mile. This rate was ob- 
served down to June 10, 1918, when by virtue of General 
Order No. 28, issued May 25, 1918, by the Director-General 
of Railroads under Sec. 8 of the Federal Control Act of March 
21, 1918, the rate of carriage of passengers both interstate 
and intrastate was fixed at three cents per mile. This is a 
constitutional exercise of the War Power of Congress. North- 
ern Pacific Railway Co. vs. North Dakota, 250 U. S. 135. 

“The Federal Transportation Act of February 28, 1920, di- 
rected the return of railroads theretofore under Federal control 
on February 29, 1920. Section 208 (a) of that act reads: 


Existing Rates to Continue in Effect.—Sec. 208(a): All rates, 
fares and charges, and all classifications, regulations and practices, 
in any wise changing, affecting or determining, any part or the ag- 
gregate of rates, fares or charges, or the value of the service rendered. 
which on Feb, 29, 1920, are in effect on the lines of carriers subject 
to the Interstate Commerce Act, shall continue in force and effect 
until thereafter changed by state or federal authority, respectively, 
or pursuant to authority of law; but prior to Sept. 1, 1920, no such 
rate, fare or charge shall be reduced, and no such classification, 
regulation or practice shall be changed in such manner as to reduce 
any such rate, fare or charge unless such reduction or change is 
approved by the Commision. 


“The case turns entirely upon the construction of this sec- 
tion. 

“It clearly authorizes the States to change the existing 
federal rates as to intrastate carriage on and after March 1, 
1920, except that they cannot reduce those rates before Sep- 
tember 1, 1920 without the approval of the Interstate Commerce 
Commission. The continuance of the federal rates for six 
months from March 1, 1920 was coincident with the Govern- 
ment’s guarantee of just compensation to the railroads for this 
period provided in Section 209, and is a protection to the Gov- 
ernment. 

“Congress was legislating for 48 states, some of which we 
suppose had not fixed intrastate rates by legislation or by ad- 
ministrative Commissions, and therefore it was provided that 
the change of the federal rates should be made by ‘State au- 
thority’ or ‘pursuant to authority of law.’ When a state law 
existed regulating the rates the federal control act did not 
repeal but merely suspended that law. Upon the termination 
of federal control the State law continues to control the rates 
proprio vigore. See the very analogous situation discussed in 
Tua vs. Carriers, 117 U. S., 201; Butler vs. Gorley, 146 U. S. 303. 

“It seems to us incredible that Congress could have in- 
tended to require a State which had enacted such a law to 
express its intention to continue its established rates by enact- 
ing a new law in the same terms. 

“Section 48 of the Public Service Commission’s' Law of the 
State of New York authorizes the Commission to investigate 
of its own motion any act done or omitted to be done by a 
railroad corporation ‘in violation of any provision of law.’ If, as 
we hold, the existing legislation of the State of New York will 
change the Federal rates by restoring the State’s rate on and 
after September 1, then the plaintiff was bound to file with the 
Public Service Commission an amended tariff in accordance 
therewith on or before August 1. It was this which the order 
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complained of required the plaintiff to do and the plaintiff re- 
fuses and has omitted to do so in violation of law. 

“We are told that the case is one of great importance, 
will go to the Supreme Court, and that no time should be lost; 
therefore, without saying more, the motion is denied.” 


ILLINOIS DENIES FARE INCREASE 


The Illinois state commission, in a decision handed down 
August 10, throws into confusion the plan to have the rate in- 
creases recently awarded by the Interstate Commerce Commis- 
sion apply also intrastate, the net revenue to accrue to the 
carriers under the law having been figured by the Interstate 
Commerce Commission, and by the carriers themselves in their 
applications, on the theory that the states would put into effect 
intrastate the same increases as were awarded by the Interstate 
Commerce Commission interstate. 

The Illinois commission denies the applications for passen- 
ger fare increases, declaring the state law of July, 1907, fixing 
two cents as the legal rate is still and will continue to be 
applicable. The contention of the railroads is that the section 
of the transportation act which provides that the rates author- 
ized by the Director-General of Railroads in February, 1920, 
remain “in force and effect until thereafter changed by state 
or federal authority, or pursuant to authority of law” annuls 
the Illinois law of 1907 and legalizes the present rate until 
changed by some subsequent act of the legislature or federal 
government. 

The Illinois commission denies this contention and rules 
that “the commission is without outhority to authorize or ap- 
prove passenger fares higher than those prescribed” in the 
Illinois 1907 act; that “the schedules fixing fares on the basis 
of not more than 2 cents a mile” will be “the lawful rates 
after Aug. 31, 1920;” that the 2-cent rates are the “reasonable 
rates of charges for intrastate transportation of passengers on 
the different railroads of the state under the constitution of 
the state,’ and that the 3-cent rate now being charged and the 
3.6-cent rate authorized recently by the Interstate Commerce 
Commission “are unlawful under the state statute, and such 
schedules, so far as the state law is concerned, are void and 
of no effect.” 

Under authority granted to the Interstate Commerce 
Commission, either an individual or the roads may appeal to 
it in cases of conflict between a state and the federal Commis- 
sion’s transportation rulings, for the purpose of seeing that 
state rates do not impose an undue burden on interstate com- 
merce or are not unduly prejudicial or unjustly discriminatory 
in favor of state traffic. 


The Illinois commission also denied an application for a 
40 per cent increase in freight rates and allowed a temporary 
increase of 3314 per cent on condition that the roads inprove 
their service. New hearings on this part of the order are 
scheduled for October 10, 1920. It denied applications for in- 
creased surcharges on Pullman and parlor cars; denied appli- 
cations for an increase in commutation rates; denied applica- 
tions for 20 per cent increase on rates for milk and cream on 
both passenger and freight trains, and allowed an increase of 


20 per cent on excess baggage rates, effective September 1. 


In @enying the 40 ver cent increase in freight rates and 
granting a temporary increase of 3314 per cent the commission 
gave the results of an exhaustive investigation into transporta- 
tion conditions. The increase is designed to absorb Illinois’ 
share of the $626,000,000 wage award to railroad workers handed 
down by the United States Railway Labor Board on July 20. 

“The carriers show that the emergency arising from this 
large increase in wages,” the order reads, “is of so grave a 
nature that it will be impossible for them to obtain the revenues 
with which to continue to operate unless the advanced rates 
authorized by the Interstate Commerce Commission are put 
into effect at an early date. Unless advances of intrastate 
rates are granted, effective at substantially the same time as 
the interstate rates go into effect, there will be wide discrimina- 
tion between interstate and intrastate rates. The result will 
be a chaotic condition of the transportation service, disastrous 
to the business interests of the country.” 

“The 3313 per cent increase is the smallest the commission 
could grant under existing rulings of the Interstate Commerce 
Commission,” said Chairman James H. Wilkerson. “The public 
utilities commission had the most difficult situation to deal with 
in fixing intrastate rates of any state rate-making body in the 
nation, because three of the four freight rate groups fixed by 
the Interstate Commerce Commission ‘dovetail’ in Illinois ter- 
ritory. Each of them have some part in the state transporta- 
tion field. These are the eastern, southern and western groups. 

“The Interstate Commerce Commission fixed an increase 
of 40 per cent for the eastern group, 35 per cent for the west- 
ern, and 25 per cent for the southern. It was therefore up to 
the commission to decide what per cent would be fair and rea- 
sonable for all these groups. 

“We hold that the people of Illinois should not be asked to 
bear the burden of a 40 per cent increase, as asked by the 
earriers, in order to take care of the financial necessities of 
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roads in the eastern groups. The commission finally compro. 
mised on 33% per cent. 

“The increases—interstate and intrastate—mean an advance 
of 66% per cent in the freight rates of Illinois over pre-war 
rates. In the eastern field the increases over pre-war rates 
amount to 101% per cent. 

“The annual increased burden placed upon the shippers of 
Illinois at these rates is $100,000,000, about $14 per capita, or 
$70 per family yearly. The increased burden over pre-war rates 
is $175,000,000.” 


PASSENGER SCHEDULE SUPPLEMENTS 


The Commission has issued Special Permission No. 50341. 
authorizing .the carriers to file special blanket supplements to 
their passenger schedules. The special permission must be 
used on or before October 1. 


TICKETS SOLD PRIOR TO AUG. 26 


The Trafic World Washington Bureay 


The carriers have filed with the Commission proposals 
with regard to the status of passenger tickets sold prior to 
August 26, when the increased rates authorized in the advance 
rate case will be made effective by the carriers. 

“These proposals,” the Association of Railway Executives 
said in a statement issued August 9, “were made by the car- 
riers in the hope of avoiding unnecessary inconvenience and 
expense to the traveling public. It is definitely stated that 
there is no truth in statements, previously appearing in the 
press, to the effect that the Commission has ruled that return 
coupons purchased prior to August 26, 1920, will not be honored 
after that date.” 


The proposals, according to the statement, are as follows: 

One-way tickets sold prior to August 26, 1920, held by passengers 
en route August 26, 1920, will be honored to destination without addi- 
tional charge. d 

Partially used round-trip or tourist tickets sold prior to August 
26, 1920, will be honored to destination in accordance with tariff 
under which sold. 

Round-trip or tourist tickets sold prior to August 26, 1920, and 
upon which going passage has not commenced by that date, will not 
be honored for passage on or after August 26, 1920, but will be re- 
deemed at fares paid therefor. ; 

Passengers actually en route at midnight August 25, 1920, will be 
carried to destination of sleeping or parlor car tickets without addi- 
tional charge. Surcharge will apply in connection with all one-way 
and round-trip tickets of every kind where sleeping or parlor car 
space is purchased for use on or after August 26, 1920. 

Outstanding sleeping or parlor car tickets covering space to be 
used on or after August 26, 1920, will be honored only upon payment 
of the surcharge. : ‘ 

Commutation and other multiple forms of tickets bearing cal- 
endar month limit or limit not exceeding 35 days from date of sale, 
sold on or after August 1, 1920, and prior to August 26, 1920, will be 
honored within their limits. . i 

Commutation or other multiple forms of tickets bearing longer 
limits than calendar month or exceeding 35 days from date of sale, sold 
on or after August 1, 1920, and prior to August 26, 1920, will not be 
honored on or after August 26, 1920; but such tickets if wholly un- 
used will be redeemed at fare paid, and if partially used, will be re- 
deemed at proportionate fare. 

Tickets of any class'sold prior to August 26, 1920, must not be 
dated ahead for use on or after August 26, 1920, unless the increased 
fares are collected; surcharge must also be collected where sleeping 
or parlor space is used. . ; 

Milk and cream tickets purchased prior to August 26, 1920, will 
not be honored on or after that date, but will be redeemed at face 
value on presentation to General Passenger Department. 


The Commission has taken no official action on the pro- 
posals, but it is understood that if the carriers file tariffs em- 
bodying the proposals there will be no objection made by the 
Commission. 


I. C. C. NEEDS RATE EXPERTS 


In a statement issued by the United States Civil Service 
Commission it is said that the recently authorized general in- 
crease in freight and passenger rates, following the wage in- 
crease of railway employes, requires the Interstate Commerce 
Commission to add scores of expert freight and passenger rate 
clerks to its present force. The Civil Service Commission states 
that to fill these positions, examinations will be held through- 
out the country on September 22 and October 20 for tariff ex- 
aminers under the Interstate Commerce Commission. The usual 
entrance salary is $1.620 a year, besides which appointees 
whose services are satisfactory will be allowed the increase of 
$20 a month granted by Congress. The higher administrative 
positions in connection with tariffs will be filled through pro- 
motion. Full information and application blanks may be ob- 
tained from the Civil Service Commission at Washington. or 
from the secretary of the U. S. Civil Board at the post office 
or customhouse in any city. 


COMMISSION APPROVES LOAN 


The Commission has approved a loan to the Delaware & 
Hudson Company of $1,125,000 to aid the carrier in makin 
additions and betterments to promote the movement of freight 
train cars.. The carrier is required to itself finance for the 
same purpose an amount equal to the loan of the government. 
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ILLINOIS IN EASTERN GROUP 


The Trafic World Washington Bureau 


The Commission is expected soon to put the whole of Illinois 
territory in the eastern district, thereby making the forty per 
cent freight advance apply on interstate business from the whole 
of Illinois and adjoining parts of Wisconsin and west of the 
Mississippi River. 

The report as made defined the eastern district so as to 
exclude that part of Illinois west of the Illinois River and the 
Santa Fe therefrom, but in the fourth section of the main re- 
port under “conclusion as to general increases” it says: “In 
construction of rates in accordance with these findings it is not 
intended that group boundaries hereinbefore designated should 
be strictly observed, but the territorial boundaries heretofore 
recognized should be observed.” 

In a telegram to the Illinois authorities, the Commission 
has ruled that interstate rates in Illinois should be increased 
forty per cent; that on tariff between Illinois territory and the 
rest of Official Classification, likewise that between Illinois ter- 
ritory and Western district points, joint or single line through 
rates should be increased thirty-five per cent. The practical 
effect of that last ruling is to make the western half of Illinois 
territory the same as if it were part of the Western district 
and that traffic was not inter-territorial and subject to increase 
of only thirty-three and one-third per cent. 


ADVANCED RATE QUESTIONS 
The Trafic World Washington Bureau 


Many questions as to the meaning of the Commission’s de- 
cision in Ex Parte No. 74 have been asked by tariff men charged 
with the duty of preparing publications for the railroads in- 
tended to be benefited under the new interstate commerce act. 
Some have been answered orally and some by letter. Chief 
Examiner Laroe and Traffic Director Hardie, designated by the 
Commission to give advice to the inquirers, have worked hard 
to keep the tariff men from putting into the publications mat- 
ters not authorized by the decision or the sixth section per- 
mission intended to enable the railroads to get their tariffs to 
the files five days before August 26, the date selected by the 
railroads for making the higher rates operative. 

The general rule has been that if a carrier desires to ad- 
vance its rates on the five-day notice, the blanket supplement 
or reissue filed for that purpose must be in literal compliance 
with the terms of the decision and the special permission. Any 
deviation from that strict rule will be cause for suspension of the 
supplement. 

One of the first questions asked was whether every carrier 
was under compulsion to file tariffs taking advantage of the per- 
mission to increase rates. The answer to that has been that 
the decision of the Commission and the special permission are 
permissive, not mandatory. But it was pointed out that where 
there is competition between carriers it is desirable that rates 
be increased by every railroad. To illustrate: The Pennsyl- 
vania and the Maryland & Pennsylvania compete between York, 
Pa., and Baltimore. If the Pennsylvania increased rates while 
its competitor did not, traffic would seek the cheaper route and 
the aim of the Commission to give rates that will give the car- 
riers 6 per cent would be defeated to the extent that the Penn- 
sylvania lost traffic to the other road by reason of the difference 
in rates. . 

There is, however, no penalty for the road that fails to take 
the increase. It might fail to gets its tariffs to the files in time 
simply because its tariff force was not equal to the task, or 
it might file a supplement not in compliance with the Com- 
mission’s decision and special permission, which would force 
its suspension and the continuance of the old rates. 


No policy, so far as can be learned, has been worked out 
for dealing with a carrier failing or refusing to advance its 
rates. The Commission, it is believed, has power to deal with 
such a situation. It has the power to prescribe minimum as 
well as maximum rates. The law, in terms, also requires it to 
“initiate and establish” rates to give carriers in a given dis- 
trict, or in the country as a whole, 6 per cent on the value of 
the property devoted to transportation. 


The Railroad Administration, in taking steps to make Gen- 
eral Order No. 28 really effective, advised roads not under fed- 
eral control to ask for a 25 per cent increase so as to put 
their rates on an equality with rates on the government-con- 
trolled lines. About all of them did ask. In one instance, 
however, the Commission denied the increase because the rail- 
road could not show that it needed the higher rates. That road 
was the Washington, Baltimore & Annapolis, an electric line 
which, at the time, was having a big increase in its operating 
and net revenues because of Camp Meade, near Annapolis, and 
the fact that Washington was “dry” while Baltimore was still 
“wet.” The fact that the electric line had lower rates than 
the steam lines, however, did not appear to affect the steam 
lines adversely. 

Another question was as to whether a carrier could take 
less than the Commission said it might have. The answer to 
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that was an emphatic “no,” that the tariffs filed under the 
special permission would have to take the whole increase or 


reject it in full. As to rejection where there was rail carrier 
competition, the advice was as hereinbefore indicated, and for 
the reasons set forth. 

The question was raised by short lines in Nevada. They 
said they were afraid to take the full 25 per cent authorized 
for rail carriers in the Pacific-mountain district. They thought 
they could add 20 per cent without incurring the danger of 
losing traffic to trucks which are competing for traffic in the 
mining districts, especially for the hauling of ore and concen- 
trates. 

They were told that if they desired to make advances under 
the terms of the special permission, on five days’ notice, they 
would have to take all or none; that if they desired to take 
only 25 per cent, they would have to proceed in the regular 
way—that is, by filing tariffs making a 20 per cent increase, 
operative, however, on statutory notice. 

The object of all the advice given was to confine the in- 
creases under the special permission to the strict letter of the 
decision, and to prevent, if possible, the creation of situations 
such as used, for illustration, between York, Pa.. and Balti- 
more, through the refusal or failure of one of the lines to ad- 
vance its rates. Unless strictly limited to the literal terms of 
the decision it is feared the decision and the permission issued 
to make it operative would be used as a vehicle for attempting 
readjustments not directly in issue in the advanced rate case. 

In circular letters to carriers and tariff agents, the traffic 
committees that handled the advanced rate case before the Com- 
mission advised carriers and tariff publishing agents to adhere 
to the letter of the decision and order, regardless of how unjust 
they might deem the resulting situation to be, leaving to the 
future the correction of maladjustments. 

The special permission, however, does not deprive the car- 
rier of the right to offer supplements prepared in regular form, 
calling for advances such as they think should be made, on 
statutory notice. However, if a carrier elects to proceed in the 
regular way, it cannot have the special supplement and the 
regular supplement pending at the same time. The question 
of advances under Ex Parte No. 74 must be disposed of first, if 
the carrier elects to proceed under the special permission, which 
proceeding must be in strict compliance with the terms of the 
decision and permission. 

The number of carriers that have asked the Commission or 
officials connected with the Commission whether they were 
under constraint to take the increases is small. They do not 
represent any ponderable amount of tonnage. The fact, how- 
ever, that the traffic committees that presented the case to the 
Commission have advised all lines to accept the whole of the 
increase, notwithstanding that they might think injustice was 
being done, is taken to indicate that some lines raised the ques- 
tion with the traffic committees and later advised them that, 
rather than start questions of relationship and adjustment in 
connection with the tariff filings under the special permission. 
it would be better to take all than nothing, or seek to take 
more or less than the increase allowed by the Commission. 


PROCEEDS FROM ADVANCED RATES 
The Traffic World lWashixgton Burcau 


No estimate as to the gross revenue resulting trom the in- 
creases in rates allowed by the Commission in Ex Parte No. 
74, other than the one made by the Bureau of Railway Econom- 
ics on August 4 (see Traffic World, August 7, p. 257), has been 
made in behalf of the railroads. The Commission never makes 
estimates as to what effect its acts will have on the revenues 
of the carriers, except and unless those estimates are published 
in its reports. The Bureau of Railway Economics may have a 
revised estimate ready for publication a day or two before the 
higher rates become effective. 

That estimate of August 4 was that the higher rates would 
produce an increase in revenue totaling $1,546,000,000. 

Assuming that the increase in revenue will be $1,546,000,- 
000, that the amount of the Railroad Labor Board’s award is 
$625,000,000, and that expenses will be as estimated by the 
railroad executives for the constructive year ending October 
31, 1919, the net of the railroads of the country for the first 
year under the advanced rates will be $1,141,000,000. 

The Commission, in its report, estimated the value of the 
property devoted to transportation to be $18,900,000,000. Six: 
per cent on that sum is $1,134,000,000. The net, on the assump- 
tions mentioned, therefore, will be $7,000,000 more than 6 
per cent on the property of the carriers: at the Commission’s 
valuation. 

If the value of the property of the carriers is $20,040,000,000, 
the. prospective net will be $61,440,000 -less than 6 per cent. 
That value figure.is the one the Commission said was shown 
by the reports made to it by the railroads. 

If the value of the property of the carriers is $25,617,000,000, 
as reported to the Commission by the railroads when they made 
up the. case that was disposed of on July 31, the net of $1,141,- 
000,000 -will be about $96,000,000 less than 6 per cen. 
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All these figures drop the odd hundreds of thousands, which, 
if included, might make some difference in the totals, but not 
enough to change them in their essential character. 

The first offhand guess of the statisticians of the Bureau 
of Railway Economics was that the higher rates would yield 
a revenue of $1,580,000,000. That was made merely for the 
purpose of making some kind of an estimate as to whether the 
increases allowed by the Commission would yield anywhere 
near the 6 per cent allowed by the law. It was based on the 
impossible assumption that every ton of freight moving in each 
of the four territories would earn an increase in revenue equal 
to the percentage of increase in the rates allowed for the dis- 
trict in which the traffic moved. 

The latter estimate is based on the fact that freight does 
move from one territory to another and that when it so moves 
the increase in the joint rate is only 3314 per cent. If it moves 
on a combination, each factor is inflated according to the per- 
centage of the district in which it lies. 

Estimating what the railroads will obtain is, therefore, not 
an easy mathematical operation. If more traffic moves from 
the southern district into the eastern than moves from the east- 
ern into the southern, the roads of the southeast will be bene- 
fited, while the revenue of the eastern roads will be diminished 
by reason of the movement into the southeast. If more traffic 
moves from the west into the east than in the reverse direc- 
tion, the western carriers will benefit. 

Soon after the Commission made its decision, southern 
statisticians and traffic men for the southern roads, about forty 
in number, began figuring on what the decision would do to or 
for them. They worked for a week without coming to any 
more definite conclusion than that about twenty-five per cent of 
their business was interterritorial. The first guess was that it 
was between fifteen and twenty per cent. Most of the inter- 
territorial traffic is between the eastern and southern district, 
with the preponderance of movement from the south to the 
east. That will give the southern roads an increase on their 
whole volume greater than twenty-five per cent, because the 
twenty-five per cent allowed to the southern roads is the maxi- 
mum for traffic within the district. 

The Bureau began checking its own estimate of $1,546,000,- 
000 as soon as definite information began coming in from the 
railroad companies. The check is not completed, but it may 
be about the time the higher rates become operative. 


The Bureau of Railway Economics, in addition to estimat- 
ing the increase in revenue that will result from the advances 
in rates allowed by the Commission, made an estimate as to 
what. percentage of increase over present rates the carriers 
will get in each district. Nominally, the eastern district will 
receive an increase on all freight rates of 40 per cent. The 
Bureau deflated that percentage by the amount of freight it 
estimated would move on the interterritorial increase of 3314 
per cent. The result of that calculation was that the eastern 
district roads were shown as asking for an increase of. 40 
per cent (39.75, to be absolutely accurate), and obtaining an 
increase of 38.67 per cent. The southern roads asked for 38.91 
per cent, and obtained 26.67, or 12.24 less than their request. 
The western lines asked for 32.03 and obtained 34.74, or 2.71 
per cent more than for which they had asked. The Mountain- 
Pacific requested 32.03 and obtained 26.25, or 5.78 less than 
the request. The average for the country, as figured by the 
Bureau, is 34.58 per cent. 


Not a word of information will be given out by the Com- 
mission as to how it arrived at the conclusion that the value 
of the property devoted to transportation service is “approxi- 
mately” $18,900,000,000. Commissioners McChord and Aitchison, 
two of the three members of the division that has immediate 
supervision of valuation work, said that nothing would be given 
out about the operations by means of which the Commission 
reached its conclusion. 


It was fairly well understood among those interested in 
valuation matters that the commissioners had decided on that 
policy of secretiveness for the reason that, in a few months, 
they will be wrestling with that part of the law which requires 
the individual carrier that earns more than 6 per cent to divide 
with the government. It is suggested that if the Commission 
now announced that it had reduced the total of the valuation, as 
shown by the books of the company, because the A company 
had included $650,000,000 of cats and dogs in its book account, 
$1,000,000 because the X road had put into the books the Q 
road, that had cost it only $10,000, and so on down through 
the list, it would be embarrassed if later it undertook still 
farther to deflate the investment or property account by writing 
off additional items. It would also be embarrassed if it found 
it desirable to inflate the account. 


The word “approximately” was used so as to enable the 
Commission to go either up or down when it makes its esti- 
mates of the value of each road suspected of having earned a 
net of more than 6 per cent on the value of property devoted 
to transportation. 

The Commission not only declines to give information on 
the point, but also refuses to say why it will not give the 
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information. The foregoing, however, is considered fairly ac. 
curate “dope” as to why it will not give information or reasons 
for withholding information. 

The Commission is equally reticent regarding the items 
of expense it thought the southern roads included in their estj- 
mates of expense, without sufficient warrant. 


RULES FOR ISSUING TARIFFS 


The Trafic World Washington Bureau 


Rules carried in sixth section Special Permission No. 50340 
require the carriers to handle their tariffs hereafter with much 
more care than they did in making operative rates granted in 
General Order No. 28. They say that no special blanket sup- 
plement may contain any matter other than provisions for in- 
creasing rates; that no supplement may be reissued in like 
form unless by special permission; that each supplement issued 
after the blanket supplement shall have on its face in bold type 
the words, “Rates and charges named in this supplement are 
not subject to increases shown in special supplement number 
blank;” and that rates reissued from supplements prior to the 
special supplement shall be revised so as to be exactly as per- 
mitted by the special supplement and shown as reissued items, 
with the effective date the same as the date of the special 
supplement. 

With a view to getting rid of special or blanket supplements 
rapidly, the Commission’s order requires carriers using special 
supplements to reissue, within three months of September 1, 
one-sixth of the pages of the tariffs to which such special sup- 
plements have been attached, and to reissue at least that many 
pages each three months thereafter. 

These rather stringent rules were put out because some 
carriers made no effort to reissue the tariffs to which G. O. 28 
supplements were attached until so ordered by the Commission 
last April. Some have not yet reissued them. 

The minutie for preparing special or blanket supplements, 
filing and reading them, and then for displacing them by re- 
issues are carried in Special Permission No. 50340, and exhibits 
attached thereto, issued by the Commission on August 6 but 
dated August 5. (See Traffic World, August 7, p. 257.) The order 
in full follows: 


Whereas, Carriers have represented to the Interstate Commerce 
Commission that increased freight rates are necessary to meet operat- 
ing expenses and to insure returns on property permitted by Section 
15 (a) of the Interstate Commerce Act; and : 

Whereas, Carriers have requested such modification of the tariff 
rules of the Commission as will permit the filing of special supple- 
ments to freight tariffs in abbreviated form, thereby enabling them, 
in the present emergency, to secure in an economical and expeditious 
manner increased revenue to be derived from such increases in freight 
rates; and ‘ ; 

It Appearing, That the Commission’s rules and regulations, Tariff 
Circular 18A, in section (b) of Rule 4 require tariff publications to 
show the forms and numbers of powers of attorney and concurrences 
under authority of which participating carriers are named; in sec- 
tion (i) of Rule 4 require an explicit statement of rates, in cents or 
in dollars and cents, per 100 pounds, per barrel, or other packages, 
per ton or per car, together with the name or designation of the 
places from and to which they apply; in section (e) of Rule 9 limit 
the number of, and the volume of effective supplements to any tariff 
and forbid supplements to tariffs issued in loose-leaf form, and tariffs 
of less than five pages; in section (k) of Rule 9 prohibit a change 
in any rate sought to be increased by a rate which is under suspen- 
sion by order of the Commission; and in section (a) of Rule 54 pro- 
vide that rates filled must be allowed to go into effect, and cannot 
be changed for at least thirty days after the date when the rates 
have become effective: . 

It is ordered, That the provisions of Tariff Circular 18A in Rules 
4 (b), 4 (i), 9 (e), 9 (kK) and 54 (a) be, and they are hereby tem- 
porarily waived in the particulars hereinafter set forth, but not 
otherwise, as to, and confined to, special supplements filed under au- 
thority hereof; provided, that there shall not be in effect at any one 
time more than one such special supplement to the same tariff other 
than the special supplement providing minimum weights on grain 
and the products of grain and commodities listed therewith; 

It is further ordered, That carriers be, and they are hereby per- 
mitted to file special supplements to freight tariffs to provide for the 
changes in rates and charges approved by the Commission in its 
opinion dated July 29, 1920, in Ex Parte No. 74; provided, that such 
special supplement shall be issued substantially in the manner and 
form shown in exhibit ‘‘A’’ attached hereto and made a part hereof, 
which form may be, where necessary, modified to the exeent neces- 
sary to clearly indicate the increases authorized in the report in 
Ex Parte No. 74; provided, that such modifications shall in all par- 
ticulars conform to all other provisions herein; and further provided 
that such special supplement may be issued and filed amending 
schedules containing rates to become effective upon a later date and 
those which have not been in effect for thirty days; 

It is further ordered, That carriers be, and they are hereby, per- 
mitted to file regular supplements to freight tariffs which shall ex- 
plicitly publish the said increased freight rates in manner and form 
required by section (i) of Rule 4 of Tariff Circular 18A, without re- 
gard to the number of or volume of the effective supplements to the 
tariffs thus supplemented; 

It is further ordered, First: That such special supplement may be 
designated as supplement to one or more tariffs, including loose leaf 
tariffs, and tariffs of less than five pages, when desirable, may be 
filed without regard to the number of or the volume of the effective 
supplements to the tariff thus supplemented, and need not specifically 
name carriers participating therein or show power of attorney or 
concurrence forms and numbers; ‘ 

Second: That such special supplement shall be posted with each 
tariff to which it is a supplement, as required by the Commissions 
order of October 12, 1915; 

Third: That such special supplement may not contain any matter 
| stent the provisions for increasing freight rates and charges re- 
erred to; 
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Fourth: That no special supplement, issued in the form herein 
authorized to be filed, shall at any time be reissued in like form un- 
jess authorized by special permission of the Commission; ek 

Fifth: That, unless otherwise authorized by the Commission, no 
subsequently filed supplement to a tariff may be made subject to the 
rules or rates contained in the special supplement herein authorized 
to be filed; and that each subsequent supplement shall bear at top 
of its title page the following notation in bold type, viz: 

“Rates and charges named in this supplement are 
not subject to increases shown in Special Supplement 
No. ————.”’ 

Sixth: That except as otherwise provided, supplements to tariffs 
jssued and filed subsequent to the filing of the special supplement 
herein authorized shall conform in all particulars with the Commis- 
sion’s rules and regulations, Tariff Circular 18A; provided, that a rate 
or rates reissued from a previous supplement shall be revised so as 
not to change such rates as applicable under the special supplement 
and shall be shown as reissued items in the customary manner, the 
effective date of such reissued item or items to be the date upon 
which the change was effected by the special supplement; 

It is furthr ordered, That carriers or agents whose tariffs are 
supplemented hereunder, be, and they are hereby, required to reissue 
not less than sixteen and two-thirds (16%) per cent of the number oi 
pages contained in all tariffs supplemented under authority of this 
special permission within three months from September 1, 1920, and to 
reissue not less than the same number of pages of said tariffs each 
three months thereafter until all tariffs so supplemented shall have 
been reissued; and 

It is further ordered, That each carrier and agent, on or before 
October 1, 1920, shall report the total number of pages in tariffs sup- 
plemented under authority of this special permission, and shall report 
each three months thereafter, the number of pages of said tariffs 
as to which the special supplement has been canceled in full. 

This special permission is void if schedules issued hereunder are 
not filed with the Commission on or before October 1, 1920. 


EXHIBIT “A” (Title Page) 
SPECIAL SUPPLEMENT TO TARIFFS 


Issued by 
(Name of carrier, carriers or agents.) 


APPLYING IN CONNECTION WITH 
PARTICIPATION CARRIERS SHOWN IN TARIFFS AND SUPPLE- 
MENTS THERETO ENUMERATED HEREIN. 
INCREASE IN RATES. 

2Zates named in tariffs and supplements thereto, listed on pages 
.... to ...., inclusive, are hereby increased to the rates shown in 
Column B of rate tables on pages .... to ...., inclusive. 

(See Application of Rates, Page 2) 

This schedule contains rates that are departures from the terms 
of the amended Fourth Section of the Interstate Commerce Act, 
under authority of Interstate Commerce Commission, Fourth Section 
Order No. 7700 of August 4, 1920. : 

Rates shown in tariffs supplemented hereby under authority of 
outstanding orders of the Interstate Commerce Commission are in- 
cluded herein under authority of order of the Interstate Commerce 
Commission in Docket No. 74 (Ex Parte), dated July 29, 1920. 

Rates shown in tariffs supplemented hereby, published under 
authority of released rate orders heretofore approved by the Inter- 
state Commerce Commission, increased as herein provided, are ap- 
proved under authority of Released Rates Order No. 149 of July _ 28, 
1920. This order must not be construed as approving under the 20th 
Section ot the Interstate Commerce Act, rates based on value of the 
commodity shipped, which have not been approved by the Commission. 

The form of this supplemert is permitted by authority of Inter- 
state Commerce Commission, Special Permission No. 50340 of August 5, 
1920. 

The increased rates and charges shown herein are established on 
five days’ notice under authority of the opinion of the Interstate 
Commerce Commission in Ex Parte No. 74. 


ISSUED EFFECTIVE 
ISSUING OFFICERS OR AGENTS 
(Page 2) 
APPLICATION OF RATES 
Ce ge ye ee eee , 1920. 


Class and commodity rates. 

Charges for switching, transit (including stopping cars 

to partially load‘ and unload), weighing, diversion, reconsign- 

ment, lighterage, floatage, storage (not including track stor- 

age), and transfer. 
then in effect, named in tariffs enumerated herein and in prior sup- 
plement thereto, as indicated, to each of which tariffs this is a spe- 
cial supplement, are increased to the rates shown in Column B in 
Table of Rates on Page .. to ...., inclusive, hereof, except as other- 
wise provided below. 

If a tariff or a prior supplement to a tariff enumerated herein 
contains rates to become effective upon a later date as indicated 
thereon, such rates will, on such later effective date, be increased to 
the rates shown in Column B in the Table of Rates, except as other- 
Wise provided below. 

If a tariff or a prior supplement to a tariff enumerated herein 
contains arbitraries, differentals or local rates to be used in connec- 
tion with base rates, the table of increased rates shall be applied 
to each of such factors in determining the increased total rates. 


EXCEPTIONS. 


Where a tariff, or a prior supplement to a tariff enumerated 
herein, provides for the absorption, in whole or in part, of another 
carriers’ charges for the special services enumerated above, the 
amount of the absorption will be increased by the amount that 
the charge for the service is increased. 

This supplement does not increase. 

Rates on iron ore from Minnesota or Michigan ranges to Lake 
Superior or upper Lake Michigan ports; 

The minimum charge of 50 cents per shipment for less-than-car- 
load traffic; 

The minimum charge of $15 per car, on carload traffic; 

The minimum scale for class rates; E 

The charges for special services not enumerated above. 


RULES. 


(Rules 1 to 7, inclusive, are subject to Rule 8.) 
Rule 1—Rates in cents (except cents per car). 

Where rate is stated in cents per hundred pounds, per package 
Per ton, per shipment or other unit (except rates in cents per car— 
See Rule 6), find such rate in Column A and apply the rate shown 
°pposite thereto in Column B. 

Rule 2—Rates in dollars per hundred pounds. 
; Where rate is stated in dollars or fractions of a dollar, or dol- 
ars and cents, per hundred pounds, use the equivalent in cents per 
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hundred pounds, find such equivalent in Column A and apply the 

rate shown opposite thereto in Column B. 

Rule 3—Rates in dollars (except per hundred pounds, per ton or 
per car). 

Where rate is stated in dollars or fractions of a dollar, or dol- 
lars and cents, per unit (other than per hundred pounds, per ton 
or per car—see Rules 2, 4 and 5, respectively), use the equivalent in 
cents per unit, find such equivalent in Column A and apply the rate 
shown opposite thereto in Column B. 

Rule 4—Rates in dollars per ton. 

Where rate is stated in dollars or fractions of a dollar, or dol- 
lars and cents, per net or gross ton, use the equivalent in cents per 
net or gross ton, find such equivalent in Column A and apply the 
rate shown opposite thereto in Column B. 

Example: (May be shown in accordance with increases as author- 
ized by the Commission). 

Rule 5—Rates in dollars per car. 

(a) Where rate is stated in dollars or fractions of a dollar, or 
dollars and cents, per car, regardless of weight, use the figures 
in Column A as expressing dollars and fractions thereof, or dollars 
and cents, and apply the rate shown opposite thereto in Column B. 

Example: (May be shown in accordance with increases as author- 
ized by the Commission). 

(b) Where rate is stated in dollars or fractions of a dollar, or 
dollars and cents per car of a specified weight, and it is provided 
that excess weight will be charged for in proportion, first determine 
the increased per car charge, by the method shown in Rule 5 (a), 
= determine the charge on the actual weight by the following 
method: 

If an increased rate of $38 applies per car of 2,000 pounds, the 
charge for a car of 2,600 pounds will be 26,000/20,000 of the rate for 
20,000 pounds, thus $38 x 26/20 equals $49.40 and under Rule 8 (b) 
the charge for a car of 26,000 pounds is $49.50. 

Rule 6—Rates in Cents Per Car. 

(a) Where rate is stated in cents per car regardless of weight, 
find the equivalent in dollars, or dollars and cents in Column A, as 
expressing dollars or fractions of a dollar, or dollars and cents, and 
apply the rate shown opposite thereto in Column B. 

(Example: May be shown in accordance with increases authorized 
by the Commission.) 

(b) Where rate is stated in cents per car of a specified weight 
and it is provided that excess weight will be charged for in propor- 
tion, first determine the increased per car charge by the method 
shown in Rule 6 (a), and then determine the charge on the actual 
weight by the following method: 

If an increased rate of $64.50 applies per car of 20,000 pounds, 
the charge for a car of 26,000 pounds will be 26000/20000 of the rate 
for 20,000 pounds, thus $64.50 x 26/20 equals $83.85, and under Rule 
8 (b) the charge for a car of 26,000 pounds is $84.00. 

Rule 7—Rule for Arriving at Rates Higher Than Shown in Rate Table. 

Where rates are higher than found in Column A, such rates will 
be increased the per cent shown in connection with the rate table 
applicable, observing Rules 1 to 6, inclusive, and Rule 8 in obtaining 
the increased rates. 

Rule 8—Rules for Disposition of Fractions. 

In computing or applying. all increased rates as provided for 
herein, fractions will be disposed of as follows: 

(a) Where rates are stated in amounts per 100 pounds or any 
other unit, except as provided in the succeeding paragraph, fractions 
of less than 44 of a cent will be omitted. Fractions of 4% of a cent 
or greater, but less than % of a cent, will be stated as % cent. Frac- 
tions of % of a cent or greater will be increased to the next whole 
cent. 

(b) Where rates are stated in dollars per carload, including 
articles moving on their own wheels, when not stated in amounts per 
100 pounds or per ton, amounts of less than 25 cents will be dropped, 
thus, $25.24 will be stated as $25. Amounts of 25 cents or more, but 
less than 75 cents, will be stated as 50 cents; thus, $25.65 will be 
stated as $25.50. Amounts of 75 cents or more, but less than $1.00, 
will be raised to the next even dollar. 

TABLE OF RATES. 
Subject to application of rates and to rules, pages 


Over But not over 


and ——. 


——-—_—_ RB—-——_—“~ 





evcecccceceee = = =x eeeeeeecseces 


ee ee ee 


When rates are higher than found in Column A, such rates will 
be increased as per Rule 7. 

(Add lists of tariffs by I. C. C. numbers, to which this is a special 
supplement, followed by the special supplement numbers, and the 
numbers of supplements subject to the special supplement. Other 
commissions’ and carriers’ serial numbers may be shown.) 


RATES ON BUILDING MATERIALS 


The Trafic World Washington Bureau 


While approving in general the action of the Commission 
in authorizing the carriers to increase rates, Senator Calder, 
of New York, chairman of the Senate committee on reconstruc- 
tion and production, which is now sitting in New York, has 
written the Commission that special consideration should be 
given to the question of adjusting rates on the basic materials 
used in building operations. Senator Calder’s letter in part 
follows: 

“The Senate Committee on Reconstruction and Production 
is much concerned as to the consequences of the increase which 
may be made upon low grade commodities such as sand, gravel, 
crushed rock, brick, cement and other building materials. The 
value of these commodities is so low that increases in freight 
rates bear especially heavy upon such traffic. 

“It is not necessary to repeat to you the well known prin- 
ciple that railroad rates must necessarily be related to the value 
of the commodity, that high rates on low grade commodities 
may prevent traffic from moving and thus reduce the tonnage 
and revenues of the carriers and that if the basic materials of 
industry are charged a rate that limits their movement the re- 
sult is a restriction of general industry with the consequent 
loss of traffic to the carriers and a much more serious loss to 
society. 

“These considerations make it seem improbable that it 
will be found wise or indeed possible to increase the rates on 
the basic building materials by a percentage as great as the 
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increase in the transportation charges placed upon classified 
freight and commodities of relatively high value. 

“At the present time the rates on sand, brick and similar 
construction materials are comparatively high in consequence 
of the increase in rate allowed to the carriers during the war, 
at which time we are told the rates on building materials were 
advanced some 50 per cent, while other commodities sustained 
an advance of some 25 per cent. Indeed, these rates established 
during the war were a part of a system of embargoing the 
movement of materials not necessary for the prosecution of 
the war. 

“If the rates upon the basic materials are now further in- 
creased by 40 per cent, or to a very material degree, the trans- 
portation charges will inevitably seriously limit the movement 
of building materials and the amount of construction work 
which can be carried and covered by rentals sufficiently low to 
meet the housing problem. 

“For the reasons herein set forth, this committee ear- 
nestly urges upon your Commission that in giving considera- 
tion to the new rate schedules when submitted by the carriers, 
you will make such adjustment in the rates as will cause the 
different kinds of freight to bear the burden in proportion to 
their ability to pay. It is the belief of this committee that rates 
on goods of high value should be increased a greater percentage 
than the rates on goods of less value.” 


INCREASED RATES TO CANADA 


The Trafic World Washington Bureau 


The carriers of the United States have filed with the Board 
of Railway Commissioners of Canada their formal application 
for permission to increase rates, fares, and charges on traffic 
moving on joint rates, fares, and charges from points in the 
United States to points in Canada. (See Traffic World, August 
7, DP. ‘267.) 

The application is signed by Howard Elliott, chairman of 
the subcommittee of the general rate committee of the Associa- 
tion of Railway Executives; Daniel Willard, chairman of the 
subcommittee of the general committee of Official Classifica- 
tion territory; C. H. Markham, chairman of the subcommittee 
of the general committee of Southern Classification territory; 
S. M. Felton, chairman of the committee of the Western lines, 
and Alfred P. Thom, Francis I. Gowen, R. V. Fletcher and Fred 
H. Wood, counsel. The application follows: 

“Your petitioners, the carriers subject to the Act of Con- 
gress of the United States of America, entitled ‘An Act to 
Regulate Commerce,’ approved February 4, 1887, and to the 
acts supplemental thereto and amendatory thereof, respectfully 
represent to your Honorable Board as follows: 





1. At various dates in the months of April and May in the year 
1920, the carriers, subject to said act, in the official, southern and 
western classification territories, respectively, filed with the Inter-- 
state Commerce Commission application for increases in rates, as 
will more fully appear from copies hereto attached of such applica- 
tions, marked respectively Exhibit A, Exhibit B and Exhibit C, which 
they pray may be taken and read as a part of this petition. 

2. Subsequently to the filing of these applications, the Labor 
Board, appointed under an act of Congress, entitled Transportation 
Act, 1920, rendered a decision awarding to the employes of the car- 
riers large increases in wages estimated to amount to $626,000,000 
per annum, a copy of which is herewith filed as a part of this peti- 
tion, marked Exhibit D. 

Thereupon your petitioners joined in a supplemental application 
tu the Interstate Commerce Commission for rates and fares sufficient 
to produce the additional revenue needed to meet this labor award, 
a copy of such application being hereto attached, marked Exhibit BF, 
which your petitioners pray may be taken and read as a part of this 
petition, 

3. After a hearing on said original applications and after having 
fully considered the supplemental application, the Honorable Inter- 
state Commerce Commission on the 29th day of July, 1920, filed a 
report and order, as will more fully appear from a copy thereof hereto 
attached as Exhibit F, which your petitioners pray may be taken 
and read as a part of this petition. 

1. By said report, and the order thereto attached, the Honorable 

Interstate Commerce Commission authorized certain increases in the 
rates, fares and charges of railroads and other carriers within the 
continental United States, as will more fully appear therefrom. 
5. Your petitioners further represent that there is a large and 
important interchange of traffic, both freight and passenger, between 
points in the United States and points in Canada, which moves on 
joint rates or fares, and it is necessary to the orderly movement of 
such traffic that the increases in such rates, fares and charges there- 
on in the Dominion of Canada shall be made to conform to those in 
the continental United States, such increases in rates, fares and 
charges within the continental United States being fully set out in 
the report and order of the Interstate Commerce Commission here- 
inbefore shown to your honorable board. 

6. Your petitioners are advised that the Canadian carriers par- 
ticipating in the traffic moving on such joint rates will make an ap- 
plication to your honorable board for authority to adjust the rates, 
fares and charges within the Dominion of Canada to the rates, fares 
and charges in the United States on the traffic moving on such joint 
rates, fares and charges from points of origin in the Dominion of 
Canada to points in the United States. 


“WHEREFORE, your petitioners pray that proper author- 
ity may be granted by your Honorable Board to advance the 
joint rates, fares and charges, on traffic moving from points in 
the United States to points in the Dominion of Canada as fol- 
lows: 

“As to freight traffic from points of origin in the Eastern 
Group, forty per cent; 
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“As to freight traffic from points of origin in the Western 
Group, thirty-five per cent; 

“As to freight traffic from points of origin in the Mountain. 
Pacific Group, twenty-five per cent; and 

“As to freight traffic from the Southern Group and as to 
traffic passing through more than one Group in the United 
States, thirty-three and one-third per cent. 

“As to passenger traffic from points in the United States, 
twenty per cent, except that, as to passenger tares for pas- 
sengers travelling in parlor or sleeping cars, the advance shall 
be such twenty per cent and in addition thereto a surcharge 
amounting to fifty per cent of the charge for space in such cars 
(the term “passenger fares” in this petition being used as 
that term is defined in the said report of the Interstate Com- 
merce Commission) ; 

“As to excess baggage rates, twenty per cent, provided 
that where stated as a percentage dependent upon passenger 
fares the increase in the latter will automatically effect the in. 
crease in the excess baggage charges; and 

“As to milk and cream, not included in freight revenue, 
twenty per cent. 

“Your petitioners further pray that all necessary orders 
may be entered by your Honorable Board and that your peti- 
tioners may have such other, further and general relief as the 
nature of their case may entitle them to receive.” 


SECURITY OWNERS APPROVE 


The National Association of Owners of Railroad Securities, 
in a formal statement, has approved the action of the Com- 
mission in the advance rate case. 

“The association’s position that the Interstate Commerce 
Commission was the proper body to alone deal with the ques- 
tion of rates, and not a new politically appointed board of 
transportation, has been fully justified,” the association says. 

“The interstate Commerce Commission in its decision takes 
a broad view of the necessities of the public and the railroads 
and places itself in accord with and firmly behind the trans- 
portation act.” 

The association further expresses the opinion that “the 
laborious rate hearings held were not essential to the estab- 
lishment of the case of the railroads,” because “Congress has 
established it.” 

“Congress, by automatic process,” the association says, 
“having prescribed within certain bounds the amount that rates 
should yield, chargeable to the shipper, the distribution of such 
rates was largely to become a matter for decision directly be- 
tween the shippers and the railroads, subject to final decision 
by the Commission. The methods adopted by the Commission 
under the act, therefore, makes rate-making in the future an 
automatic procedure. 

“It is now up to the railroads to do their part. 
and the Commission have thus far done theirs.” 

The association does not believe that the new rates will 
mean a large net increase in living costs. 


ADVANCED LUMBER RATES 


The following statement has been issued by A. G. T. Moore, 
traffic manager of the Southern Pine Association, in connection 
with the Commission’s recent decision in the rate advance case: 

“The lumber section of the Interstate Commerce Commis- 
sion’s decision in Ex Parte No. 74 constitutes a complete vindi- 
cation of the attitude of the Southern Pine Association in advo- 
cating straight percentage advances, notwithstanding the Rail- 
road Administration’s method, applied during the war, of nam- 
ing a maximum of five cents per hundred pounds. We stated 
at the hearing and the Commission now states: ‘Conditions are 
now different.’ 

“Briefly speaking, the decision means that published through 
rates on lumber to the major consuming markets are advanced 
3314 per cent from all competing producing territories. Mant 
festly this is more equitable than the proposals of some of the 
producing territories that a maximum in cents per hundred 
pounds be named, because, under such proposals, to raise the 
amount of additional revenue deemed proper from the lumber 
tonnage the long-haul business would be subsidized at the ex 
pense of the short-haul, for the fixing of a maximum necessl 
tated the elevation of the measure of per cent, to say nothing 
of the increased ultimate charges which would have accrued 
to southern pine by reason of its greater weight than that 0! 
its competitors. 

“It was early apparent that no disposition was evinced 1t0 
let any commodity off for less than its full proportion of the 
needed additional revenue. Furthermore, the principle of nam- 
ing a maximum, if followed to its ultimate conclusion, would 
be equivalent to eventually naming rates on lumber just as 
postage rates are named, viz., a certain amount, regardless 0! 
the distance hauled. This, prima facie, is unsound in effecting 
an adjustment which will carry into the coming years, even 
though it did previously get by as a sort of war tax. cad 

“This decision is not in conflict with the Commissions 
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policy pursued‘ in the nast of naming blanket lumber rates in- 
volving either consuming or producing points, but there is a 
yast difference between a blanket rate covering grouped des- 
tinations or an area of competing producers within approxi- 
mately a three hundred mile square as compared with a blanket 
advance of a certain number of cents per hundred pounds cov- 
ering all lumber producing sections and involving hauls in many 
instances of over two and three thousand miles. The varying 
jntraterritorial or intra group advances are predicated on the 
actual needs of the carriers therein, as determined by the 
Interstate Commerce Commission after full hearing and thor- 
ough investigation. Competition within the respective terri- 
tories or groups is primarily between the lumber mills located 
therein. They are all placed on the same relative percentage 
basis. Where, however, there is interterritorial competition no 
territory is discriminated against, even though the 3314 per 
cent uniform advance on the through rates be greater or less 
than the advance authorized within such producing groups. 
The one exception is the so-called western group. Rates within 
that group are advanced 35 per cent, while from producing 
territories in the southern or mountain-Pacific group the ad- 
vance would be 33144 per cent. Manifestly, no decision of this 
scope will meet with unanimous approval, but, taken as a 
whole, it is very obvious that the Commission has acted both 
wisely and fairly.” 


RATE ADVANCES AND H. C. OF L. 


What the increased freight rates which will soon go into 
effect mean to the average consumer in the way of cost of articles 
of clothing and standard food products is shown in the follow- 
ing illustrations made by the freight traffic department of the 
Southern Railway System: 

“The rate on shoes from Boston to Atlanta is now $1.64 per 
100 pounds, making the transportation charge of a pair of shoes, 
which with its share of the packing weighs three pounds, ap- 
proximately five cents. The new rate will be $2.181%4 per 100 
pounds, making the transportation charge of the same pair of 
shoes approximately 6 2-3 cents. The pair of shoes which form- 
erly sold for $7.00 is now selling around $15.00. 

“Shirts are shipped from New York to New Orleans by 
freight for $1.54 per 100 pounds, making the transportation 
charge on a five-ounce shirt about half a cent. The new rate 
will be $2.05144 per hundred pounds, making the charge on the 
same five-ounce shirt about two-thirds of one cent. The old $1.50 
shirt is selling for $3.00 and up. 

“Clothing manufactured in Chicago can now be shipped to 
Jacksonville for $1.83 per hundred pounds or less than 11 cents 
for a suit which with its share of the packing weighs six pounds. 
The new rate will be $2.38%4 per hundred pounds or about 14 
cents on the six-pound, ready-made, which formerly was offered 
for $30 but now cannot be taken home for less than $60.00. 

“Coming to articles of food, the rate on fresh beef from Chi- 
cago to Birmingham is now 82 cents per 100 pounds, less than 
one cent per pound. The new rate will be $1.061%4 per hundred 
pounds or slightly more than a cent per pound. Beef that form- 
erly sold for twenty cents per pound has been bringing 35 cents. 

“Sugar can now be shipped from New Orleans to Greens- 
boro, N. C., for 55 cents per 100 pounds or just about half a cent 
per pound. The new rate will be 69 cents per hundred pounds, 
still less than three-fourths of a cent per pound. And sugar 
which formerly sold for five cents a pound has been selling above 
thirty cents per pound. 

“These illustrations which are of articles and commodities, 
taken at random, may be considered as fairly representative of 
the addition to the transportation cost of articles used in the 
South which will result from the increase in rates. Similar 
illustrations could be made on almost every article used in the 
household, except coal which, being shipped and sold by the ton, 
will show a relatively higher transportation cost in proportion 
to its value.” 


COAL RATES TO THE SOUTH 


In order that consumers of domestic coal at points where a 
considerable portion of the fuel supply is received over the 
lines of the Southern Railway System may know to what extent 
the price of coal is influenced by the increased freight rates, 
the following information as to rates per ton from coal fields, 
from which the supply to each of the representative points 
hamed is normally moved, is given out by the freight traffic 


department of the Southern Railway System: 
$3 wernt anville, Va., Coal Creek and Appalachia, old rate $3.10, new rate 
oie ‘harlotte, N. C., Coal Creek, 
%.70, new rate $3.371%. 

\sheville, N. C., Coal Creek, old rate $2.10. new rate $2.62%; Ap- 
palachia and Dante, old rate $2.20, new rate $2.75. 

Greensboro, Durham and Raleigh, N. C., Coal Creek, Appalachia 
and Dante, old rate $3.00, new rate $3.75. 

Winston-Salem, N. C., Coal Creek and Appalachia, old rate $2.90, 


hew rate $3.62. 
Charleston, S. C., Coal Creek, 


Appalachia and Dante, old rate 


Appalachia and Dante. old rate 
Coal Creek, Ap- 


82.50, new $3.121. 
Columbia, S. C., Birmingham, Jefferson County, 
Palachia and Dante, old rate $2.75, new rate $3.44. 
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Spartanburg and Greenville, S. C., Coal Creek, Appalachia and 
Dante, old rate $2.40, new rate $3.00. 

Atlanta, Ga., Birmingham and Jefferson County, old rate $1.70, 
new rate $2.124%4; Walker County, old rate $1.80, new rate $2.25; Coal 
Creek, old rate $1.85, new rate $2.3114; Appalachia and Dante, old 
rate $2.20, new rate $2.75. 

Macon, Ga., Birmingham and Jefferson County, old rate $2.20, 
new rate $2.75; Walker County, old rate $2.30, new rate $2.874¢; Coal 
Creek, old rate $2.32, new rate $2.94. 

Augusta, Ga., Birmingham and Jefferson County, old rate $2.55, 
new rate $3.19; Walker County, old rate $2.65, new rate $3.31%; Coal 
Creek, Appalachia and Dante, old rate $2.70, new rate $3.37%. 

Savannah and Brunswick, Ga., Birmingham and Jefferson County, 
old rate $2.45, new rate $3.0614; Walker County, old rate $2.55, new 
rate $3.19; Coal Creek, Appalachia and Dante, old rate $2.60, new 
rate $3.25. 

Valdosta, Ga., Birmingham and Jefferson County, 
new rate $3.124%; Walker County. old rate $2.60, new 
Creek, old rate $2.75, new rate $3.44 

Rome, Ga., Birmingham, Jefferson County and Coal Creek, old 
rate $1. 65, new rate $2.06: Walker County, old rate $1.75, new rate $2.19. 

Birmingham, Ala., Birmingham, old rate 65 cents, new rate 81+ 
cents; Jefferson County, old rate 70 cents, new rate 87144 cents; Walker 
County, old rate 80 cents, new rate $1.00. 

Selma, Ala., Birmingham, Jefferson County and Blocton, old rate 
$1.35, new rate $1.69; Walker County, old rate $1.40, new rate $1.75. 

Mobile, Ala., Birmingham, Jefferson County, Blockton and Walker 
County, old rate $1.60, new rate $2.00. 

Anniston and Gadsden, Ala., Birmingham and Jefferson County, 
old rate $1.20, new rate $1.50; Walker County, old rate $1.30, new rate 


$1.62%. 
Chattanooga, Tenn., Coal Creek, old rate $1.15, new rate $1.44: 
old rate $1.55, 


Birmingham and Jefferson County, new rate $1.94; 
Appalachia and Dante. old rate $1.60, new rate $2.00. 

Knoxville, Tenn., Coal Creek, slack, pea and steam nut, and three- 
inch steam, old rate 80 cents, new rate $1.00; lump, block, run ot 
mine or round, old rate $1. mr new rate $1.37%; Appalachia and Dante, 
old rate $1.60, new rate $2.0 

Memphis, Tenn., Seekoum County and Walker County, old rate 
$1.75, new rate $2.19; Birmingham, old rate $1.85, new rate $2.31%4; 
Coal Creek, old rate $2.20, new rate $2.75. 

Mer idian, Miss., Birmingham, Jefferson County and Walker County, 
old rate $1.80, new rate $2.25. 

New Orleans, La., Birmingham, 
County, old rate $2.00, new rate $2.50. 

Jacksonville, Fla., Birmingham and Jefferson County, old rate 
$2.50, new rate $3.121%4; Walker County, old rate $2.60, new rate $3.25: 
Coal Creek. old rate $2, 70, new rate $3. 3714; Appalachia and Dante. 
old rate $2.95, new rate $3. 69. 


ADVANCED WATER RATES 


The Traffic World Washington Burcau 


The Shipping Board announced August 13 that a hearing 
would be begun August 18 before Examiner H. E. Manghum, 
Division of Regulations, on the application of water carriers 
engaged in interstate commerce in Atlantic, Gulf and Great 
Lakes waters, to increase their rates on port-to-port traffic “ma- 
terially in excess” of the existing rates. The board said a 
protest had been lodged aginst the proposed advances by ship- 
pers and commercial organizations and, therefore, it deemed 
it necessary that the public be heard. 

The applications of the carriers will be suspended pending 
the hearing, investigation and decision of the board. All appli- 
cations will be consolidated. The Atlantic carriers will be 
heard first and then the carriers on the Great Lakes. Pacific 
Coast carriers have not yet filed applications for increases. 

The Baltimore-Carolina Company, Clyde Steamship Com- 
pany, Mallory Steamship Company, and Merchants’ and Miners’ 
Transportation Company, the principal steamship companies 
operating along the Atlantic and Gulf coasts, ask authority to 
increase their all-water rates, fares and charges, which are sub- 
ject to the jurisdiction of the Shipping Board, by the same per- 
centage in which the all-rail rates, fares and charges between 
and at the same points are advanced, to wit: Freight rates 
between north Atlantic ports, including Norfolk, Va., and north 
thereof between Norfolk, Va., and Baltimore, Md., and between 
Boston, Mass., Providence, R. I., and Washington, D. C., and 
Alexandria, Va., 40 per cent.; between north Atlantic ports 
north of Norfolk, Va., and south Atlantic ports, 3314 per cent; 
between north Atlantic and Gulf ports, 33144 per cent; between 
south Atlantic ports, Norfolk, Va., to Jacksonville, Fla., 25 per 
cent; between Mobile, Ala., and Tampa, Fla., 25 per cent; be- 
tween Galveston, Tex., and Key West, Fla., 3314 per cent. 

Terminal charges covering transit, weighing, diversion, re- 
consignment, lighterage, floatage, storage and transfer. At 
north Atlantic ports, Norfolk, Va., and north thereof, 40 per 
cent; at south Atlantic ports south of Norfolk to Jacksonville, 
25 per cent; at Gulf ports, Mobile to Key West, 25 per cent: 
at Galveston, 35 per cent. Passenger fares: All passenger 
fares and charges, including standard local or interline fares, 
excursion, convention and other fares for special occasions, 
commutation and other multiple forms of tickets, 20 per cent; 
excess baggage rates, 20 per cent. 


Permission is asked to file blanket supplements similar to 
those authorized by the Commission. The petitioners urge that 
the advances be permitted to be made effective on August 26. 
The petition was filed by A. D. Gibson, chairman of a committee 
of coastwise lines. 

The carriers on the Great Lakes have notified Examiner 
Manghum that they are getting together on the amount of the 
increase to be asked by them. Indications are that an _ in- 
crease of at least 35 per cent will be asked by them at the 
hearing. The public will be heard along with the carriers 


old rate $2.50, 
rate $3.25; Coal 


Jefferson County and Walker 
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operating on the Gulf and Atlantic coasts and immediately 
afterward the carriers on the Great Lakes will be heard. 

Preparations are also being made by water carriers subject 
to the jurisdiction of the Interstate Commerce Commission to 
make effective rate increases authorized by the Commission in 
the advanced rate case, according to Washington representatives 
of the steamship companies. 

In its decision in the advanced rate case the Commission 
said in regard to the application of the boat lines: 


There have been filed in this proceeding application for increased 
rates by a number of boat lines. The record shows that the expenses 
of the boat lines have increased in general at least in the same pro- 
portion as the expenses of the railroads. Authority is therefore granted 
to boat lines subject to our jurisdiction to increase ther rates to 
the same extent as increases are herein granted to railroads operat- 
ing between the same points or in the same territory. In the con- 
struction of rail-and-lake rates the present parity between Chicago 
and Duluth should be maintained. 


The water carriers subject to the jurisdiction of the Com- 
mission will be permitted to increase their rates, therefore, to 
the same extent that the carriers, by groups, increase their 
rates. Steamship lines grouped with the carriers in the Eastern 
group may increase their rates 40 per cent; in the Southern 
group, 25 per cent; in the Mountain-Pacific group, 25 per cent. 
On traffic moving from one territory to another, it is believed, 
an increase of 33% per cent will be permitted, as that is the 
increase allowed to rail carriers on such traffic. 


PACIFIC OCEAN FREIGHT RATES 


The Trafic World Washington Burcau 


After a conference with L. Everett, representative of the 
Shipping Board who participated recently in conferences with 
representatives of foreign and American steamship lines on the 
Pacific coast relative to the freight rate situation on the Paci- 
fic, Admiral Benson, chairman of the Shipping Board, said 
August 10 he believed there would be an amicable adjustment 
of the situation and that a rate war would be avoided. 

The admiral said Japanese and other foreign shipping in- 
terests would be asked to enter agreements with the Shipping 
Board and private operators that would prevent a rate war. 
He said the policy of the board would be to maintain its rates 
and that it would not cut rates as long as competition was on a 
fair and equitable basis. 

“There is plenty of business in the East for all the ship- 
ping engaged in that trade,” said he. “It is not the intention of 
the board to seek any undue advantage for its vessels.” 

It is understood that, as the result of the recent con- 
ferences, the Japanese lines are willing to forego action that 
would result in a rate war provided they get the approval of 
the Japanese government. 


INCREASED EXPRESS RATES 


The Trafic World Washington Bureau 


The American Railway Express Company, on August 12, 
filed a memorandum to cover the award of increases in wages 
to its employes, announced by the Railroad Labor Board on 
August 12. The memorandum was signed by G. C. Taylor, 
president, and T. B. Harrison, attorney. 

In their memorandum Messrs. Taylor and Harrison said 
the necessary effect of the increases in wages awarded to the 
employes of the company, announced by the Railroad Labor 
Board on August 10, would be an increase in the operating ex- 
penses of the company, as near as they could now estimate, 
of $43,800,805, divided as follows: Regular agency and miscel- 
laneous employes, $29,061,504; temporary employes, $4,132,692; 
overtime, $5,134,752; regular train employes, $4,095,504; over- 
time, $581,112; vacations (increased costs) agency employes, 
$538,176, and train employes, $77,065. 

“In making the above estimate,’ says the memorandum, 
“consideration has been given to the fact that the salaries of a 
great many of the employes of the applicant, who are in the 
official class, will have to be increased as a direct result of the 
order of the United States Labor Board, to keep those salaries 
in proper relation to the wages required to be paid to the em- 
ployes by said order.” 

The deficit for March, April and May, according to the 
memorandum, was $8,143,711.46, or at the rate of $32,574,845 
per annum; that the estimated increase in operating expenses 
by reason of the award would bring the deficit for the year up 
to $76,375,650, or $6,364,637 per month. The memorandum says 
the company should be allowed rates from and after Septem- 
ber 1 which will be compensatory, in order to pay its operating 
expenses and taxes, together with proper compensation to the 
railroads. 

As to the advances in rates allowed to the railroads in 
Ex Parte No. 74, Taylor and Harrison express the opinion that 
the advances allowed “did not take into consideration the need 
of the railroads for increases of their revenue from express; also 
that the express company’s request for an increase in rates 
should be granted as soon as possible; that the express com- 
pany should be allowed to increase its rates on milk and cream 


f 
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by an amount equal to that granted the railroads on the same 
commodities; and that if necessary, in another proceeding, to 
be presented to the Commission after a study and consideration 
of the situation, the applicant should be allowed to make ap. 
other application to the Commission for further increased rates. 

“Therefore,” says the memorandum, “the applicant respect. 
fully requests the authority of the Commission to file, as soon as 
possible, the tariffs of increased rates as requested in its origj- 
nal petition herein; to, at the same time, increase its milk and 
cream rates to the same amount allowed the railroads, and to 
grant it such other and proper relief as the Commission may 
deem necessary.” 

The memorandum is construed to mean that the express 
company asks for an immediate increase in accordance with its 
original application, together with an increase in rates on milk 
and cream equal to the advances allowed to the railroads jn 
Ex Parte No. 74; and that hereafter the Commission permit it 
to begin another proceeding with a view to a further increase 
sufficient to enable it to pay the increases in wages allowed 
by the labor board. The express company regards the award 
as an order requiring it to pay the higher wages. 


EXPRESS COMPANY CONSOLIDATION 


The Trafic World Washington Burcay 


C. W. Stockton, attorney for the Adams and Southern Ex- 
press Companies, in his brief filed with the Commission, August 
6, in the express company consolidation case, asks that the 
Commission, “before harshly condemning them,” take into ac- 
count the circumstances which surrounded those companies and 
caused them to adopt the policy they did with respect to claims. 

The war, inadequate rates, congested traffic conditions and 
irregular train service caused the “misfortunes” of the Adams 
and Southern companies, Stockton says, and the “crowning 
stroke” was the action of the Director-General in unifying the 
express business. 

“The management of the Adams Express Company,” Stock- 
ton says, “upon the development of these conditions were com- 
pelled to chose between a receivership, which would work hard- 
ship on both creditors and shareholders, or a policy less liberal 
than that of the other companies, confining their payments to 
strict legal liability. Regarding themselves as trustees between 
their creditors on the one hand and their shareholders on the 
other, they choose the latter course as the lesser of two evils 
and have paid out since July 1, 1918, more than six million dollars 
on account of loss and damage claims, besides discharging sev- 
eral million dollars of other obligations.” 

Stockton says the charge that the companies endeavored to 
“stall” shippers by promise of settlement if they would refrain 
from suing “is absolutely without foundation in fact.” 

In a brief filed by the Wabash Railway Company it is asked 
that the Commission defer all action on the consolidation until, 
after full and comprehensive inquiry, it shall have determined to 
withhold its approval or shall have prescribed the terms and 
conditions, including contract provisions and relations with the 
rail carriers on which its approval will be given, and that the 
Commission require that the terms of the Wabash-Wells-Fargo 
contract be carried out. 


RAILROAD-EXPRESS CONTRACT 


The Trafic World Washington Burcau 


Approval of article five of the contract entered into between 
the American Railway Express Company and the majority of 
the members of the Association of Railway Executives was asked 
of the Commission by Alfred P. Thom, counsel for the railway 
executives, at a hearing, August 6, before Examiners F. E. Brown 
and Barkley. 

This article of the contract refers to the division of earnings 
between the express company and the railroad companies by 
groups and, in the opinion of Mr. Thom, provides for pooling of 
the earnings of the railroads. Therefore, he said, it was neces- 
sary that the Commission approve that part of the contract. 

Thom explained that, under the article, express revenue 
would be ascertained by groups; that from the aggregate amount 
of revenue in each group would be deducted the expenses of 
carrying on the express service in that group; that the express 
company would then retain an amount equal to 2% per cent on 
the value of the express company property and the balance would 
go to the railroad companies; that if the 2% per cent yielded a 
return to the express company in excess of a sum equal to 6 
per cent on its property, such excess would be divided between 
the express company and the carriers according to the provisions 
of the contract. He said it was the belief of the carriers aD- 
proving the contract that execution of these provisions would 
result in a pooling of earnings within the terms of the interstate 
commerce act. 

C. R. Gray, president of the Union Pacific, testifying as t? 
the reasons the majority of the railroads had approved the con- 
tract, said it was regarded as the only practical solution of the 
express service problem for the present. He said during the 
two and one-half years that the roads would be bound by the 
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contract much would be learned about the operation of the ex- 
ress company and whether it was desirable that the arrange- 
ment should be continued. He said neither the carriers nor the 
express company had any idea as to how the matter would work 
out. : 

S. G. Lutz of the Chicago & Alton, one of the railroads which 
are opposing the contract, said the contract was so “one-sided” 
that it could not prove satisfactory to either the roads or the ex- 
press company. He said he favored the old percentage form of 
contract. He believed the existing arrangement should be con- 
tinued for six months in order to give time for other arrange- 
ments to be made. 

T. B. Harrison, counsel for the American Railway Express 
Company, differed with A. P. Thom as to its being necessary for 
the Commission to pass on article five of the express contract, 
put he said the company had no objection to the Commission 
taking jurisdiction over that part or of the entire contract. He 
said, as he construed the interstate commerce act with respect 
to pooling of earnings by carriers, execution of the terms of the 
contract would not constitute pooling of earnings within the 
meaning of the act and that therefore the Commission did not 
have to approve the contract. 

W. H. Williams, chairman of the Wabash Railroad Company, 
said he would not oppose the contract if there was assurance 
that the present management of the express company would con- 
tinue in charge of the company throughout the life of the con- 
tract, but that there was no such assurance. 

In a memorandum brief on ex Parte No. 76, The Proposed 
Express Contract, A. H. Elder, as counsel for the Central Rail- 
road of New Jersey, takes the ground that, by submitting the 
contract to the Commission, every one of its articles is sub- 
mitted to the jurisdiction of the Commission for its opinion and 
not merely article V, which directly deals with the proposed 
pooling, by groups, of the gross revenues derived from the ex- 
press business and then their division, according to the per- 
centages set forth in the contract. 

The future status, the future rates and classification, and the 
future relations of the Central of New Jersey, with other rail- 
roads, are all dependent, says Mr. Elder, on the application of 
the express company for permission to continue as a consoli- 
dated company, on the Official Express Classification, on the case 
entitled, “in the matter of express rates” (docket No. 11326), and 
this examination of the proposed contract. Therefore, he sug- 
gested a careful examination with a view to the Commission’s 
determmining whether the proposed contract would be in ac- 
cordance with the spirit of the part of the statute which per- 
mits pooling notwithstanding the prohibition of the statute. 

The pooling arrangement may be made “if assented to by all 
the carriers involved, such div’sion of traffic or earnings, under 
such rules and regulations, and for such consideration as be- 
tween carriers and upon such terms and conditions, as shall be 
found by the Commission to be just and reasonable in the 
premises,” if the pooling is in the interest of better service to 
the public or economy in operation “and will not unduly re- 
strain competition.” 

In broad terms, the Central of New Jersey objects to the 
pooling because its average haul of express matter is only 29 
miles. The division is to be madé on a rate pro-rate basis 
which, Elder says, is practically the same as a mileage pro-rate 
and would, therefore, give the Central of New Jersey exceed- 
ingly small earnings. 

Throughout the brief the Central of New Jersey seems to 
be trying to create the impression that the contract would be 
fine for the express company but would give the railroads no 
assurance of a fair compensation for the transportation afforded 
by it. Mr. Elder figures that on the basis suggested by the ex- 
press company its scheme for divisions would assure the ex- 
press company a return large enough to assure it of more than 
eight per cent net on its stated value of about $35,000,000. 

“In considering what is in ‘interest of better service to the 
public’ it is believed that, under existing conditions, the neces- 
sities of the railroads should be given at least as full a con- 
sideration as the demands of the express company,” says Mr. 
Elder in concluding the main part of his argument. 

In another part of the memorandum brief Mr. Elder pointed 
out that the contract calls for free ligherage, floatage, and 
switching for the express company. The Central of New Jersey, 
he said, had always charged for such services and its revenue in 
some years ran to more than $100,000 from services of that kind. 


STRIKE OF SWITCHMEN 
The Trafic World Washington Bureau 


A formal application by the representatives of the “outlaw” 
Switchmen asking the United States Board of Conciliation and 
Mediation to take up the question of reinstatement of the strik- 
ing switchmen, with senority rights preserved, was denied this 
week by the board on the ground that it had no jurisdiction 
of the subject matter. The secretary of the board said it would 
Not have jurisdiction unless there was a contemplated inter- 
tuption of traffic involved and that it was held that issue did 
Rot enter into the case. 
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WAGES OF EXPRESS EMPLOYES. 


(Award by U. S. Railroad Labor Board, Chicago, August 10, 1920. 
Decision No. 3 (Dockets 4, 5 and 6).) 


Brotherhood of Railway and Steamship Clerks, Freight Handlers, Ex- 
press and Station Employes, 


International Brotherhood of Teamsters, Chauffeurs, Stablemen and 
Helpers of America, 


Railway Express Drivers, Chauffeurs and Conductors, Local No. 720, 
Chicago, Illinois, and 
Order of Railway Expressmen. 


Vs. 
American Railway Express Company. 


The question at issue is what shall constitute just and 
reasonable wages for the employes and subordinate officials of 
the American Railway Express Company, approximately 75,000 
in number. For a better understanding of the situation, the 
following facts are stated: 


Immediately prior to July 1, 1918, practically all interstate 
express business in the United States was conducted by seven 
companies—the Adams Express Company, American Express 
Company, Wells Fargo Express Company, Southern Express 
Company, Great Northern Express Company, Northern Express 
Company and Western Express Company. On July 1, 1918, an 
agreement was made between the United States Railroad Ad- 
ministration and the express companies named above providing 
for the consolidation and operation under Government control 
during the war of the physical properties used in the express 
business of these companies. This consolidation still continued 
by mutual arrangement between the companies affected. The 
non-transportation activities, such as money orders, travelers’ 
checks, etc., did not come and are not now under the consoli- 
dation. 


The new company, known as the American Railway Express 
Company, was employed as the sole agent of the Government 
to conduct the express transportation business for the full 
period of Federal control. Between July 1 and November 18, 
1918, the company while acting as agent was not operated by 
or under the direction of the Railroad Administration. On 
November 18, 1918, the President by proclamation under his 
war powers took possession of the company and directed that 
the control and operation be exercised by and through the Di- 
rector General of Railroads, one of the effects of which was 
to transfer all the general wage problems to the Railroad Ad- 
ministration acting through and under the advice and on the 
recommendation of the Board of Railroad Wages and Work- 
ing Conditions. 

Various hearings were held and a study of the situation 
made as a result of which the Director General, on April 14, 
1919, approved and promulgated an award known as Supple- 
ment No. 19 to General Order No. 27. This award provided, 
among other things, for an increase of $25.00 per month to the 
rate of pay of each position, as of January 1, 1918. The wage 
provision applied to persons receiving less than $250.00 per 
month and became effective January 1, 1919. Certain positions 
were not included, but were handled in other specific aajust- 
ments. 


Among these was the mechanical section of the express 
employes and it is to be noted, in this connection, that Deci- 
sion No. 2 of this Board included certain express employes, 
members of the Shop Crafts, who are therefore excluded from 
this decision. 


During the early part of the year 1919, the express em- 
ployes parties to this dispute, through their organizations, sub- 
mitted to the Director General requests for further increases 
in rates of pay and changes in working conditions. In Sep- 
tember, 1919, these requests were considered by the Board of 
Railroad Wages and Working Conditions, resulting in the is- 
suance of an award known as Amendment No. 1 to Supple- 
ment No. 19. This award pertained to hours of service, over- 
time rules and relief period, but not to rates of pay. 

On February 25, 1920, at. the suggestion of the Director 
General, the company negotiated and executed a national agree- 
ment covering hours of service and working conditions of em- 
ployment with the following organizations: Brotherhood of 
Railway and Steamship Clerks, Freight Handlers, Express and 
Station Employes, and the International Brotherhood of Team- 
sters, Chauffeurs, Stablemen & Helpers of America. Later the 
provisions of this agreement were extended to and an identical 
agreement executed with the Order of Railway Expressmen. 


While Supplement No. 19 served somewhat to equalize salar- 
ies for persons performing the same work, there remained many 
inequalities which required attention, some of which were ad- 
justed from time to time by the company with the approval of 
the Railroad Administration. The Board is informed that other 
adjustments for the purpose of equalizing inequalities have also 
been made by the company since termination of Federal control. 
Such adjustments are recognized in this decision. 


At the suggestion of the President, requests for increases in 
wages and for changes in working conditions submitted to the 
Director-General in February were the subject of conference be- 
tween representatives of the carrier and of the organizations con- 
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cerned. This conference extended from March 10 to April 1, 1920, 
but resulted in complete failure to agree. 

As in the case of the railroad employes, this long delay and 
succession of disappointments, coupled with the pressure of a 
further rise in living costs, produced deep and not unreasonable 
dissatisfaction on the part of express employes, even to a greater 
degree than upon many of the railroad employes, as the wages 
paid to the express employes were generally less than those paid 
for analagous service by the railroads and in many other indus- 
tries. The express employes thus felt themselves called upon 
to make sacrifices, as they believed, far beyond those of any 
other class. For these reasons, and as a measure of justice, it 
was decided that this decision when made would be effective as 
of May 1, 1920, and that the increases herein specified should be 
slightly in excess of those decided upon for railroad employes 
performing similar service. 

The organizations representing these employes and subor- 
dinate officials brought their case before the United States Rail- 
road Labor Board as provided by the law. 


There are in the dispute as presented questions involving 
rules and working conditions, some of which are interwoven 
with and materially affect earnings and wages. Adequate in- 
vestigation and consideration of these questions would demand 
time. Existing conditions required that the Board should make 
as early decision of the wage question as practicable. For that 
reason it has been necessary—and both parties to the controversy 
have indicated it to be their judgment and wish—that the Board 
should separate the questions involving rules and working con- 
ditions from the wage questions. Accordingly, the Board has not 
undertaken herein to consider or change the rules and agree- 
ments now existing or in force by the authority of the United 
States Railroad Administration or otherwise and this decision 
will be so understood and applied. 

The Board assumes as the basis of this decision the continu- 
ance in full force and effect of the existing rules, working condi- 
tions and agreements, and pending the further consideration and 
determination of the questions pertaining to the continuation 
or modification of such rules, conditions and agreements no 
changes therein shall be made except by agreement between the 
carrier and employes concerned. As to all questions with refer- 
ence to the continuation or modification of such rules, working 
conditions and agreements, further hearings, if desired, will be 
had at the earliest practicable date and decision thereon will be 
rendered as soon as adequate consideration can be given. 

Having heard and carefully considered the evidence present- 
ed, observing— 


(1) The scale of wages paid for similar kinds of work in other 
industries; ry 

(2) The relation between wages and the cost of living; 

(3) The hazards of the employment; 

(4) The training and skill required; 

(5) The degree of responsibility; 

(6) The character and regularity of the employment; and 

(7) Inequalities of increase in wages or of treatment, the result 
of previous wage orders or adjustments. : 
and “other relevant circumstances,’ as the Transportation Act 
provides, the Board hereby decides that the rate increases set 
out below constitute for the positions specified, a just and rea- 
sonable wage. 

It is estimated that the increase in wages herein provided 
for will amount to approximately thirty millions of dollars per 
annum. 

Article |.—Carriers Affected 


American Railway Express Company. 
Article Il.—Increase in Wages 

For each of the hereinafter named classes, add the following 
amounts per hour to the rates of pay in effect 12:01 a. m., March 
1, 1920; provided, that increases in rates of pay made since March 
1, 1920, where such increases were made for the purpose of ad- 
justing inequalities, will be preserved and the increases herein 
established added thereto. 


Sec. 1. Agents, storekeepers, assistant storekeepers, chief clerks, fore- 


men, sub-foremen, and other supervisory forces...... 16 cents 
i eee ek Regi abe ae eben ea eee ae ne aoe ool aw ee 16 cents 
Sec. 3. Wagon, automobile, stable, garage and platform service em- 
RR ee ee er eer eee TTT ere 16 cents 
Sec. 4. Messengers and helpers, messengers handling baggage and 
helpers, guards and other train service employes....16 cents 
Sec. 5. All other employes, except those coming under the provisions 


of the agreement between the United States Railroad Admin- 
istration and the Federated Shop Crafts, dated September 20, 
a ert rt rere eer pe ee 16 cents 


Article I1l—General Application 


Sec. 1. The increases in wages hereby established shall be 
effective as of May 1, 1920, and are to be paid according to the 
time served to all who were then in the carrier’s service and re- 
mained therein, or who have since come into such service and 
remained therein. 

Sec. 2. Increases in wages specified in this decision are to 
be added to the daily, weekly or monthly rates, as the case may 
be, in the following manner: 


(a) For employes paid by the day. add eight (8) times the hourly 
increase established to the daily rate. 
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(b) For,employes paid by the week add forty-eight (48) times the 
hourly increase established to the weekly rate. 

(c) For employes paid by the month (except train service employes) 
add two hundred and four (204) times the hourly increase estap- 
lished to the monthly rate. 

(d) For train service employes paid by the month, add two hundreg 
and forty (240) times the hourly increase established to the 
monthly rate. 


Sec. 3. Payment made to employes on and after September 
1, 1920, shall include therein the increases in wages hereby 
established. 

Sec. 4. The amounts due in back pay from May 1, 1920, to 
August 31, 1920, inclusive, in accordance with the provisions of 
this decision, will be computed and payment made to the em- 
ployes separately from the regular monthly, semi-monthly or 
weekly payments, so that employes will know the exact amount 
of their back payments. 

Recognizing the clerical work necessary to make these com- 
putations for back pay and the probable delay before the entire 
period can be covered, each month, beginning with May, 1920, 
shall be computed as soon as practicable and, as soon as com- 
pleted, payment shall be made. 

Sec. 5. The increases in wages hereby established shall be 
incorporated in and become a part of existing agreements or 
schedules. 

Sec. 6. Except as specifically modified herein, the rules 
regulating payment of overtime or working conditions in all 
branches of service, and the established and accepted methods 
of computing time and compensation thereunder, shall remain 
in effect until or unless changed in the manner provided by the 
Transportation Act, 1920. 

Sec. 7. It is not intended in this decision to include or fix 
rates for any officials of the carrier except that class designated 
in the Transportation Act, 1920, as “Subordinate Officials,’ and 
who are included in the act as within the jurisdiction of this 
Board. The act provides that the term “Subordinate Officials” 
includes officials of carriers of such class or rank as the Inter- 
state Commerce Commission shall designate by regulation duly 
formulated and issued. Hence, whenever in this decision words 
are used, such as “Agents,” “Foremen,” etc., which may apply to 
officials, such words are intended to apply to only such classes 
of subordinate officials as are now or may hereafter be defined 
and classified by the Interstate Commerce Commission as such 
subordinate officials. 


Article 1V.—interpretation of This Decision 


Sec. 1. Should a dispute arise between the management and 
the employes of the carrier as to the meaning or intent of this 
decision, which cannot be decided in conference between the 
parties directly interested, such dispute shall be referred to the 
United States Railroad Labor Board in the manner provided by 
the Transportation Act, 1920. 

Sec. 2. All such disputes shall be presented in a concrete 
joint, signed statement setting forth: (1) The article of this de- 
cision involved, (2) the facts of the case, (3) the position of the 
employes, and (4) the position of the management thereon. 
Where supporting documentary evidence is used it shall be at- 
tached in the form of exhibits. 

See. 3. Such presentations shall be transmitted to the Secre- 
tary of the United States Railroad Labor Board who shall place 
same before the Board for final disposition. 


Railway express employes, through their representatives, 
August 10 voted to accept the $30,000,000 a year increases 
granted them by the United States Railway Labor Board. The 
acceptance was in the form of resolutions adopted at meetings 
held by the representatives. While there was some dissatis- 
faction expressed by some of the rank and file, the leaders said 
the award in general was satisfactory, at this time, and that 
a referendum on its acceptance is not necessary. 


INCREASE IN MEXICAN FREIGHT RATES 


The following cablegram has been received by the Depatt- 
ment of Commerce from Trade Commissioner Cunningham at 
Mexico City: 


A general increase of 25 per cent on freight rates of National 
Railways will become effective on September 1, except to competitive 
points on the Mexican Railway, including Mexico City via Vera Cruz, 
Pachuca, Pueblo and Vera Cruz. The increase will be applicable to 
all commodities except locally produced food, agricultural products 
and live stock for slaughter. It will not affect foreign goods con- 
signed to Mexico City through Vera Cruz. 


EXECUTION OF CONTRACTS 


The Secretary of the Treasury has issued to carriers 4 
memorandum of instructions with respect to execution of con- 
tracts in connection with advances made to carriers under Sec 
tion 209 of the transportation act and loans made under Sec- 
tion 210. Section 209 relates to advances on amounts due the 
carriers as the result of the six months’ guaranty provisions 
of the act. Copies of the instructions have been sent to cal- 
riers by the Association of Railway Executives. 
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WORK OF TERMINAL COMMITTEES 


The Trafic World Washington Bureau 


August 14, 1920 








In the review of the work of its terminal committees for 
July (mentioned in The Traffic World of August 7) the com- 
mission on car service of the American Railroad Association 
said: 

; “1, The work of the car service committees at all points 
has progressed during the month of July with very satisfactory 
results. The six additional committees referred to in our re- 
port of July 1 have their work at their respective terminals 
well under way and are making a very satisfactory showing. 

“2 In all cases there has been a most thorough co-opera- 
tion on the part of the traffic committees, their efforts being 
directed principally toward disposition of embargoed cars, the 
rerouting of freight under I. C. C. Order No. 1, and following 
up with shippers and consignees for more prompt loading and 
unloading of equipment. Good results have been obtained in 
connection with each of these items. 

“At several terminals arrangements have been made for 
the assignment of freight solicitors to inspection service, with 
very excellent results. 

“2. The committees continue to hold meetings at frequent 
intervals with the Chamber of Commerce and other local trade 
bodies, and it is very gratifying, indeed, to note the thorough 
co-operation that is being given the committees. 

“4. One of the principal difficulties that has been encoun- 
tered by the committees is in connection with embargoed cars. 

“It is very evident that the question of enforcement of 
embargo restrictions at points of origin on many roads is not 
receiving the attention it should have, and as a consequence 
cars are being continually loaded in violation of existing re- 
strictions and allowed to go forward, resulting in cars being 
tied up at intermediate terminals and outlying sidings. 

“It is also apparent that in many cases embargo files are 
not being properly cleared in respect to modifications and can- 
cellation of embargoes, since many cars have been found which 
prove to be unrestrictive and should have gone forward. 

“It is also clearly evident that the permit system is being 
abused and not properly handled, since it is found that permits 
are being issued, and cars forwarded thereon without due regard 
to intermediate conditions. 

“These matters should be given prompt and careful atten- 
tion and such measures adopted as will make existing embargoes 
effective and furnish a proper check against cars moving on 
valid permits. 

“5. Some difficulty has been experienced at certain points 
in connection with the accumulation of shipments for recon- 
signment and, where necessary, this condition is being met by 
suitable embargo. > 

“6. Another difficulty that has confronted the committee 
at large centers such as New York, Philadelphia, Chicago, etc., 
is the receipt of shipments billed with no specific siding or 
station delivery given, and it is recommended that all roads 
take this matter in hand and see that billing covering shipments 
to large centers give specific siding and station delivery, in 
order to prevent unnecessary switching and delay to equipment 
at destination. 

“7. The forwarding of straight consignments and ‘order- 
notify’ shipments to notify parties at other than destination of 
freight is also causing difficulty and delay to equipment. 

“Attention is directed to the fact that the accepting of 
traffic for one point with provisions to notify consignees at 
another point is in conflict with the spirit of Consolidated Offi- 
cial Classification Rule 7, and should be discontinued. 

“It is suggested that the railroads take such action as may 
be necessary to correct this difficulty. 

“8. At one or two points difficulty has been experienced 
due to the fact that certain roads are not using interline billing, 
making it necessary to rebill freight at junction points, which 
not only causes delay to equipment: but involves unnecessary 
clerical expense. 

“It is suggested that proper action toward uniform practice 
be taken in this connection by the roads concerned. 

“9. The bad-order situation continues acute at some points 
and is deserving of close and careful attention on the part of 
the roads concerned. 

“It is particularly noted that at some of the larger industrial 
centers, especially the steel centers, there are large numbers 
of bad-order cars standing idle, while some plants have had 
to shut down and others are on the verge of having to suspend 
operations, due to conditions of car supply. 

“This situation is particularly acute since the issuance of 
Interstate Commerce Commission Service Order No. 7. 

“It is suggested that wherever possible arrangements should 
be made with these plants for repairing bad-order cars. Such 
an arrangement would serve the double purpose of furnishing 
work for the plant that might otherwise have to shut down, and 
at the same time produce equipment in which to forward their 
shipments. 

‘It is realized that in many cases these plants would not 
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be in position to produce the necessary plates and forms for 
repairing the cars, but in such cases the required material 
tt be furnished and the plant do the assembling and repair 
work. 

“10. By concentrated efforts on the part of the committees 
the use of cars in cross-town movement has been either elimi- 
nated or reduced to a minimum at all committee points. 

“In many cases embargoes have veen placed under which 
cars for cross-town movement are furnished only on permit, 
issued by the committee chairman or other authorized agent, 
such permits being issued only in cases where it is not possible 
to handle by truck. In other cases the committee has been 
able to control the matter by close co-operation with the con- 
signee, and furnishing cars only in exceptional cases. 

“Some of the principal things accomplished by the com- 
mittees since our report of July 1 are as follows: 

“Atlanta—Forty-five cars on hand under load automobiles 
held account inability consignees to lift bills of lading released 
by unloading to public storage at owners’ expense. Endeavor- 
ing to arrange storage space for 50 cars hay and feed to release 
equipment. 

“Large handlers of freight such as contractors and fertilizer 
plants receiving large quantities of material have employed ad- 
ditional trucks and labor, resulting in release of 150 to 200 ad- 
ditional cars per week above normal. 

“The Manufacturers’ Association of the Southeast has placed 
at the disposal of the car service committee a committee of 
their membership which is doing excellent work among 
their members in connection with heavier loading and more 
prompt loading and unloading of cars. 

“In order to eliminate delay to cars not accompanied by 
waybills arrangement made for all Atlanta lines to furnish the 
committee a list of cars on hand without waybills and a list 
of waybills on hand without cars, thus enabling the matching 
up of waybills with cars and avoiding delay. 

“Committee continues to divert freight to the Central of 
Georgia at Chattanooga to relieve accumulations on Southern 
Railway and prevent delay. 

“Arrangements made for special switching service for con- 
signees who increase facilities and manifest desire to speed up 
on unloading. 

“All lines refusing to place cars for cross-town movement 
except in emergency cases. It is estimated this practice is 
saving approximately 200 cars per week in the Atlanta terminals. 
No embargo has been necessary in this connection. 

“Accumulation of watermelon shipments for reconsignment 
prevented by arranging with lines to place embargo with permit 
system. 

“131 cars held at Atlanta and 175 held at Augusta under 
embargoes disposed of by trading and rerouting to lines in 
position to handle. 

“Jurisdiction of the Atlanta committee has been extended 
to cover Chattanooga, Macon, Augusta, Charleston, Savannah 
and Jacksonville, with a local representative of the roads at 
each of these points reporting to the chairman of the Altanta 
committee. 

“This arrangement will give closer supervision over the 
disposition of cars held under embargoes and the rerouting of 
freight under Interstate Commerce Commission Service Order 
No. 1, as well as other items affecting conditions in the south- 
east. 

“Baltimore—Situation practically normal. 


“Efforts of committee have been directed toward preven- 
tion of accumulations and other abnormal conditions. ’ 

“Arrangements made with traffic committee for use of 
freight soliciting forces as inspectors, who are following up 
with consignees prompt release of equipment, with good results. 

“Committee handled with Ship Building Company and Beth- 
lehem Steel Company, for correction, the use of railroad equip- 
ment for intra-plant service. 

“Birmingham—Activities of committee extended to cover 
Pensacola and the emergency situation at that point in con- 
nection with boats on hand waiting for coal given personal 
attention and arrangements made for relief. 


“Special meeting of local freight agents, bill clerks and 
others interested arranged, which has resulted in closer co- 
operation and eliminating delays to equipment. 

“Bad order situation at this point, particularly on Southern 
Railway, A. G. & S. and L. & N., has been unfavorable. This 
situation is now beginning to show some reduction and cars 
are being sent to other shops in position to repair. 

“To relieve congestion on A. B. & A. 88 cars were diverted 
to the L. & N. for movement through Montgomery gateway. 

“Other lines normal and no rerouting necessary. 

“Boston—Situation normal. No special activities. 

“Buffalo—To relieve interchange situation between Penn- 
sylvania Railroad and D. L. & W., arrangements made for 
movement approximately 40 carloads coal daily to D. L. & W. at 
Mt. Morris formerly interchanged in the Buffalo Terminal. 

“To relieve temporary congestion on the Nickel Plate, ar- 
rangements made for diversion of 120 loaded westbound cars 
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to the New York Central and 200 empty box cars moving west 
on Commission orders to the Michigan Central. 

“To relieve Pittsburgh gateway Pennsylvania Railroad has 
arranged for diversion of eastern freight destined to Chicago 
to the Buffalo gateway for movement beyond via Grand Trunk, 
Wabash and Nickel Plate at rate of one train per day via 
each road. 

“Large number of embargoed loads disposed of by trading 
between lines and rerouting via lines in position to handle. 
This matter being vigorously handled with roads at fault in 
effort to break practice of accepting cars in violation of em- 
bargoes. 

“Inspectors making special drive on violations Interstate 
Commerce Commission Service Order No. 7, resulting in ma- 
terial decrease in number of violations. Each case discovered 
is handled with the road at fault. 

“Arrangements made with railroads to switch out, as far 
as practicable, all empty mill type cars passing through this 
terminal, resulting in an increased supply for protecting ship- 
ments other than coal. 

“Accumulation freight for Spencer Kellogg Company en- 
tirely disposed of and restrictions removed. 

“Due to arrangements made in connection with handling 
an increased car supply the loading of ore and grain out of 
Buffalo continues to show gratifying increase. 

“Embargo against use of cars in cross-town movement 
placed by Erie, D. L. & W. and N. Y. C. Railroads, resulting in 
a saving of approximately 142 cars and 24 engine hours per day. 

“Chicago—Cars held out on lines for movement to and 
through Chicago reduced from 3,765 on July 24 to 1,752 on 
July 28. 

“Traffic forces on various lines conducting vigorous cam- 
paign with consignees for release of cars. Various commercial 
clubs and associations are co-operating in this connection. 

“Arrangements made for notifying consignees by telephone, 
confirming by letter. 

“Embargo, with permit system, placed on cross-town move- 
ment which, so far, has resulted in saving of approximately 50 
per cent of cars formerly used in this service. 

“Cincinnati—Account heavy run of business from the south 
via Big Four at Cincinnati, approximating 50 per cent increase 
over last year, Big Four unable to take promptly from L. & N. 
all business offered. 

“To relieve this situation arrangements were made to 
switch out solid trains this freight for Toledo and divert to 
B. & O. for movement via their Toledo division. 


“Cars. held out on lines for movement to and through Cin- 
cinnati reduced from 1,411 on July 21 to 162 on July 28. 


“To overcome delay to cars of lumber held in Cincinnati 
district for reconsignment, committee has arranged embargo 
with permit system on shipments of lumber for Cincinnati, 
under which permti is issued only when final destination can 
be given. 

“Special attention being given to loading of cars to full 
capacity. 

“Embargo, with permit system, placed on. cross-town move- 
ment with good results in saving of equipment, approximately 
50 per cent. 

“To relieve bad order situation, L. & N. and C. & O. Rail- 
roads are sending cars to shops, outside of Cincinnati territory, 
in position to make repairs. 

“Cleveland—Daily check is being made of excessive delays 
to cars at industries and team tracks—each case being handled 
for improvement. Embargo is used where necessary. Ship- 
ments placed in public storage where it is found consignee 
cannot unload promptly. 

“To relieve Pennsylvania Railroad some of the freight nor- 
mally routing via that line west of Cleveland has been diverted 
to the Nickel Plate. 

“Considerable difficulty experienced account cars arriving 
in violation of embargoes. These cars are being disposed of 
by trading and rerouting wherever possible. 

“A reduction of 105 cars, in accumulation, of scrap. 

“Pennsylvania has been making up solid Big Four trains 
and interchanging with the Big Four on main tracks, also to 
avoid yard movement N. Y. C. making up solid trains for Big 
Four and delivering to that line at point outside of Cleveland 
Terminals. 

“Cars held out on Big Four reduced from 1,000 on June 26 
to 174 on July 17. 

“Committee has developed that some industries are holding 
cars under load within their plants and calling for empties for 
outbound loadings. All lines have been requested to investigate 
thoroughly, with a view to curtailing supply of empties where 
necessary to correct this situation. 

“Embargo, with permit system, placed on cross-town move- 
ment with good results. 

“Dallas—Six loads delayed by failure to receive waybills in 
interchange promptly week ending July 17 as compared with 


65 the week previous to inauguration of auto messenger serv- 
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ice. All delays practically elimiated. Inter-line bill clerks 
placed in yard office to avoid delay in rebilling. 

“Situation practically normal. No other special activities 
to report. 

“Denver—Committee continues to unload automobiles to 
public storage to release equipment. 

“The use of cars in cross-town movement being restricted 
to emergency cases. Cars not suitable for outside traffic being 
used in practically all cases. 

“Representatives of committee make daily canvass of sitv. 
ation with respect to prompt release of cars. Each load op 
hand 72 hours or more is handled with consignee, with good 
results. 

“Denver Transportation Bureau co-operating with commit. 
tee and handling with consignees to secure more prompt re 
lease of equipment. 

“Situation practically normal. 

“Detroit—Special campaign being carried on by Detroit 
Board of Commerce with shippers in connection with prompt 
handling of refrigerator cars. 

“Daily canvass of situation being made at warehouse, team 
tracks and private sidings, resulting in materially speeding up 
loading and unloading of equipment. 

“To reduce accumulation of 140 warehouse cars on Pere 
Marquette arrangements made to work force Saturday after. 
noon and Sunday. 

“Wherever possible arrangements are being made with 
consignee to take team track delivery in cases where there is 
=— freight on hand than can be delivered to consignee’s 
siding. 

“Embargo with permit system placed on cross-town move- 
ment and permits being issued only in cases where freight can- 
not be hauled by wagon or truck. 

“Galveston—Total cars on hand reduced from 1,485 to 811 
from July 1 to 15, and of the latter only 53 cars have been on 
hand seven days or more. 

“Freight for Morgan Line reduced from 480 cars to 13 cars 
July 1 to 15. 

“All freight on hand for Mallory Line at time Interstate 
Commerce Commission Service Order No. 1 was issued has 
been disposed of by diversion. 

“Bad order cars on hand reduced to below normal and 
none being delayed on average to exceed 24 hours. 

“Committee considering possibility of rearranging switch- 
ing forces by the Galveston Wharf Company to expedite more 
prompt placement of loads and return of empty cars. 


“Kansas City—Four hundred and fourteen cars held under 
embargoes and inability of roads to handle disposed of by re- 
routing, July 1 to 24. 


“Arrangement for solid train movement to Chicago, Kana- 
polis, Huntington and eastern points continued with good re- 
sults. Committee reports 43 solid trains so handled during the 
past three weeks. 


“Bad order cars being forwarded to other shops in position 
to repair. 

“Five cars automobiles placed in public storage to release 
equipment, account consignees’ inability to lift bills of lading. 


“Louisville—Arrangements made for yard clerks to exchange 
telephone and verbal information relative to embargoes, result- 
ing in materially reducing set-backs and more prompt handling 
of cars. 


“Accumulation of freight house cars on the Southern Rail- 
way reduced to- normal. 


“Terminal movements materially accelerated and congestion 
avoided in terminal yards by roads building up and bringing 
in solid cuts for connecting lines. 

“The placing of receiving line inspectors in yards of deliver: 
ing lines, as indicated in report of July Ist, is giving excellent 
results. 

“The use of cars in cross-town service reduced to a minimum 
by declining to furnish cars except in emergency cases. 

“New Orleans—Embargo with permit system on cross-town 
movement placed with good results. 

“Arrangements made by Southern Railway for additional 
warehouse space and additonal forces, resulting in reduction in 
number of cars on hand under load of merchandise. 

“Bad order cars being sent to outlying shops for repairs. 

“New York—Diversion of a portion of the freight for New 
England points around New York gateway has been continued, 
resulting in release and advancing the movement of large num- 
bers of cars. 

“To relieve accumulation on C. R. R. of N. J. for Pier 18 ar- 
rangement made for diversion of solid trains of bituminous coal 
to Arlington on B. & O., resulting in release of a large number 
of cars. 

“Two solid trains run from St. George to Philadelphia, under 
arrangement with B. & O. to allow their crews to run to Phil 
adelphia instead of being cut out at Cranford Junction. 

“Arrangements made for acceptance of freight for New York 
territory at stations and yards where it can be most conver 
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ently handled, resulting in more prompt release of a large num- 
per of cars. 

“By co-operation with Washington Committee arrangements 
made for release and forwarding of a large number of restricted 
cars held on lines south of Potomac Yard. 

“Arrangements made to work repair forces on Sundays 
wherever possible to aid in releasing bad order cars. 

“Pennsylvania continues to interchange through tubes. 

“Vigorous campaign for prompt loading and unloading of 
cars continued with good results. 

“Committee giving consideration to the use of Jersey Shore 
rail and interior stations for use in unloading automobiles from 
which points they can be roaded to New York City, thus re- 
leasing New York Terminals, generally used for this purpose, 
for the handling of other traffic. 

“Norfolk—Since July 1st committee has disposed of approxi- 
mately 1,600 cars held under restrictions and embargoes, by 
trading and re-routing to lines in positoin to handle. 

“Bad order cars reduced from 1,507 on July Ist to 841 
July 24th. 

“Due to warehouse space being filled, committee arranged 
with railroads to place embargo against freight for Merchants 
and Miners Transportation Company to prevent accumulation 
in cars and delay to equipment. This situation now relieved 
and embargo removed. 

“Omaha—Situation practically normal. 

“Committee directing efforts toward more prompt release 
and forwarding of equipment, and the prevention of accumula- 
tions. 

“When lines fail to move traffic promptly within 24 hours, 
diversion of freight is arranged until situation is relieved. 

“Arrangements made for making penalty defect ‘repairs on 
interchange tracks to avoid extra switching and setting back 
of cars, inspector calling upon nearest repair track foreman for 
necessary material and labor when required. 

“Bad order cars on hand reduced from 1,398 on July Ist to 
1,158 July 24th. 

“Peoria—Traffic Committee re-routed total of 439 cars held 
up account of embargoes and other causes. 

“To assist Big Four in clearing up accumulation, portion 
of the traffic held for them re-routed to other lines. 

“Philadelphia—Labor situation improving. Stevedore strike 
which began May 27 ended July 8th, since which time there has 
been a decided improvement in unloading of export freight. 

“Two thousand six hundred and eighteen cars of Tidewater 
coal unloaded week ending July 15th; 3,235 cars unloaded week 
ending July 22. 

“Through increased activities and co-operation of Traffic 
and Operating departments 14,710 cars were unloaded in the 
terminal week ending July 15th; 15,058 cars unloaded week end- 
ing July 22nd. . 

“Embargoes and restrictions modified permitting freer move- 
ment of freight and acceptance of cars loaded prior to effective 
date of embargoes. 

“Representatives of traffic departments have been detailed 
to assist in checking up and securing necessary information in 
connection with campaign for more prompt handling and re- 
lease of cars. 

“Pittsburgh—Further violations of I. C. C. Service Order 
No. 7 developed and handled with offending lines for correction. 

“Considerable difficulty being experienced in this territory 
in connection with car supply for industries as a result of 
Service Order No. 7. 

“Bad order situation in this district extremely serious. It 
has been suggested that arrangements be made with car build- 
ers and steel industries for making necessary repairs, thus giv- 
ing employment to plants whose operation would otherwise be 
curtailed account of car supply, and at the same time producing 
cars with which to protect outbound shipments. 

“Embargo with permit system placed against use of cars in 
cross-town movement; permits being issued only in cases where 
it is impossible to handle otherwise. 


_ “Close attention being given to cars held for billing, reduc- 
Ing number on hand to minimum. 


“Portland—Committee being furnished ,with copies of daily 
demurrage reports and cases promising excessive delay are 
followed up with a view to bringing about more prompt release 
of cars. 

_ “Cars on hand under load with automobiles, due to con- 
Signee’s inability to lift bill of lading, released by unloading to 
Storage in Municipal terminal and S. P. & S. dock. 

_ “A number of cars of other shipments released by unload- 
Ing to warehouse and dock storage. 

“Some difficulty experienced in securing necessary material 
for repairs to bad order cars. Investigation developed some of 


the supplies could be secured locally. Necessary authority se- 
cured and action taken. 

“Arrangements made for changing working hours of the 
Oregon Electric engine resulting in a saving of 24 hours daily 
Mm interchange with the Southern Pacific Railroad. 

“San 


Francisco—Embargo with permit system placed 
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against use of cars in cross-town movement July Ist, permits 
being issued only in cases of absolute necessity. 

“Situation normal. No other special activities to report. 

“Seattle—One hundred and fifty cars of automobiles un- 
loaded to public storage at owners’ expense and equipment re- 
leased since organization of committee. 

“Situation normal. No other special activities to report. 
Efforts of committee being directed toward more prompt re- 
lease of equipment and speeding up movement. 

“St. Louis—Arrangements made for assignment of repre- 
sentatives of traffic departments to act as inspectors who are 
making close check in connection with open-top cars in cross- 
town movement; delays in loading and unloading of equipment; 
following up cars held for connecting lines, and arranging open 
routes and permits on embargoed cars with good results, also 
checking freight houses daily and releasing L. C. L. freight in 
large quantities. 

“Embargoed cars released and disposed of since May 25th, 
5,277. Cars disposed of by re-routing under I. C. C. Service 
Order No. 1 since May 25th, 6,855. 

“Arrangements made for meeting with Automobile Manu- 
facturers’ and Dealers’ Association to discuss plans for con- 
trolling automobile shipments with view to conserving cars. 

“Twin Cities—Cars held account of embargoes, restrictions 
and other causes reduced to 211. These being followed closely 
with good prospects of early release. 

“Some difficulty experienced in furnishing cars for agricul- 
tural machinery. Lines interested called together and vigorous 
efforts being made to protect. 

“Jurisdiction of this committee extended to cover head of 
the lakes and situation at these points being handled with ex- 
cellent results. 

“Great Northern sending bad order cars to St. Cloud; 
Northern Pacific to Brainard, and C. M. & St. P. to Aberdeen 
for necessary repairs. 

“Situation otherwise practically normal. 

“Toledo—Special difficulty has been experienced in connec- 
tion with no bill cars. This situation has received vigorous at- 
tention and number of such cars on hand daily reduced from 
260 to 79. 

“Embargoed cars disposed of by trading and re-routing to 
lines in position to handle. - 

“Accumulation of merchandise controlled and reduced to 
normal by embargoing inbound and outbound freight at inter- 
vals as conditons warranted. 

“Due to volume of business being greater than other lines 
could handle in Puller Service for interchange to connections, 
Toledo Terminal Railway took over and handled overflow, 
thereby keeping the movement of interchange cars flowing 
currently. 

‘“Washington—Considerable difficulty experienced in con- 
nection with cars held on lines south of Potomac Yards, due to 
embargoes and restrictions against New York and New England 
territory. 

“Chairman of the Washington Committee secured list of 
these cars and visited New York, and by working closely with 
the committee at that point and the railroads interested, suc- 
ceeded in disposing of a large number of the cars. To date the 
accumulation of cars has been reduced to 355, with additional 
releases daily. 


“Eighteen cars held for Cuba disposed of by handling with 
Florida East Coast Railroad. 

“Arrangements made for placing in public storage ship- 
ments of household goods and automobiles which consignees are 
unable to release. 


“Current business moving freely through Potomac Yards. 

“Youngstown—Arrangements made for interchanging be- 
tween B. & O. and P. & L. E. at New Castle Junction shipments 
of coke for the Sharon Steel Hoop Company at Lowellville, 
avoiding necessity of handling through Youngstown switching 
district. 

“Pp. & L. E. moved three trains bad order cars to McKees 
Rocks and Glassport for repairs. 

“Bad order cars on hand reduced from 2,207 on July 1st to 
1,909 on July 24th. 

“Committee continuing to re-route traffic under I. C. C. 
Service Order No. 1 when necessary to prevent delay and 
accumulation. 


“Approximately 70 cars daily being diverted from Pennsyl- 
vania to B. & O. at Youngstown and one train daily from B. R. 
& P. to B. & O. at New Castle account of congestion on Penn- 
sylvania Railroad between Youngstown and Chicago. 


“Use of cars in cross-town movement being regulated with- 
out necessity for embargoes. All trucks available being em- 
ployed, and cars furnished for such loading only in cases of 
emergency. One firm alone has placed 10 trucks in cross-town 
service, which formerly required the use of railroad cars. 

“Slag being moved and disposed of currently. 

“Columbus—Through activities of Traffic Committee 100,- 
000 lbs. merchandise held in freight houses and 100 cars car- 
load freight held account embargo released past two weeks. 








306 THE 


“Use of cars in cross-town service being given close atten- 
tion, resulting in considerable reduction in the number of cars 
so used. 

“Des Moines—To speed up and prevent delay to cars han- 
dled through the Iowa Transfer Railway Yard, where joint in- 
terchange and joint inspection between all roads are made a 
penalty of 50 cents per car for each 12 hours that cars are per- 
mitted to remain in the transfer is assessed against the offend- 
ing road. The transfer company has also placed a switch en- 
gine in the transfer yard to do all assembling of cars in road 
order. These arrangements have resulted in prompt removal 
of cars and has accomplished all that has been expected in pre- 
venting delays. 

“Four cars of antomobiles held account consignees’ inability 
to lift bills of lading and one carload of beans unloaded to pub- 
lic storage at owner’s expense to release equipment. 

“Shipping public and commercial organizations giving hearty 
co-operation and support in every way to the work of the 
committee. 

“Fort Worth—Twelve cars of automobiles on hand from 10 
to 30 days released by placing in public storage at owner’s 
expense. 

“Twelve cars of aeroplanes held on I. & G. N. approximately 
30 days, disposed of and cars released. 

“Vigorous campaign being conducted in connection with 
more prompt release of equipment and loading to full capacity, 
with good results. 

“Grand Rapids—Accumulation of 156 cars for the American 
Box Board Company disposed of and embargo removed. 

“To overcome shortage in labor at merchandise warehouse 
arrangements made to employ high school students to assist in 
unloading, and working forces on Sunday, resulting in accumu- 
lation being disposed of. 

“Indianapolis—Eight hundred embargoed cars disposed of in 
past two weeks by diversion to open routes and advancement 
towards destination. 

“Accumulation of cars for the Central Public warehouse on 
Big Four reduced to normal by arranging with consignee to ac- 
cept team track delivery on other lines. 

“To assist in disposition of merchandise cars ordinarily 
handled at Columbus, a large number of such cars forwarded 
to Indianapolis for handling. 

“Milwaukee—Special efforts being made through traffic rep- 
resentatives to have shippers, as far as possible, load L. C. L. 
ears for one destination or transfer point. 

“By working forces on Sunday 200 cars of merchandise 
transferred, which otherwise would have been held over to 
Monday. 

“Heavier loading of equipment being given special atten- 
tion. All lines reporting light loaded cars to committee and 
each case being handled with the shipper. 

“Data available indicate grain shippers at Milwaukee 
utilizing 97.2 per cent of car capacity. Average weight per car, 
74,110 Ibs. 

“Due to car ferry Grand Trunk Railroad being tied up for 
Government inspection one trainload freight diverted by the 
Cc. & N. W. Railway via Chicago. 

“Arrangements made whereby coal shippers have placed 
representatives in outlying yards to furnish reconsigning or- 
ders on arrival of cars, thus avoiding delay in switching at 
terminals and resulting in decided improvement in the num- 
ber of cars held. . 

“Western Weighing and Inspection Bureau has instructed 
weigh masters on coal scales to have cars not loaded to full 
visible or marked capacity returned to coal docks for addi- 
tional loading. 

“Arrangements made for forwarding of bad order cars to 
contract shops for repairs.” 


CAR SUPPLY FOR GRAIN CROP 


The Trafic World Washington Bureau 


At the conclusion of the hearing before the Commission, 
August 9, at which appeals were made for an adequate car sup- 
ply to move the grain crop of the northwest and middle west 
states, Chairman Clark announced that the Commission had been 
working with the operating officials of the railroads on a plan to 
move as much grain as possible on the Great Lakes. The chair- 
man made this statement in view of an appeal made by Gov- 
ernor Harding, of Iowa, that the facilities for transporting grain 
on the Great Lakes be used for the purpose of increasing the 
car supply. 

Governor Harding read to the Commission resolutions 
adopted by the Iowa Farm Bureau Association requesting that 
the Commission (1) establish rail rate on grain from Buffalo to 
New York. which rate would neutralize the difference between 
the all-rail rate and part water and part rail rate between Chi- 
cago and New York now in existence; (2) require eastern roads 
to return at once to the western roads their car equipment up to 
100 per cent; (3) require these cars thus returned not to go be- 
yond the terminals of their own roads and to return for another 
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load of grain, on the return trip to be loaded with coal or oihe; 
commodities: (4) require grain from west of Michigan lake ports 
to be shipped by water up to the boat carrying capacity. 

Governor Harding pointed out that the all-rail rate on grain 
from Chicago to New York was lower than the rail and water 
rate, and said rail-and-water rates should be established that 
would induce the movement of grain over the rail-and-water 
route. He asserted there was enough tonnage on the Great Lakes 
to carry 122,000,000 bushels of grain from Lake Michigan and 
Lake Superior ports to Buffalo on a single trip. He also esti. 
mated that there was load carrying capacity for grain and cog] 
on Great Lakes boats equal to that of 75,000 cars and that the 
utilization of lake boats to the fullest extent would release that 
amount of equipment for coal and grain. 

Governor Harding declared that the trouble with the trans. 
portation of the country was the congestion between Chicago 
and Buffalo points, and that if the lakes were used that situation 
would be relieved. He attributed the failure to use the lakes 
to the rate situation and to the fact that the law prevented 
rail lines from owning boat lines. 

“If you will use what power and authority you have as to 
reducing the rates between the Lake Erie ports and the coast 
so that lake bottoms will be used,” said Governor Harding, “you 
can relieve the car shortage in the grain country and in the east 
very materially.” 

Chairman Clark, referring to the governor’s recommenda- 
tions, said the question of inducing greater use of lake boats 
for the transportation of grain had been discussed in the rate 
conferences following the hearings in the advanced rate case 
and that the Commission now had the matter up with the car- 
riers. As to railroad-owned boats, he said they had not engaged 
to any great extent in the carriage of grain when such owner- 
ship was permitted, but he added that although it had been 
recommended that Congress revise the present law so that rail 
lines could acquire and own water lines, Congress had declined 
to make the change. 

A suggestion by Commissioner Jacobson, of the Minnesota 
Commission, that a plan be worked out for the use of Shipping 
Board vessels on the Great Lakes for the carriage of grain led 
to Chairman Clark making a statement to the effect that the 
Commission had had that matter up with the Shipping Board 
and represenatives of shippers with the result that shippers 
said that available Shipping Board vessels could not be used 
and that they did not want to use them. 

J. J. Murphy, member of the South Dakota commission, sub- 
mitted figures showing percentage of cars owned on the lines 
of the Chicago, Milwaukee & St. Paul, Great Northern, Soo, 
Northern Pacific, and the Chicago & Northwestern as of August 
1. The C. M. & St. P. had 92.5 per cent; the Great Northern. 
74 per cent; the Soo, 75.2 per cent; the N. P., 67.9 per cent: the 
C. & N. W., 102.8 per cent. 

Commissioner Aitchison brought out that in the two weeks 
preceding August 1 substantial improvement as to cars owned 
on line on the northwestern roads had been brought about by 
the Commission’s service orders and that approximately 10,000 
cars had been moved into the northwest in fifteen or sixteen 
days prior to August 1. 

Mr. Murphy said the small grain crop of the northwest 
would at least equal the 1918 crop. To handle the new crop, 
he said, cars should be relocated so that the northwestern lines 
would have on line 100 per cent of cars owned. He said the 
Commission should increase the number of cars being sent into 
the northwest. 

“Can you show us how it is possible to move more cars 
than are being moved at this time?” asked Commissioner Aitchi- 
son. 

“We need every car owned on line or the people are going 
broke,” said Murphy. 

Commissioner Murphy said there were “wonderfully more 
efficient operating conditions in 1918 than now.” Asked by 
Commissioner Aitchison as to the reason, he said it was because 
the railroads were not getting “a dollar’s worth of service for a 
dollar’s worth of pay.” 

Chairman Clark called to the attention of the witness that 
under regulations pf the Food Administration in 1918, grain 
moved under a 60,000 pound minimum loading rule and that the 
carriers now have in effect as to grain and grain products a 
60,000 pound minimum rule. He said shippers were protesting 
to the Commission against permitting an extension of that rule. 

Murphy said that, as to grain, shippers would load to 
capacity but that, as to grain products, he understood the rule 
caused some hardship. He said he believed, however, that if 
it was necessary that the rule be extended, shippers would not 
object but would co-operate. The chairman said he merely 
wished to point out that four cars, 60,000 pounds minimum. 
would move the same quantity of grain that six cars with a 
40,000 pound minimum would move. 

Statements by the witness as to the seriousness of the situa- 
tion brought from Chairman Clark a declaration that no one 
was justified in assuming that any member of the Commission 
was not conversant with the situation. 

Commissioner Aitchison referred to the fact that the Com- 
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August 14, 1920 


mission was finding it difficult to get gondola cars from the 
northwest to the east. Murphy asserted that South Dakota had 
peen “stripped” of open-top equipment. 

The South Dakota commissioner said he would not recom- 
mend that the Commission issue an order specifically cutting off 
ears from other industries but that he believed every available 
car suitable for the shipment of grain should be ordered to the 
northwest. 

“Assuming that we can get 100 per cent of ownership in 
your territory by September 1, are you going to be satisfied?” 
asked Commissioner Aitchison. 

“Yes,” replied Murphy. 

George H. Burns, representing the North Dakota Grain Men’s 
Union, said it would be disastrous for the farmer if he were 
compelled to dump his grain on the ground after harvesting. He 
said the grain men were urging that grain cars be loaded to 
capacity and that they were thoroughly in accord with the wishes 
of the Commission and the railroads in that respect. He also 
referred to the financial situation brought about by the banks 
holding farmers’ notes because of the inability to market last 
year’s crop. 

"  F. A. Chamberlain, chairman of the board of directors of 
the First National Bank of Minneapolis, discussed the depressed 
financial situation growing out of the inability to get a sufficient 
supply of cars. He said it was estimated that the small grain 
crop this year in the Northwest would reach 650,000,000 bushels, 
representing 550,000 carloads; that the corn crop would reach 
925,000,000 bushels, representing 187,000 carloads, and the potato 
crop 35,000,000 bushels, in Minnesota, representing 40,000 cars. 

Commissioner Potter inquired whether the difficulty in mov- 
ing the grain crop was not really due to lack of storage facilities 
on the farms and in the country elevators, pointing out that if 
these facilities were adequate it would not be necessary to move 
the bulk of the crop as rapidly as under existing conditions. 
Chamberlain said that up to the present the elevator space in 
Minneapolis exceeded the demand therefor. Other witnesses said 
the farmers of the northwest could not get the material to build 
granaries and that if they could get the material they did not 
have the money to pay for it. 

W. L. Richards, of the North Dakota Stock Association, 
speaking for the farmers of western North Dakota, said if the 
grain crop could not be marketed before the snow flies, he did 
not know what they would do. 

“We have been up against it in every way,” he said. 

Richards went on io state that last year the farmers lost 
thousands of dollars because they could not get cars to ship 
livestock. This year, he said, the farmers had been assured there 
would be an adequate supply of livestock cars, but that the 
situation was serious as to the movement of the grain crop. He 
said the farmers would load to capacity. 

Representative Steenerson of Minnesota, speaking for the 
Red River Valley, urged particularly that cars for the shipment 
of potatoes be provided. He said the potatoes must be shipped 
after digging and before freezing weather came or they would 
be ruined. 

Chairman Aitchison, referring to some of the difficulties the 
Commission and the carriers faced in getting cars to the north- 
west, said the carriers were moving 1,800 box cars a day through 
Chicago to the northwest when the Indiana-Illinois coal strike 
came along, with the result that the railroads did not have the 
coal to move the cars. 

Steenerson said the Commission should use all its power 
under the law and see that its orders are carried out if it is 
physically possible to do so. 

C. M. Reed,:- member of the Kansas Industrial Court of Re- 
lations, said that at the present rate of movement it would take 
twenty-eight months to move the 1920 grain crop of Kansas and 
the left-over of the 1919 crop. He estimated the 1920 crop at 
158,000,000 bushels. To show the slowness of the movement 
this year, he said the grain receipts at the primary markets in 
the last two weeks of July, 1919, were 21,602 carloads, while 
for the same period of this year the receipts amounted to 7,750 
carloads. 


J. R. Howard, president of the American Farm Bureau Fed- 
eration, said reports to that organization showed that more than 
10 per cent of the grain cars were not fit to haul grain in. He 
asked that efforts be made to have cars in good condition sent 
to the grain-loading centers. Commissioner Aitchison said the 
Commission had made efforts to improve that situation, but that 
the carriers said under union rules they could not hire men as 
carpenters for car repair work unless they had served four years. 

L. M. Betts of the A. R. A. commission on car service, testi- 
fed that the situation with respect to the movement of cars to 
the northwest had improved materially in the last two weeks. 
He said that the Great Northern, Northern Pacific, Soo, and 
Chicago, Milwaukee & St. Paul Jines, in the two weeks ending 
July 17, had loaded 12,286 cars of grain as compared with 10,688 
cars loaded in the same period of 1919—an increase of 1,598 
cars. He said difficulties had been encountered as the result 
of labor disturbances at the gateways to the west, but that the 
situation was improving. He said from 1,500 to 1,800 cars a 
day moved through Chicago to the northwest in the last week. 
Asked by Commissioner Aitchison as to the enforcement of 
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the Commission’s orders, Betts said they were followed daily 
and that satisfactory results were being obtained. He submitted 
the following table showing as of August 5 the number of cars 
ordered to the northwestern, western, and southwestern lines, 
the number delivered by the originating road, the number re- 
ceived by the destination road and the balance to be delivered: 















































No. No. Balance 

No. cars del. by recd. by to be 

Road. ordered, ogn.rd. P.c. destn. rd. P.c. delvd. 

Se a Se era 300 300 100 285 95 15 
ee 2 eee 2,250 2,250 100 2,250 100 asetetiia 
12. et ME ca vate etaaetee ine 1,500 1,500 100 1,30 87 194 
C. Be. 2 Bh. Ge Oe 6scx 2,700 1,533 55 % 47 1,427 
° ae eee 17,000 8,513 50 6,112 36 10,888 
(te Ss ee 3,300 2,377 72 2,099 63 1,202 
eee ee 8,050 4.511 60 4,409 54 3,841 
PHO. ANG: < on: vciwissrenewies 18,200 12,925 71 10,609 58 7,591 
Total N. W. dist.. 53,300 33,909 64 28,342 53 24,958 
ee ee 3,750 1,488 40 1,349 37 2,401 
CS? ey SS eee 8,450 4,857 58 3,155 37 5,295 
oe 3 Te ees 327 34 2 27 690 
ae a ee 1,600 1,008 63 609 37 991 
on Se oS eee 2,250 2,250 100 2,250 arene 
ca ee Be Bese 124 41 24 a 175 
ae Se Sy eee 8,400 6,234 74 3,708 44 4,692 
ro yS Ss eee 1,350 1,035 80 1,023 79 327 
be a ns 16,800 9,836 59 4,772 28 12,028 
Total C. W. dist.. 43,850 27,159 2 17,250 40 26,600 
BS 5 Se bi wen 2,700 1,748 65 1,622 60 1,078 
Se: Seen. Ge wdewkwces 2,100 1,420 70 1,300 62 800 
a Sere 2,100 1,048 50 49 36 1,351 
Total S. W. dist.. 6,900 4,216 61 3,671 53 3,229 
Total western dists...104,050 65,284 63 49,263 47 54,787 


J. M. Anderson of St. Paul, representing the Equity Society, 
was questioned by Commissioner Aitchison as to the movement 
of grain shipments from Montana and western North Dakota 
to the Pacific coast. Anderson said his association had been 
looking into that and that it was in favor of diverting grain 
shipments from the northwest to the east by rail to the Pacific 
coast ports, but that the present difficulty was to get the ships to 
carry the grain from the Pacific ports through the Panama canal. 
The commissioner said that where there had been a substantial 
movement of that character’ some years ago it had practically 
stopped and that attempts had been made to force the shipment 
of grain east by rail. He said that grain had even moved east 
by rail from Oregon and Washington. 

F. B. James, appearing for paving brick interests, asked 
that the Commission exclude from any order it might make, 
intrastate movement of box cars. He said that was a situation 
that apparently had been overlooked and that the rights of 
the shipper as to intrastate movements had been disregarded. 
He also urged that cars unfit for grain traffic be utilized both 
in interstate and intrastate traffic for which they could be used. 

Chairman Clark read a telegram from the Indiana commis- 
sion protesting against any order that would result in less equip- 
ment being available for Indiana grain and saying that further 
to reduce the available equipment would result in great injury 
to the farmers of that state. Chairman Clark said that was an 
example of what the Commission faced in sending cars west 
and that it was not a simple matter to pick cars and send them 
west. 

Governor Harding, of Iowa, and J. R. Howard, president of 
the American Farm Bureau Federation, have taken up with 
Daniel Willard, president of the Baltimore & Ohio and chair- 
man of the advisory committee of the Association of Railway 
Executives, the question of getting the carriers affected to agree 
voluntarily to an adjustment of rates on grain so as to make 
lake transportation of grain profitable, according to a statement 
issued by the American Farm Bureau Federation. 

“This action followed the disclosure of the fact that rate 
manipulations had practically driven lake transportation out of 
business,” the statement of the federation said. ‘Where 
previous to 1916 heavy tonnages were moved in both directions 
on the Great Lakes at very low rates, these bottoms are now 
largely idle and the resulting burden thrown upon the railroads 
from the middle west to the seaboard constitutes one of the 
big reasons for the present costly freight congestion.” 


The following statements by Governor Harding and Mr. 
Howard were given out by the federation: 


“Boats capable of carrying the equivalent of 75,000 carloads 
of grain per trip would be immediately available if these rates 
were properly adjusted,” said Governor Harding. “There is no 
justification for a rate of 10 cents per bushel between Buffalo 
and New York when the rate for the entire haul from Chicago 
to New York is only 13.8 cents. The rate for the western end 
of the trip should be raised and that for the eastern end low- 
ered. The rail service between Chicago and Buffalo represents 
60 per cent of the rail service between Chicago and New York. 
If this 60 per cent of energy in railroad, man power and me- 
chanical equipment could be saved by utilization of the lakes 
and diverted to other districts and commodities it would soon 
bring about a very notable improvement in the entire trans- 
portation situation. Cars should shuttle back and forth between 
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the grain fields and the lake elevators at the western end of the 
line and in the same way between Buffalo and the seaboard, 
thus avoiding the long hauls and empty return trips now neces- 
sitated.” 

“The entire American Farm Bureau Federation is solidly 
back of this proposition,” says President Howard, “and will 
insist that whatever action may be necessary be taken at once 
to utilize every available means of transportation. 

“Losses to farmers are mounting high into the millions of 
dollars because of inability to ship their products to market. 
Any petty, artificial trade obstructions cannot be allowed to 
stand in the way of whateveer transportation relief may be de- 
vised or discovered. 

“The railroads,” said Mr. Howard, “have recently received 
extraordinarily liberal treatment at the hands of the Interstate 
Commerce Commission, and this is the time for them to now 
come forward and voluntarily agree to the readjustment of 
these water-rail rates and thus relieve the situation at once 
without waiting for the slower and more costly legal processes.” 


SERVICE ORDERS EXTENDED 


The Trafic World Washington Bureau 


The Commission, in Service Order No. 12, August 11, ordered 
a thirty-day extension of service orders Nos. 7 and 9, or ninety 
days in all from June 21. The first gives preference in supply 
of cars for coal movement. Number 9 gives preference in the 
supplying of coal to public utilities. The latter interest some 
time ago appealed to the Commission to extend No. 9 because 
it had not been able to accumulate a surplus for next winter. 

Service Order No. 12, extending the terms of service orders 
Nos. 7 and 9, is as follows: 

It is ordered that Service Order No. 7, entered June 19, 1920, as 
amended by Service Order No. 9, entered July 13, 1920, and that Serv- 
ice Order No. 9 as amended by order entered July 29, 1920, be, and 
they are hereby, continued in force and effect for a period of ninety 
consecutive days, beginning with June 21, 1920. 

And it is further ordered that copies of this order be served upon 
the carriers upon whom service has been made of Service Orders Nos. 
7 and 9, and that notice of this order be given to the general public 


by depositing a copy hereof in the office of the Secretary of the Com- 
mission at Washington, D. C. 


WATER PURIFICATION CHEMICALS 


In circular C. C. S. 68, August 6, the car service commission 
of the A. R. A. advised railroads to expedite the movement 
chlorine, as follows: 


The Bureau of Public Health Service, in conjunction with the 
public health departments of different states, advises that there 
exists a widespread scarcity of chemicals necessary for water purifi- 
cation purposes throughout the country, together with more or less 
scarcity of raw materials in the hands of manufacturers of such 
chemicals. 

To meet this situation carriers are requested to take such action 
as will afford prompt movement of the following materials when to be 
used for the purification of public water supply, and for that purpose 
consigned to municipal authorities, or when for movement to plants 
for the manufacture of chemicals to be used for such purposes: 
Aluminum sulphate, bauxite, chlorine, calcium hypochlorite, soda asn, 
copperas, lime, empty cylinders for chlorine shipment. 


LAKE BOATS FOR GRAIN 


The Trafic World Washington Bureau 


The Shipping Board has announced the assignment of six 
lake vessels to upper lake ports for shipment of grain to Buffalo 
and for export. Five of the vessels are the Lake Ikatan, Ripon, 
Wauwautosa, Lake Galistoe and Lake Haresti. The sixth is 
yet to be named. These ships have a capacity of 100,000 
bushels each, and the plan is to unload 80,000 bushels of each 
cargo at Buffalo and send the ship with the remainder through 
the Welland Canal to Montreal. The board contemplates only 
one trip for each ship. 


CAR ACCUMULATION FIGURES 


The Trafic World Washington Bureau 


Car accumulations on July 30 were 90,571 as compared with 
85,839 on July 23, according to reports received by the commis- 
sion on car service of the American Railroad Association. The 
deferred car requisitions of July 25 were 118,648. Car loading 
for the week ending July 24 was 915,972 as compared with 909,- 
682 for the same period a year ago and 976,554 in the same 
period of 1918. 


RIGHT OF SHIPPER TO RELOAD 


The Traffic World Washington Bureau 


In CCS-71, distributed by the car commission, August 13, at- 
tention of the railroads is directed to a letter written by Com- 
missioner Aitchison to H. B. Thurston, chairman of the Pitts- 
burgh Terminal Committee, in which Aitchison defined the right 
of the shipper to reload a car made empty by him. The circular 
says: “It is generally recognized that receipt of car under load 
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gives industry no right to demand its use for reloading. If it is 
entitled to the car, based upon a proportionate distribution be- 
tween all shippers, it is proper that the industry should use it, 
but it should not be permitted to use the car to the disadvantage 
of other shippers who do not have inbound freight to supply 
them with empties for outbound movement.” 

In eases of refusal, the car commission said, the fact should 
be reported to it for handling. The circular bears out Mr. Aitchi- 
son’s restatement of the law on the subject, which is that a 
railroad has a perfect right to request the return of a car empty 
and is justified in refusing to accept the load. Aitchison said that 
if such practice were not proper it would be impossible to make 
a fair distribution of empty cars. 


MOVEMENT OF COAL 


The Trafic World Washington Bureau 


The movement of coal under the Commission’s service or- 
ders Nos. 10 and 11, according to reports to the commission 
on car service and the Interstate Commerce Commission, is 
fairly satisfactory as to coal for lake shipment, but not so sat- 
isfactory as to New England. Shipments to the lakes, from 
July 26 to August 9, thirteen days, were about eighty per cent 
of the requirements. The movement to New England, from 
August 7 to August 11, five days, was only 56 per cent of the 
requirements. 

In cars the shortage to lake ports was 7,305 and to New 
England 2,411. The daily loading for lake ports, under the 
order of Commission, is supposed to be 4,000 cars. Of that 
number, 3,840 have been definitely apportioned to designated 
railroads. 


Railroad men did not regard the shortage to New England 
with alarm when figures for the movement up to August 11 
were made up. They pointed out that the order of the Com- 
mission was so comparatively recent that the railroads prob- 
ably had not been able to get the movement going well. The 
railroads have been operating under the lake cargo coal order 
since July 26 and have been able to establish a better routing 
than to New England. The lake cargo movement was con- 
paratively light at first, but it improved as time passed, so that 
in the week beginning with August 8 it was better than the 
average. 


SHIPPING BOARD AND COAL TRADE 


The Trafic World Washington Bureau 


Reports to the effect that the Shipping Board contem- 
plated withdrawal of its tonnage from the export coal trade 
were denied by Admiral Benson, chairman of the board,, Aug- 
ust 10, but he added that a number of Shipping Board vessels 
that have been in that trade were seeking other cargo for 
carriage. He said no official action, however, had been taken 
by the board as to withdrawing the tonnage and that none 
was contemplated. 


Explaining the reason for the Shipping Board vessels seek- 
ing other cargo than coal, the chairman said that under exist- 
ing conditions the board was losing millions of dollars because 
of a decline in charter rates. This decline is attributed to the 
order of the Interstate Commerce Commission giving prefer- 
ence and priority to New England coal. 


CALDER GIVES TIPS TO BENSON 


The Trafic World Washington Bureau 


Greater use of Shipping Board tonnage in the carriage of 
coal and also lumber in the coastwise trade was urged by Sena- 
tor Calder, Chairman of the Senate committee on reconstruc- 
tion and production, in a letter to Chairman Benson of the 
board. He further urged that the rail-and-water rate on coal 
be reduced so that the movement of coal by water would be 
encouraged. He said icoal, lumber and other commodities 
could be carried by Shipping Board vessels, even at a loss, un- 
til normal conditions have been restored. 


“It has been urged on us,” said Senator Calder in his let- 
ter, “that the immediate and maximum use of the great fleet 
of the Shipping Board would undoubtedly hasten the return of 
normal conditions.” 


LOUISIANA AND ARKANSAS WOULD ISSUE NOTES 


The Louisiana & Arkansas Railway Company has asked the 
Interstate Commerce Commission for permission to issue equip- 
ment trust notes aggregating $220,000. Interest at the rate of 
6 per cent, payable semi-annually, will be paid. The applicant 
stipulates that the returns from the issue will be used to buy 
four ten-wheel freight locomotives, one steam wrecker, one 
Jordan ditcher, one steam bucket crane and two steel passenger 
coaches. The total cost of the equipment will be $287,703, of 
which $67,703 will be paid in cash, according to the applicant. 
The securities will be issued through the Guaranty Trust Com- 
pany of New York. 
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TROUBLE IN THE COAL TRADE 


The Trafic World Washington Bureau 


George H. Cushing, managing director of the American 
Wholesale Coal Association, charged in a letter sent by him to 
Chairman Clark of the Commision, that “a small selfish group in 
the National Coal Association is making use of the power of your 
Commission to punish if not to destroy the wholesalers.” Copies 
of the letter were given out by Cushing August 6. Cushing also 
replies to statements made by the National Coal Association as 
to the use of the reconsignment privilege by speculators selling 
coal for export. The letter follows: 

“It becomes necessary for me to direct your attention to the 
fact that a small selfish group in the National Coal Association 
is making use of the power of your Commission to punish if not 
to destroy the wholesalers without doing anything to improve the 
transportation situation. 

“You will recall that recently I was a witness before your 
Division Five. As is customary I was put under oath. Having 
proper regard for the quality of an oath, I told the truth as I 
saw it. I said that certain agencies of the government had, by 
crying famine, created a panic which had advanced the prices 
of coal. These high prices had given the impression that a 
shortage existed, when, as a matter of fact, it did not exist at all. 

“Naturally, I could not recommend that the Commission 
should try to correct the mistakes of judgment on the part of 
your colleagues in the government when an unnecessary action 
on your part would do an injustice to other shippers who had a 
perfect right to use the transportation facilities of the country. 

“While I was on the stand this little selfish group in the 
National Coal was in the audience. Among them the remark 
was passed—and overheard—that: ‘Now that he is out in the 
open with that stuff, we will get him.’ 

“My reason for calling this to your attention is that, with 
your help, but without your knewledge, they have started to do 
so. 

“For instance, immediately thereafter, your Commission was 
forced to lean heavily upon the Willard Committee for advice 
as to ‘constructive’ measures. The Willard Committee, naturally, 
sought the co-operation of the National Coal Association. It is 
unfortunate for all concerned that this little selfish group was 
largely represented on that association’s conference committee. 

“To support certain recommendations they made and to pre- 
pare the way for others which are in preparation, a campaign of 
publicity was launched in which the misleading statement was 
made that mine prices on coal had not exceeded $4 per ton and 
that the high prices were traceable to a ‘speculative’ element 
which had inserted itself ‘between the operator and the con- 
sumer.’ 

“To kill off this so-called ‘speculative element’ a determined 
attack has been made upon the reconsigning provisions in the 
railroad tariffs. Before Division Five, in the hearing to which 1 
have referred, the statement was frequently made that ‘un- 
doubtedly the reconsigning privilege has been abused.’ There 
was, however, no evidence to support it. Nor was it shown that 
this so-called ‘abuse’ delayed a single car a single day. The 
‘abuse’ referred to was the resale of coal while it was on its way 
to market. It was not shown, however, that this resale delayed 
any car. The facts are that while there have been resales of 
coal the car itself kept moving all the time. And that the re- 


consignment order was ready when the car reached the recon-* 


signing point. You were thus, and falsely, led to believe that this 
resale of coal, when it did occur, was delaying cars. As a matter 
of fact, it was not and is not. . 

“To show the utter falseness and viciousness of this attack 
I call your attention to several statements recently issued from 
the same quarter. One of them was against the Tidewater Coal 
Exchange. In this statement it is charged that this exchange 1s 
a nest of speculators who are holding 5,000 cars out of use for 
speculative purposes and that the liberal reconsigning privilege 
allowed by you to this group is perpetuating this so-called vicious 
system. In that statement this little selfish group overreached 
itself for two reasons, viz.:! 

“First—No coal moving to the Tidewater Coal Exchange is 
reconsigned. It is shipped out of the pool, mostly by the water 
route. 

“Second—The Tidewater Coal Exchange has not, for four 
months, paid a dollar of demurage. If there had been detention 
of cars, demurrage must have been paid. The fact that no 
demurrage was paid is best proof that there was no detention of 
cars. 

“You are aware of the fact that the Tidewater Coal Ex- 
change was created as a war measure to save transportation. 
During the war membership was compulsory. After the war it 
was continued, at the earnest solicitation of the railroads,* to 
Save transportation. The interest of the railroads in it is indi- 
cated by the fact that they pay half of its expenses. However, 
this little selfish group fought the Railroad Administration when 
this pool was to be continued and is now trying to destroy it 
by pleading—contrary to the wish of the railroads—that you 
make rules under which it cannot operate. 

“The same selfish little group has taken advantage of its 
access to the Willard Committee to draft new reconsigning rules 


THE TRAFFIC WORLD 309 


which serve no purpose which you have in mind—to save trans- 
portation—but which serve excellently their purposes, which is 
to destroy the wholesaler and the smaller mines, which market 
through them. 

“That you may understand this vicious propaganda in all its 
nakedness, I call your attention to the fact that the two dis- 
tressed points of the United States are said to be the Northwest 
and New England. It is assumed by you and everyone else that 
these districts are fed respectively through the lakes and tide- 
water ports. If it is true that the reconsigning privilege is re- 
sponsible for the delay of cars, then the places where they should 
have been the most rigid should have been at the lake and tide- 
water ports. However, in the new reconsigning rules as pre- 
sented to you, these two places are exempted and the killing 
burden of the proposed regulations fall on other parts of the 
country not now in distress. 

“I wish also to call to your attention the fact that terminal 
committees at Detroit and Chicago have issued orders cancelling 
the reconsigning rules and charges and making other drastic 
regulations. Having been a member of one of your terminal com- 
mittees, I know that none of these has any authority to issue 
any orders at all. They are restricted to ‘recommending to 
the Commission’ the issuance of any orders. This action on their 
part is a clear violation of your instructions. Nevertheless it 
amounts to a destruction of the business of the wholesalers. 

“Seeing how far the so-called ‘remedies’ and ‘constructive 
measures’ are from the purpose you have in mind and from any 
legitimate exercise of your powers under the Transportation Act 
of 1920, I am under necessity to inform you that your powers 
are being used by this little selfish group to further their own 
interests without meeting the real problem at all. 

“And since they have seen fit to make their assaults upon the 
wholesalers public and since you have, unwittingly, been led to 
spread their propaganda through official pronouncements of the 
Commission, [ feel at liberty to make public a copy of this letter 
to you.” 

The following comment was made by Colonel D. B. Wentz of 
Philadelphia, president of the National Coal Association, on the 
letter written by Mr. Cushing to Mr. Clark: 

“Mr. Cushing’s letter is obviously an attempt to block action 
to stop the present evil of holding cars loaded with coal at tide- 
water for speculation.” 


COAL PREFERENCE INTRASTATE 


The Trafic World Washington Burcau 


In behalf of the Metropolitan Paving Brick Company of Can- 
ton, O., Francis B. James and E. E. Williamson have asked the 
Commission to modify its service orders (particularly Service 
Order No. 7) giving coal preference in the distribution and 
movement of open-top cars, so that they will not apply to cars 
ordered for intrastate commerce. They made the point that 
the orders of the Comission and of the car service commission 
of the American Railway Association are so worded and so 
applied that they cover intrastate as well as interstate com- 
merce, contrary to the rule laid down by the Supreme Court 
of the United States in the first employers’ liability cases 
(Jan. 6, 1908, 207 U. S. 463). Chief Justice White, speaking for 
the court, in that decision said: 





The act then being addressed to all common carriers engaged in 
interstate commerce, and imposing a libality upon them in favor of 
any of their. employes, without qualification or restriction as to the 
business in which the carriers or their employes may be engaged at 
the time of injury, of necessity includes subjects wholly outside otf 
the power of Congress to regulate commerce. Without stopping to 
consider the numerous instances where, although a common carrier 
is engaged in interstate commerce, such carrier may in the nature of 
things also transact business not interstate commerce, although such 
local business may indirectly be related to interstate commerce, a 
few illustrations showing the operation of the statute as to matters 
wholly independent of interstate commerce will serve to make clear 
the extent of the power which is exerted by the statute. 


After saying that the language of orders Nos. 7, 9 and 10 
are open to the criticism that it includes more than interstate 
commerce and therefore falls within the rule that caused the 
Supreme Court to overrule the government’s contention in the 
first employers’ liability cases, the attorneys for the applicant 
brick company say: 

“The orders of the Commission create undue, unreasonable 
and unjust discrimination and preferences and advantages in 
favor of interstate commerce and discriminates against and 
creates undue preferences and creates undue, unreasonable and 
unjust discriminations, prejudices and disadvantages against 
intrastate commerce. 

“The great cry in the past was that state legislatures and 
state commissions created discriminations and undue and un- 
reasonable preferences and advantages in favor of intrastate 
commerce as against interstate commerce and this led to the 
great decision by the Supreme Court of the United States in 
the so-called Shreveport case, being Houston & Texas Railway 
vs. United States (June 8, 1914), 234 U. S. 342. It is a funda- 
mental principle that intrastate commerce should not discrimi- 
nate against and be given undue and unreasonable preference 
and advantage over interstate commerce, and it is fundamentally 
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true that the reverse should not take place, to wit, that inter- 
state commerce should not discriminate and be given undue 
and unreasonable preference and advantage to the prejudice 
and disadvantage of intrastate commerce. 

“Paragraph 4 of section 13 of the act to regulate commerce 
as amended and supplemented (official copy of interstate com- 
merce act, page 39) provides as follows: 


_. (4) Whenever in any such investigation the Commission, after 
full hearing, finds that any such rate, fare, charge, classification, 
regulation or practice causes any undue or unreasonable advantage, 
preference or prejudice as between persons or localities in intrastate 
commerce on the one hand and interstate or foreign commerce on the 
other hand, or any undue, unreasonable or unjust discrimination 
against interstate or foreign commerce, which is hereby forbidden 
and declared to be unlawful, it shall prescribe the rate, fare or 
charge, or the maximum or minimum, or maximum and minimum, 
thereafter to be charged, and the classification, regulation, or prac- 
tice thereafter to be observed, in such manner as, in its judgment, 
will remove such advantage, preference, prejudice or discrimination. 
Such rates, fares, charges, classifications, regulations and practices 
shall be observed while in effect by the carriers parties to such pro- 
ceeding affected thereby, the law of any state or the decision or order 
of any state authority to the contrary notwithstanding. 

“Said paragraph 4 of said section 13 was inserted in the 
interstate commerce act by the transportation act of 1920. It 
would seem remarkable, considering the reasons, objects, spirit 
and purpose of said paragraph 4 of said section 13 of the inter- 
state commerce act as amended and supplemented to prevent 
discriminations and undue and unreasonable advantages and 
preferences and prejudices as to interstate commerce, that the 
Interstate Commerce Commission by its own orders should 
create discriminations, advantages, preferences and prejudices 
as to intrastate commerce. 

“It is true that sub-paragraphs (b) and (d) of paragraph 15 
of section 1 of the act to regulate commerce as amended and 
supplemented give the Commission power to give directions 
for preference or priority, but said power is limited to cars to 
transport articles which are the subject matter of interstate 
commerce, but does not give such power as to cars to transport 
articles which are the subject matter of intrastate commerce. 
We wish to again dwell upon paragraph 2 and the proviso 
contained at the end of paragraph 17 of section 1 of the act 
to regulate commerce as amended and supplemented and call 
attention to sections 520 and 522 of the Ohio Code.” 


PRODUCTION OF COAL 


The Trafic World Washington Bureau 


Production of soft coal the last week of July dropped below 
the 1919 level for the first time this year, due to the strike of 
daymen in the middle west, the Geological Survey, Department 
of the Interior, states in its weekly report on coal production 
under date of August 7. The total output was estimated at 
9,357,000 net tons, a decrease of 1,523,000 net tons when com- 
pared with the latest pre-strike week. 

The closing of mines because of labor disturbances, the 
report states, reduced the demand for cars and was the pri- 
mary cause for a decrease in the percentage of time lost on ac- 
count of transportation disability. Over the country as a whole 
the transportation loss the week of July 24 was 29.6 per cent 
as compared with 32.3 per cent the preceding week. Examina- 
tion of reports from fields not affected by the strike, however, 
it is stated, indicates no widespread improvement in car sup- 
ply. In some districts there was improvement; in others, the 
losses grew more acute than before. 

The first week (July 31) of operation of the amended Lake 
order (Service Order No. 10), the report says, saw 775,318 tons 
of soft coal dumped at Lake Erie ports, 112.712 tons more than 
the dumpings of the preceeding week of July 24. The cumula- 
tive shipments from the beginning of the year now stand at 
6,814,074 net tons as compared with 12,163,000 in 1918 and 13,- 
188,000 in 1919. 

Tidewater shipments during the week ended July 31 estab- 
lished what is believed to be a new record for coal handled over 
tidewater piers in a single week, the report says. According 
to reports furnished the Survey by the American Railroad As- 
sociation the total dumpings at the four north Atlantic ports 
and Charleston were 27,461 cars, exceeding the previous week 
by 1,771 cars and being 4,661 cars greater than the weekly 
average for June, 1920, hitherto the maximum month. The total 
dumpings for the month of July were 104,826 cars, distributed 
as follows: New York, 34,918; Philadelphia, 13,420; Baltimore, 
14,109; Hampton Roads, 40,791; Charleston, 1,588. 

While the average loading per car is not known, the Sur- 
vey says the indications are that the record of the tidewater 
movement for July will approximate 5,000,000 net tons. 

Statistics on the destination of coal dumped at tidewater 
during the week ended July 31 are at present available only 
for the port of Hampton Roads, the Survey says. A total of 
604,000 net tons was handled by the three exchanges there, an 
increase of 51,000 tons over the preceeding week. The increase 
went almost entirely to exports; there was a slight decrease in 
the quantity shipped to New England. The average movement 
to New England through Hampton Roads was 137,000 net tons 
per week during the five weeks ending July 31. Of the 604,- 
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000 net tons referred to above for the week ended July 31, 392. 
000 tons were for export. 

The rail movement of bituminous coal to New England 
continued to be heavy during the last week of July. According 
to reports furnished the Geological Survey by the American 
Railroad Association, 6,368 cars were forwarded to New England 
destinations through the five Hudson River gateways of Har. 
lem River, Maybrook, Albany, Rotterdam, and Mechanicsville. 
With the exception of the preceding week, this was the largest 
movement of the year and one of the largest of record. It was 
1,489 cars, or 30 per cent, greater than that of the corresponding 
week of 1919. 

The National Coal Association has urged the Commission to 
regulate the distribution of open top equipment to wagon mines, 
hundreds of which, according to the association, have sprung 
into existence during the coal shortage emergency. It is roughly 
estimated that there are 3,000 such mines in the bituminous 
coal fields. These mines draw upon the railroads for equip. 
ment and tie up cars because of their necessarily slow method 
in loading cars. The output from such mines is small, accord- 
ing to coal operators. 

J. D. A. Morrow, vice-president of the National Coal Asso- 
ciation, in a statement issued August 9, took an optimistic view 
of the coal situation. He said: 

‘The coal situation is getting better. Official Washington 
has been kept advised day by day of what is being done by the 
National Coal Association’s committees, the railway executives 
and others at work on the existing problems. It is becoming 
evident that the efforts of the various agencies interested al- 
ready are bearing fruit. 

“Reports here are that production is rapidly approaching 
normal output in Illinois and Indiana. In the Eastern districts 
splendid results are being accomplished by the operators and 
the railways in the effort to obtain increased shipments from 
the mines. It is estimated that production for this week will 
approach 11,000,000 tons. 

“The Baltimore & Ohio Railroad, the Chesapeake & Ohio, 
the Norfolk & Western, the Virginian and other large coal 
loading roads, are performing creditably. The Pennsylvania 
Railroad is still a little disappointing. Col. D. B. Wentz of the 
National Coal Association has had this up with General Aitter- 
bury, of the Pennsylvania Lines. We are satisfied that the 
executives of the Pennsylvania Railroad are making vigorous 
efforts to improve the loading and shipment of coal on their 
lines. 

“Movement to the Lakes is not yet up to schedule. From 
the inception of the Lake order on July 26th up to August 7, 
the total shipments were 10,745 cars behind the scheduled 4,000 
cars to be dumped at Lake Erie ports daily. Practically all of 
that shortage is due to the insufficient car supply on the Penn- 
sylvania Railroad. Shipments over that road to the Lake ports 
for the week ending July 31 were 4,660 cars below scheduled 
requirements. The Wheeling & Lake Erie was also about 1,000 
cars behind. This deficiency, however, was due not so much 
to lack of cars as to congestion on the road. This is now being 
rapidly remedied, and regular shipments up to requirements 
may be expected. 

“The situation as to New England is distinctly encouraging. 
The New England wholesale coal men have organized a com- 


- mittee to work in conjunction with the operators and the rail- 


road executives. As an outcome of their efforts, coal is mov- 
ing to tidewater ports fully up to the 1,250,000 tons called for 
under the New England priority schedule. 

“One of the chief sources of concern was the supply of 
coal for the New England railways. Due to the fact that these 
railways were endeavoring to move their fuel supply all-rail, 
they were making it difficult for other New England consumers 
to obtain their tonnage through the New England gateways. 
The New England railroads now have arranged for the move- 
ment of 382,000 tons of locomotive fuel by water. This one 
fact alone insures the success of the New England program. 

“The sore spot remaining in the soft-coal situation is the 
speculation in coal. This problem is being attacked by the Na- 
tional Coal Association through a special committee, which has 
developed a preliminary plan (involving curtailment of the re- 
consigned car privilege) to deal with the speculative misuse 0! 
transportation facilities in the tidewater movement. The con 
mittee is tackling the vroblem in a very practical manner. 
Without question the speculative situation can be met if the 
railways will join in making effective the committee’s plan 
when it is worked out.” 


LOAN TO ANN ARBOR 


The Commission has approved a loan to the Ann Arbor Rail- 
road Company of $35,000, to enable the carrier to provide it 
self with three new switching locomotives at an estimated cost 
of $116,775. Of the total cost of the locomotives, 50 per cent 
is to be financed by the issue of equipment notes to or through 
the builders, approximately 20 per cent is to be paid in cash 
by the carrier and approximately 30 per cent is represented 
by the Government loan. 
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COMMENT ON GARTNER ARTICLES 
Editor The Traffic World: 

In connection with Karl K. Gartner’s article in your July 
10 issue on changes in the commerce act, there are certain 
points in relation to his remarks on section 6 of the act which 
appear to me worthy of consideration, and apparently obviate 
the difficulties he points out. 

In regard to overcharges resulting from the application of 
a class rate instead of a commodity rate, the principle seems 
to be pertinent that a commodity rate takes precedence of a 
class rate, which is a well-recognized traffic principle. Further, 
the principle that the specific overrides the general is likewise 
an excellent legal doctrine, and would be applied by a court, 
notwithstanding it is not specifically embodied in the commerce 
act, Which is not supposed to embody all the law applicable 
to rates. Thus the class rate is eliminated entirely from con- 
sideration, the commodity rate being the only one applicable, 
and if it is exceeded a simple overcharge results, which may 
be recovered either in court or through the Commission. If 
complaint is made to the Commission and it fails to enter an 
order, no doubt the shipper would find an obstacle to recovery 
in court if the carrier declined to make refund for lack of a 
definite order of the Commission; but in the cases of that char- 
acter that I have seen it has appeared that the carrier had 
expressed its willingness to make refund, and the making of 
an order was considered as an unnecessary formality. If, not- 
withstanding this, the carrier refuses to make the refund, the 
remedy is to have the case reopened and the order entered. 
The proposed amendment to the act seems open to the objec- 
tion that it assumes that there may be two different lawful 
rates on the same movement, whereas an apprent conflict of 
rates may be always reconciled by appropriate principles of 
law or rulings of the Commission which it is empowered to 
make. 

The difficulty suggested in regard to misrouting seems to 
consist of the lack of any definite obligation under the act to 
transport via the lowest rated route. It is true the act does 
not directly impose this obligation, but it empowers the Com- 
mission, in section 15, to prescribe reasonable rates and prac- 
tices, under which the Commission has promulgated conference 
ruling No. 214, imposing such obligation, which is all that is 
necessary and, it would seem, obviates any necessity for amend- 
ing the act. L. Palmer. 

New Orleans, La., July 27, 1920. 


LOSS AND DAMAGE CLAIMS 


Editor The Traffic World: 

Now that the rate case has been decided, it may be well 
to dwell on the subject of loss and damge claims, which is 
always a live topic and forever before us, and no doubt will 
continue to be so indefinitely, regarded more or less as a neces- 
sary evil and incidental to the transportation business. 

There are many elements involved in a discussion of this 
matter, but we will confine ourselves briefly to the discussion 
of. minimizing and providing regulations for the purpose of 
setting a time limit on the carrier’s investigation of claims. 

On the one hand, claimants are required by law (and no 
doubt properly so) to file claims within a certain period, pre- 
sumably to give the carrier ample opportunity to investigate 
before the matter becomes too old, and it is well that this 
regulation should be continued in its present status. 

On the other hand, however, carriers are granted unlimited 
latitude in investigating claims without any time restriction 
other than that which they choose to comply with as individuals 
or collectively. 

It is evident that the settlement of claims should not be 
subject to the whims or prejudices of the carriers, as this re- 
Sulis in general dissatisfaction and insecurity, and is very un- 
sound in prineiple, particularly when claimants are governed 
by a set of rules and the carriers will not submit to any such 
tules, but only to the pressure of suit if the carrier elects to 
force that alternative on the claimant. By providing such rules 
and regulations as will protect both carriers and claimants, a 
general tone of satisfaction will inure to the betterment of the 
Situation, and this will result in a closer co-operation by the 
Claimants and carriers. 

_ It is not to be denied that some carriers make settlements 
I reasonable periods, but this does not affect the principle 








involved nor does it justify the lack of uniformity in rules 
governing the situation which permits each carrier to indulge 
in practices suitable to their own fancies without regard to the 
claimant’s rights. 

The rules, of course, should be such as to protect the car- 
rier against improper claims and elastic enough to provide for 
the various situations resulting from the diffeernt economic and 
industrial conditions. 

Without permitting any injustice to the carrier, a certain 
time limit should be set for different claims and adjustment 
be made within that period. 

Here is a matter pregnant with material for discussion and 
it should be agitated and thoroughly discussed by the various 
interested parties and a proper solution with just regulations 
should result to the benefit of all concerned. 

These remarks are not the result of any Utopian views, but 
merely are thoughts on the general situation as affecting loss 
and damage claims at the present date. 

With the adoption of more modern methods to handle ship- 
ments, there should be room for modern methods to handle 
claims. 

A. S. Cameron Steam Pump Works, 
W. W. White, Traffic Manager. 
New York, N. Y., August 5, 1920. 


THE RAILROADS’ COMPLAINT 


Editor The Traffic World: 

During the past few years the carriers have adopted the 
policy of blaming the shippers for all the trouble they may 
have. If railroads have strikes, the shippers are raising the 
wage scale in excess of what the carriers can afford to pay. If 
cars are weeks and months in transit, the consignee is to blame 
for not ordering last year. If there is a car shortage, the ship- 
pers do not load and unload quick enough—do not load the cars 
to capacity and they do not “double load” cars. All these argu- 
ments I have received from railway officials who are well past 
their childhood days. 

The carriers evidently do not believe in loading their own 
merchandise cars very heavy. Safe to say, nine merchandise 
cars out of ten I have’ inspected were not loaded over ten thou-: 
sand pounds—and such loading! If we should load stoneware 
the way L. C. L. freight is stowed, cars would be denied us, 
and rightly. On some of the largest systems in this country 
ten thousand pounds per merchandise car is the average. Any- 
thing over is remarkable and investigated. 

Yet in the face of this we are ordered to load more heavily. 
We all know the equipment of this country is in awful shape. 
The average car fresh from the shop scarcely can run five 
hundred miles without being kicked out on some side track— 
“bad order.” That’s the result of overloading. The carriers 
hold this up as an example of government control. I claim it’s 
the result of petty officials yelping at us to load more heavily. 

Strange, indeed, brainy men like we have at the head of 
our railroads should advocate double loading. I could give you 
numbers and initials of these double load cars that were de- 
layed days because of this. One car in particular laid two 
weeks on a team track waiting for a slight readjustment of the 
load. The claim department of any railroad could quote some 
fine examples of this. 


Now, in face of all this higher carload minimum and de- 
murrage charges are being advocated by the carriers. 

Wherever it is possible, the carload minimum has been in- 
creased materially in the last few years. We all know the 
equipment being built by the carriers has a larger carrying 
capacity than the old, but surely sane-minded men would not 
permit an entire revision of business methods. Increasing the 
C. L. minimum would drive out the small shipper and place all 
the business of the country in the hands of a few. Heavy 
commodities would not be affected. Lighter commodities would 
suffer. 

Demurrage is a penalty assessed by the carriers for holding 
their equipment. They claim they don’t want the money; they 
want the cars. Cars are weeks and months in transit, yet if 





we hold a car one day, what a “holler.” The average shipper 
orders cars so that he can handle them promptly and easily. 
If we ship three cars to our Chicago plant at the rate of one 
every other day, six to eight will be placed every two weeks or 
so. Cars shipped weeks apart arrive on the same day and we 
Demurrage is not the remedy. 


are embargoed. Carriers can 
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leave empty cars standing on private sidings days after un- 
loading or they can delay placing cars until an accumulation 
arises and then charge demurrage, which they are sorry to 
assess. The day is coming when the shipper will not stand 
for this under the present car demurrage. What we want is 
reciprocal demurrage. 

What this country needs more than anything else is co- 
operation on the part of the carriers. The shipper is fair 
minded enough to grant the carriers a just price for real service, 
but what we object to is being blamed for strikes and embargoes 
more than double our share. 

Western Stoneware Company, 
R. J. Dellinger, Traffic Manager. 
Monmouth, IIl., August 5, 1920. 


SHIPPERS’ ORDER LADING BILLS 


Mr. W. H. Chandler, 
Manager, Transportation Bureau, 
Chamber of Commerce, Boston. 

Referring to our discussion last winter when you were a 
member of the committee, you may be interested to know the 
result of the committee on car service at Chicago inquiring 
into and recommending as to the forwarding of freight con- 
signed “order.” 

The meeting referred to was held July 21st last and the 
records read: 


Whereas, Records denote that serious detention to cars and a 
large amount of switching service and corresponding reduction in 
capacity result from the application of tariff provisions permitting 
the handling of traffic on the basis of shippers’ order bills of lading, 
a privilege which while desirable and perhaps of considerable mone- 
tary value to a small percentage of the public, dependent upon the 
use of transportation facilities in the conduct of their business, is not 
a necessity. 

Be It Resolved, That this Committee urge the Commission on 
Car Service, and through it the Interstate Commerce Commission, to 
order suspension of all tariffs and other forms of regulations per- 
mitting the issuance of shippers’ order bills of lading, and 

Be It Further Resolved, That pending suspension of tariffs and 
other forms of regulations as recommended, an embargo be issued by 
each of the Chicago railroads members of this Committee prohibiting 
acceptance for movement to the Chicago Switching District of traffic, 
shippers of which may demand shippers’ order bills of lading, the 
embargo to be given general circulation. 


Personally I doubt the ability of the carriers to bring about 
this change and question somewhat its desirability, as the 
business of the country is largely interwoven with the prin- 
ciple of consigning freight “order.” I believe now, as I did 
last winter, that the custom from an operating standpoint is 
objectionable, that it results in some delay to equipment, and 
that if continued the carriers should have remuneration for 
the extra care, work, and risk in handling “order” freight. 

Boston, Mass., Aug. 2, 1920. C. M. CONKLIN. 





Mr. C. M. Conklin, 
New York, New Haven & Hartford, R. R. Co., 
South Station, Boston, Mass: 

I agree with you as to the practicability and desirability 
of the recommendation of the committee on car service at 
Chicago. 

The question of carriers making a charge for shipments 
consigned to order when the bill of lading is not surrendered 
before the car arrives, is already before the Interstate Com- 
merce Commission; testimony in reference to the matter has 
been presented both by the carriers and the shippers, and the 
examiner’s report has been submitted. 

It seems to me that if the carriers would make more of 
an effort to operate the roads and stop their efforts to upset 
the business man, more progress would result. 

W. H. CHANDLER, 
Mgr. Transportation Bureau, 
Chamber of Commerce. 
Boston, Mass., Aug. 7, 1920. 


MINIMUM WEIGHTS ON GRAIN 


Public Service Commission of Nevada, 
Carson City, Nev.: 

Through Mr. Fred Feldt, rate expert of your commission, 
this bureau has learned that the Pacific Freight Tariff Bureau, 
through its agent, E. W. Gomph, has filed an application asking 
for authority to continue in effect certain minimum weight 
requirements covering the transportation of grain and grain 
products, which, under present tariff provisions, automatically 
expire September 1, 1920. 

At this time we desire to enter our protest against the 
continuation of these rules after August 31, 1920. Our grounds 
for taking this position are as follows: 


First. That the provisions of the rules, and the minimum weights 
in effect at the present time and which it is proposed to continue for 
the future, constitute a discrimination against the grain and milling 
industries. 

Second. That such rules allow discrimination as between ship- 
pene Se flour and grain, and particularly shippers of the latter com- 
modity. 

Third. That by the application of such rules and minimum 
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weights the carriers are not increasing car efficiency to the extent 
claimed, but are rather securing transportation charges for services 
which are not performed in a great many instances. 

Fourth. That the rules and minimum weights referred to are 
extremely detrimental to the grain producing and milling industry ip 
the State of Nevada. 


With respect to our first objection, I desire to call attention 
to the fact that during the entire period of the federal contro] 
of railroads, and since that time the grain and milling indus. 
tries in this state have used every effort to aid in the efficient 
loading of cars by furnishing capacity loads where possible. 
That since the drastic rules and high minimum weight provi- 
sions were made effective in December, 1919, and which were 
supposed to expire March 31, 1920, these industries have cheer- 
fully endeavored to live up to the tariff requirements, even 
since the Interstate Commerce Commission ruled that the same 
must remain in effect until August 31, 1920. 

It is our. opinion that any regulations which may be made 
effective looking toward increased car efficiency should be of 
such a character as to operate in a non-discriminatory manner, 
and that one class of shippers should not be made to bear the 
greatest burden. 

Referring to our second objection, we desire to call your 
particular attention to the minimum weights applicable to grain 
shipments. The privision of the tariffs covering this commod- 
ity reads as follows: 


(a) On grain, all kinds, minimum weight marked capacity of 
car except where marked capacity is less than 40,000 pounds, in 
which case minimum weight will be 40,000 pounds per car. 


In connection with the above-quoted piovision, we call at- 
tention to the last sentence of the opening paragraph to rule 
6-B, Supplement 18 to Pacific Freight Tariff Bureau’s Exception 
Sheet No. 1-F, I. C. C. 305, P. S. C. N. 65, reading as follows: 


Where tariff provides that minimum weight will be capacity of 
car, carriers will not undertake to furnish car of any specified capac- 
ity and the minimum weight will be capacity of car furnished. 


Let us assume that two shippers of wheat at Elko, Nevada, 
have ready for transportation 80,000 pounds of the commodity, 
and the agent of the carrier has available for service two cars, 
one of 80,000 pounds capacity and one of 100,000 pounds capac- 
ity. Both shippers having offered their wheat for transporta- 
tion, one of them must pay charges for 20,000 pounds of space 
which he is unable to use, while the other shipper enjoys the 
benefit of having charges assessed on the basis of the actual 
weight of his shipment. We believe that it would be far more 
consistent to say that the carrier should not accept a shipment 
unless the shipper was able to load a car to full weight ca- 
pacity. Surely there is no increase in car efficiency in hauling 
a car loaded to eighty per cent capacity and receiving revenue 
on the basis of one hundred per cent weight capacity. This 
last statement is made in support of our third objection as 
well as to the second. 

With further reference to our third objection we desire to 
state that specific reference can be made to various shipments 
of grain where shippers have been penalized in cases where it 
was absolutely beyond their power to conform to the require 
ments of the regulations and minimum weights under discus- 
sion. For example, recently a shipper had a little over 120,000 
pounds of grain to forward. The shipment could not be for- 
warded in a 100,000 pound capacity car, the largest available. 
Consequently the shipper had to forward the grain in two lots 
of approximately 60,000 pounds each, was furnished an 80,000 
pound and 100,000 pound car, and paid charges for transport- 
ing 60,000 pounds of space. 

With respect to our fourth objection we wish to call at- 
tention to the fact that in so far as large shippers of grain are 
concerned the rules and minimum requirements provided do 
not work such a great hardship as to the small shipper who is 
the one that is struggling for an existence. The larger the 
shipper the easier for him to adjust his shipments to circum- 
stances, but to the small shipper who may have only 20 or 30 
tons of grain to forward to market these rules and minimum 
weight requirements are a great hardship and to our mind re 
sult in the worst kind of discrimination. As stated in support 
of our second objection the agent having two cars of different 
capacity available with two shippers offering grain sufficient to 
load two cars of the smaller capacity is in a position to dis- 
criminate in favor of either one or the other’ shipper. 
It is possible that the largest shipper would receive the 
class of equipment he desired. The Commission probably rea- 
lized that there are many small shippers of grain in this state 
who are struggling to make their enterprises a success and 
must of necessity ship grain in small quantities. 

With further reference to our fourth objection we call at 
tention to the minimum weights applicable to flour and other 
grain products. This minimum is 60,000 pounds unless the 
marked capacity of the car furnished is less in which case the 
minimum is the marked capacity of the car but in no case less 
than 40,000 pounds. We believe that the Commission is already 
familiar with conditions in this state and the writer knows that 
at one time the Commission gave consideration to the minimum 
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August 14, 1920 


weights applicable to grain and flour shipments moving from 
Reno and other Nevada points to Tonopah and Goldfield. We 
refer to Investigation and Suspension Docket Number 2. In its 
order the Commission authorized an increase in the minimum 
weights on grain from 30,000 pounds to 40,000 pounds, but de- 
nied the increase in minimum on flour and other grain products. 
Therefore, the Commission has never approved a higher mini- 
mum than 30,00 pounds on flour and other grain products. 

From information furnished this bureau we understand that 
at the majority of towns in Nevada retailers handling flour and 
other grain products are unable to stand a higher carload mini- 
mum than 30,000 pounds for two reasons, the first being that 
the majority of retailers have not got the space to store larger 
quantities, and second, that very few are in a position finan- 
cially to handle a larger amount. As far as I can learn condi- 
tions have not changed in this state, and particularly in south- 
ern Nevada, since the Commission entered its order in the 
case above referred to. 

The statements made in this letter are in the main applic- 
able to Nevada interstate business as well as intrastate, and 
in closing we respectfully request that the aplication of the Pa- 
cific Freight Tariff Bureau for authority to continue to apply the 
rules, regulations, and minimum weight requirements now ap- 
plicable to grain and grain products, on and after September 
1, 1920, be denied in so far as the same apply to Nevada intra- 
state business, and further that the Commission vigorously pro- 
test against a continuation of such practices on interstate busi- 
ness by immediately taking the question up with the Inter- 
state Commerce Commission. 

E. H. Walker, 
Manager, Traffic Bureau, 


Reno, Neb., Aug. 2, 1920 Reno Chamber of Commerce 





CHANDLER DISCUSSES DEMURRAGE 


Mr. R. C. Munholland, Mer., 
Pacific Car Demurrage Bureau: 

I have your letter of July 15 inclosing your Pacific Car 
Demurrage Bureau statistics (published in The Traffic World 
of July 24). I have gone over these statistics very carefully. 
I am impressed by some of the things which you show, but 
I am more strongly impressed by some of the things which 
you do not show. You appear to recognize that, as shown on 
page 1 of your statement, conditions in California are very 
different from those in other states, particularly the eastern 
states, but you do not seem to recognize how unfair it is to 
draw conclusions from your statistics as to the operation of 
your proposed rules in this section. 

In the first place, you say that California is a producing 
state with a heavy volume of outbound shipments. We all 
know that the majority of your shipments are outbound and 
that most of your car delay occurs on the part of the shipper 
rather than on the part of the consignee of inbound traffic. 
Your proposal of a higher demurrage rate and straight rules, of 
course, is one which you have advocated for a long time. I 
have a great deal of respect for your conclusions so far as your 
particular state is concerned, but I have been unfavorably im- 
pressed by your attitude and also that of your predecessor in 
disregarding entirely and persistently the effect of your pro- 
posal in sections where conditions are different from those in 
California. To put the straight rules into effect in this sec- 
tion would burden the carriers with demands for the placing of 
cars to be unloaded in order of arrival and with claims for 
bunching in transit. Eastern railroad men familiar with con- 
ditions and with demurrage rules know this, and fear it. I take 
it that you do not know what this means, otherwise you would 
not suggest that the railroads be put to the enormous addi- 
tional expense that would arise if they were compelled to do 
without the average rule. So long as you ignore this, there 
will be no common ground on which we can get together. 
California is a big and beautiful state, but it isn’t the whole of 
the United States. 

In the analysis of your chart No. 1 you have hit upon the 
Solution of the present car situation. You have no doubt seen 
my letter to Mr. Pearson, appearing in the July 24 issue of The 
Traffic World. The trouble of today is not that a few selfish 
consignees are holding cars, but that the railroads are holding 
them as never before. If the railroads could function properly, 
or anything like properly, there would be no difficulty in your 
State in getting all of the empty cars that you need. If you 
will keep up your demand that the railroads conserve the 
Cars, we will do our part with the shippers. 

Your charts Nos. 2 and 3 are instructive. 

In your analysis of chart No. 3 it seems to me that you 
are not entirely fair, because you fail to quote that part of 
the Commission’s decision in which Commissioner Lane said 
Conditions in California were so different from those in the east 
that it would be obviously unfair to apply the California Sys- 
tem of demurrage rates in this territory. Very often an en- 
rd erroneous impression can be given by quoting part of a 
ecision. 

On chart No. 3 you show, notwithstanding the fact that you 
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had the highest demurrage rate in the history of your bureau 
in the year 1918, that the number of cars held overtime under 
that rate was greater than jn any year since 1909. You do 
not draw any conclusion from this, very much to my surprise. 
The only inference that one can draw from this chart is that 
conditions have so changed that any comparison of the years 
1918-1919-1920 with previous years is like comparing unlike 
things. The railroads have never functioned so poorly as dur- 
ing the period of 1919-1920, transportation service has been 
slow, bunching has been bad, and undoubtedly these conditions 
which are so abnormal are the cause of the increased detention 
in your section just as it is the cause in this section. 

I am rather disappointed in your statistics in not finding 
the average detention on the part of railroads as well as on 
the part of consignees. It would also be instructive to have 
the statistics that we get in this section showing the average 
detention to all cars and the number of cars released within 
the free time over a period of years. Obviously the export 
business which you are now handling in such large quantities 
through the Pacific ports has a great deal to do with your 
average detention and this should be given consideration and 
due allowance in making comparison with previous years. 

As to your recommendations for car conservation, you are, 
of course, suggesting a great many things that might work 
admirably in your section that would be totally impracticable 
in this. Many of the matters which you suggest have been 
disposed of by the Interstate Commerce Commission. 

I notice, among other things, that you do not propose to 
make any allowance for weather conditions. Of course, you do 
not have weather conditions that we have and probably do not 
know anything about a New England winter. If you did, you 
would not make such a suggestion. I should be much more 
inclined to go further with you on your suggestions if the rail- 
roads would first clean house and show that they could give 
reasonably regular and dependable transportation service. The 
difficulty with your proposition is that it starts from the top 
instead of the bottom and you only knock off the branches 
while you permit the roots to grow. You make certain sug- 
gestions that are illegal; you could not get away with the prop- 
osition of charging a man demurrage when you were not in 
position to make delivery if he could legally take it. Some of 
your suggestions propose discriminations which you could never 
get the Interstate Commerce Commission to approve. I agree 
with you that demurrage bureaus should be established, but I 
go a little further than you do in suggesting that the Interstate 
Commerce Commission prescribe the character of statistics that 
you shall keep and that you shall not only keep detention at 
destination, but that you shall also show how long the railroads 
detain the cars in transit over and above a normal time for 
service. You are. undoubtedly aware that the Interstate Com- 
merce Commission has recently determined the question of re- 
consignment. 

You are also proposing a charge on the car consigned to 
shipper’s order apparently under the belief that carriers are 
not required by law to issue order bills of lading and that tariffs 
provide for the issuance of such documents and that rates have 
been constructed with this in view. 


As to other suggestions, it seems to me that you have 
dealt too much with theory instead of with practicabilities. In 
conclusion, I would like to suggest that it would be most help- 
ful to the California Demurrage Bureau if you could induce 
that organization to send you east for several months with a 
view to giving you an opportunity to observe conditions in this 
territory. If they would do that, I am sure you would go back 
home with some of your views changed. We are suffering in 
this section not only for cars, but also on account of the most 
miserable service that we have ever received from railroads. 
Cars from points east of the Mississippi River are months in 
transit. Our time to Chicago varies from 15 to 30 days, when 
prior to the war we had regular and dependable 5 and 6 day 
service. It seems to me that what the Bard of Avon had to 
say about the state of Denmark on one occasion applies with 
particular force at the present time to railroad operations. 

My advice to the railroads is to clean house, and when they 
have done this they can come to the shipping public of the 
United States in very much better position to make suggestions. 
I know that you will understand that I am for car conservation 
both by railroads and shippers; that I do not excuse any con- 
signee for abusing equipment, but, on the other hand, I do not 
damn any consignee for holding cars when they are bunched 
and it is physically impossible for him to unload because of 
railroad derelictions. Demurrage was never intended as a pen- 
alty except where the consignee was at fault. The difficulty 
with your proposition is that you make the rules so inflexible 
that it is utterly impossible for consignees to avoid the penalty 
and then wish to make the penalty outrageously high. 

W. H. Chandler, Megr., Transportation Bureau, 
Chamber of Commerce. 
Boston, Mass., August 5, 1920. 


Samples of The Daily Traffic World may be had for 
the asking. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 








Loss From Freezing 

California.—Question: American Railway Express Com- 
pany are declining loss and damage claims due to freezing in 
transit on less car load shipments on the ground of weather be- 
ing extremely cold at the time shipments in question moved, 
over which they had no control. We contend that service paid 
for in express charges were not rendered, hence entitled to dam- 
ages. Will you kindly advise through the columns of The 
Traffic World your opinion, and is there any legal authority on 
the subject? 

Answer: Michie on Carriers, Vol. 1, Section 991 says: 
“Where goods are frozen while in transit the carrier cannot, 
except under very exceptional circumstances, escape liability on 
the grounds that the damage was caused by an act of God. But 
where the goods are frozen, the carrier is not responsible if it 
has been guilty of no previous negligence or misconduct by 
which such loss or damage may have been occasioned.” By 
this is meant that if the carrier furnishes suitable equipment to 
protect perishable goods moving at a season when it had an- 
ticipated the usual weather for that time without unreasonable 
delay in transporting them, and without carelessly exposing them, 
that the carrier would not be liable for freezing caused by ex- 
tremely cold weather. In the case of Vail vs. Pac. R. R. Co., 63 
Mo. 230, the court held that the carrier must show that the 
freezing was caused by unreasonable delay in transporting the 
zoods, or that they were carelessly exposed, while in the case 
of Sweetland vs. Boston, etc. R. Co., 102 Mass. 276, the court 
said that if the owner of the goods, which are liable to be in- 
jured by freezing, chooses to send them at a season of the year 
when they are exposed to such risks, he takes the risk himself. 

In a recent case, Vernon et al. vs. American Railway Ex- 
press Co., 222 S. W. 913, the court of Appeals for Missouri said 
that extraordinary hot weather is an act of God, and a carrier 
is not liable for injury to perishable freight caused thereby, if 
its negligence did not contribute to the loss. 


Interest on Loss or Damage Claims 


New York.—Question: The Traffic World for May 29th 
on page 953 reported the decision of the U. S. Supreme Court 
in the McCaull-Dinsmore case. The court stated in its opinion 
that the petitioner claimed a certain amount of money as the 
value of the shipment at the place of destination, at the time 
when it should have been delivered, which amount included in- 
terest, less freight charges. In concluding its opinion, the court 
stated that judgment of the lower court was affirmed. 

Question has arisen as to whether there is any authority, 
fegal or otherwise, or an accepted practice to include interest 
in the settlement of loss and damage claims, and it is felt by 
some people that the above mentioned decision grants this au- 
thority. We believe that if the lower court in its opinion granted 
authority for the inclusion of interest in settlement of loss and 
damage claims under the Cummins Amendment, then the de- 
cision of the Supreme Court affirming the lower court’s decision, 
grants this authority, although it is not stated in exact lan- 
mzuage. May we ask whether you can enlighten us in this con- 
nection by such information as you may have on hand? 

Answer: The U. S. Supreme Court’s decision in the Mc- 
Caull-Dinsmore Co. Case is in effect a legal construction of the 
<‘ummins Amendment which makes void any contract or rule by 
a carrier limiting their liability or the amount of recovery in 
loss or damage claims. This court affirmed the decision in the 
Federal District Court and the Circuit Court of Appeals, Eighth 
Circuit, which courts substantially held that the bill of lading 
stipulation computing the amount of damage at the value of 
the goods at place and time of shipment is a limitation of 
Viability, since the object of the Cummins Amendment was to 
place ‘upon the carrier liability for the full actual loss, damage 
or injury to the property transported which is caused by it, in 
accordance with the rule of common law. Now, the general 
rule of common law is that the measure of damage for which 
the carrier is liable is the market value of the goods at destina- 
tion plus interest on such value from the date when, in general 
course, the goods should have been delivered, less the unpaid 
transportation charge, if any. See the ruling by the Interstate 


Commerce Commission in Re Bills of Lading, 52 I. C. C. 771, 
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and numerous state and federal decisions cited. It would there. 
fore seem to follow that the effect of the U. S. Supreme Court’s 
affirmation of the judgments of the lower federal courts is to 
restore the common law rule by which damages are to be com- 
puted at the market value of the goods at destination including 
interest as above stated. This is the view that the Interstate 
Commerce Commission took in the case above cited and no 
doubt the Commission will, when prescribing a new bill of lad. 
ing form, include the provision for the allowance of interest in 
loss and damage claims. 

Perishable Shipment Refused and Ordered Sold by Health Board 

Florida.—Question: Will you kindly advise whether or not 
the transportation lines are liable in a case where an order 
notify shipment of perishables reaches destination showing de- 
cay and is refused by consignee on account of decay and when 
shipment was inspected by the City Health Authorities they 
ordered the railroad to dump the shipment, but the railroad 
later secured their consent to have the shipment sorted and al- 
low part of the goods that were in good condition to be sold? 
In securing this consent was the destination carrier acting 
within his rights when he delivered this shipment to the origi- 
nal consignee without surrender of documents, and without 
notifying the shipper, with instructions to consignee to handle 
for account of whom it may concern? 

Is the carrier guilty of conversion in this case, inasmuch as 
they delivered the shipment to the original consignee without 
surrender of documents or is the carrier liable to the shipper 
for delivering the car to consignee without notifying the ship- 
per and giving him time to make other disposition? 

Also advise if in your opinion the City Board of Health had 
the right to condemn this shipment before it was unloaded in 
that city and put on sale, or in your opinion did they later have 
authority to force the railroad to dispose of the shipment at 
that destination, notwithstanding the fact that the net results 
obtained on the goods showed that the shipment was not en- 
tirely bad and not entirely unfit for human consumption. Do 
you consider the shipper had the right to divert this car to a 
larger market where it could have been disposed of quicker and 
to better advantage after it had been condemned? 

Answer: By General Order No. 34-A, carriers subject to 
Federal control were authorized to sell perishable freight in 
their discretion whenever necessary to prevent waste, without 
notice except to consignee; such reasonable effort to be made in 
notifying consignee described in the way billing as the cir- 
cumstances would permit. The net proceeds of the sale, if 
any, after deducting freight and other legitimate expenses, to be 
paid to the owner on proof of interest. 

The chief object of the order above stated was to prevent 
or reduce the chances for waste of perishable goods that were 
threatened with complete destruction by reason of the con- 
signee’s refusal to accept the same, and to instruct the carrier 
in the particular steps to take in preserving the shipment. For 
the carrier to take possession and sell a shipment under such 
circumstances, and when both the interests of the owner and 
the health of the public might have required it, would not in 
itself be equivalent to a conversion of the goods in the sense 
of making the carrier liable for its full value. Because if the 
shipment decayed through the fault of the shipper, or by rea- 
son of the consignee’s wrongfully refusing to accept it, then 
the carrier would be required to sell to prevent waste, and the 
owner would be entitled to only such proceeds of the sale as 
remains after all freight and legitimate expenses have been de- 
ducted. 

But if the decayed state of the shipment resulted through 
the fault or negligence of the carrier, then the carrier can be 
held liable for the full value of the shipment, as in conversion, 
by selling the same, even though such sale is authorized by the 
rule above cited and necessitated by the public health of the 
place in which the shipment is held. The carrier’s negligence 
having been the proximate cause for the decayed state of the 
shipment, it is liable to the owner, and the sale would be to 
its own advantage; the proceeds becoming the carrier’s prop- 
erty while the owner is entitled to the full value of the ship- 
ment. 

Boards of Health have broad discretionary powers when 
acting in the line of their duty, and the courts will presume, 
until the contrary is shown, that a certain Board of Health has 
acted in good faith and will not interfere with the same unless 
a clear case is made out against it. In almost every community 
regulations necessary for the public health have been adopted 
and under such rules, and the. liberal discretionary powers Us 
ually given the Board of Health, it is our opinion that if the 
Board of Health in the city in which the shipment in question 
was held, found with reasonable cause that the shipment was, 
even in part, unfit for human consumption, to order the carrier 
to sell the same at once, without giving any notice to the ship 
per for the purpose of enabling him to divert it to some other 
point. 

Shipper’s Load and Count Stipulation 

Kansas.—Question: We note of late that the railroads are 
declining to place checker on carlots of flour when requested 
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to do so by consignee, where car arrives under seals applied at 
point of origin and have several claims for shortage returned to 
us declined, stating “car arrived under seals applied by you, no 
carriers liability, loss due to error in check by party loading 
or unloading.” It being a carlot shipment, of course, the rail- 
road company does not check the flour into the car, when it 
arrived at destination railroad company was requested to place 
a checker on the car to verify consignee’s count as shortage 
was noticed before unloading was started. 

Will you please let us have your opinion through your 
columns as to whether or not the railroad company are justi- 
fied in declining our claim merely from the fact that shipment 
was accepted shippers load and count that the car arrived un- 
der original seal protection? 

Answer: The carriers under Federal control, by reason of 
Rule 8 (a) in General Order No. 57-A, by the U. S. Railroad 
Administration, takes the position that they will not voluntarily 
admit and adjust a claim for loss or damage which shows no 
defect in the equipment or sealed record, which record they 
accept as prima facie evidence that the carrier has delivered 
all the goods that was loaded into the car. 

On the other hand, Section 21 of the Pomerene Bill of Lad- 
ing Act provides in substance that package freight or bulk 
freight, loaded by the shipper, when described in the bill of lad- 
ing as taking a certain kind, quantity or condition, do not make 
the carrier liable for the statement in the bill of lading, and 
that it may insert in the bill of lading the words “shipper’s 
weight, load and count,” or other words of like purport and in 
such event the carrier will not be liable for damages caused 
by improper loading, or by the non-receipt or by the mis-des- 
cription of the goods described in the bill of lading. 

The carriers recently have been taking the position that on 
shipper’s load and count shipments they would not settle claims 
for loss or damage unless an action were brought in court. This 
is an unreasonable position for the carriers to take, inasmuch as 
the rule was made for their benefit. But when a shipper makes 
a claim for loss under S. L. & C. bill of lading, he should pre- 
sent his claim to the carrier, fortified with an affidavit that the 
goods as claimed were in the car when it was loaded and 
turned over to the possession of the carrier, and that the goods 
were short when the carrier turned over possession of the car 
to the consignee. .This would be the proof required in court if 
the claim were contested in a legai proceeding, and the car- 
riers are entitled to affidavits when a claim is filed covering 
these two points. If the carrier refuses to settle a claim when 
it is supported by affidavits of this kind, then the claim will 
have to be made an action of law, and in such action proof will 
have to be submitted similar to that contained in the affidavit 
attached to the original claim. 

See our further views on this subject by referring to our 
answer to “New York” published on page 1337 of the Decem- 
ber 13, 1919 issue of the Traffic World. 


Brittle Goods Shipped in Trunk 


Massachusetts.—Question: On June 10th we forwarded a 
shipment of express from Denver, Colorado. Among other 
packages there was a trunk in which were several pieces of 
cut-glass. Instead of using excelsior or other approved pack- 
ing material, the shipper wrapped each piece in paper and then 
used crumpled newspapers and other paper for packing around 
the separate pieces. When the shipment was delivered at 
Worcester, there was no outside evidence that there had been 
any damage or unusual rough handling, but, when the trunk 
containing the glassware was opened, every piece of glass was 
found broken. The local claim agent for the express company 
came up and examined the shipment, and of course, imme- 
diately claimed that, owing to the fact that the glass was 
packed in an ordinary trunk and that the trunk was in no way 
marked or labeled to indicate that it contained articles of a 
fragile nature, the express company could not assume respon- 
sibility for the breakage. 

Of course, there is no doubt but what the trunk was 
roughly handled in transit, otherwise the manner in which the 
glass was packed would have been sufficient to insure safe de- 
livery. We would, however, appreciate any information which 
you have on similar cases, and have your opinion as to whether 
or not we may have any precedent to stand on. 


Answer: The uniform express receipt contains a provision 
reading in substance that the company shall not be liable for 
loss or damage caused by (a) an act or the fault of the shipper 
or owner, or (c) improper and insufficient packing or securing. 
Also a provision reading “Packages containing fragile articles 
or articles consisting wholly or in part of glass, must be so 
marked and be packed so as to insure, safe transportation by 
express with ordinary care.” 

__ In the absence of negligence on their part, carriers are not 
liable for loss resulting from the defective manner in which 
g00ds are packed by the owner, and where the shipper is one 
With large experience, the law will presume that he used the 
est method of packing for the particular kind of goods and 
carriage. The question may therefore arise whether articles of 
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a fragile nature packed in an ordinary trunk and wrapped in 
newspapers were packed in suitable container and in the man- 
ner usually followed and regarded as safe and suitable for 
carrying fragile articles. If they were not, then the shipper 
failed to comply with the requirements of provisions (a) and 
(c) of the express receipt and the carrier would not be liable. 

Again, in packing fragile articles in an ordinary trunk 
without marking them as such a shipper ignores the rule of the 
express company requiring this to be done so that the carrier 
may be appraised of the character of the shipment and take 
the necessary precautions for safely transporting such articles. 
Necessarily the nature of the goods must be considered in de- 
termining the carrier’s duty. When a particular article is 
readily susceptible to damage, a carrier has a right to be in- 
formed in advance of the fact, so that the care required in 
transporting such articles is duly exercised; and the carrier is 
therefore allowed to make any reasonable regulations regard- 
ing the packing and preparing of same. As early as 1867 the 
courts in Illinois held that an express company, in the trans- 
portation of brittle goods without notice of their character, is 
not liable to the extent of common carriers. American Express 
Co. vs. Perkins, 42 Ill. 458. In Minnesota it has been held that 
the neglect of a shipper to disclose the contents of a box offered 
for transportation is a fraud on the carrier if there is anything 
in its form or outward appearance likely to deceive the carrier 
whether so designed or not. Harrington vs. Wabash R. Co. 108 
Minn. 257; also Magnin vs. Dinsmore, 38 N. Y. Super. Court 
248. In Ohio the courts held that a person billing property re- 
quiring special care and attention for its safe transportation, to 
a common carrier, should make known to him the necessity, in 
order that proper precaution may be used. Wilson vs. Hamil- 
ton, 4 O. Sy. 722. 


Carrier as Warehouseman Liable for Negligence 


Ohio.—Question: I would iike to inquire if you have ever 
experienced a claim proposition where damage or loss oc- 
curred to shipments due to the carriers carelessness after the 
forty-eight hours free time had expired. I have a case where 
we shipped a car load of machines which were warehoused by 
the railroad on our instructions and shortly after being put in 
ware house one of the Agent’s clerks ordered the tractors 
shipped out, misconstruing instructions. The tractors were 
badly damaged and returned to the warehouse by the railroad 
after they learned of their error. The railroad claims that due 
to the fact that their responsibility ceased, legally, after trac- 
tors were released they cannot be held responsible even though 
there was an admitted error of negligence on their part. In 
other words, they intimate that after forty-eight hours if one 
of their employes told the warehouse to burn the tractors up 
they would not be held responsible even though they admit 
that the clerk doing so had no right. 

Answer: It is true that the liability of a common carrier 
as an insurer for the safety of the goods ends after notice of 
arrival at destination has been sent, and after placement of the 
goods for delivery, and that therefore its liability is that of 
a warehouseman only. But it is not true that a carrier acting 
as a warehouseman is not liable for loss or damage to goods 
caused by its negligence. As such it is liable for the want of 
ordinary care in the custody of the goods and the care exercised 
should be in proportion to the loss likely to be sustained by 
want of such care. As a carrier must necessarily act through 
its employes, these are the agents of the carrier and the latter 
is responsible for their acts. Michie on Carriers, Vol. 1, Section 
1100 says: “A carrier, whose liability has been reduced to that 
of a warehouseman, is liable if it delivers goods to an unau- 
thorized person; that a carrier, when liable only as a ware- 
houseman, is bound to deliver goods on demand. and payment 
of charges, and if, through its negligence, delivery cannot be 
procured and the goods are lost or damaged, the carrier is 
liable. Merchants Ete. Transportation Co. vs. Merriam, 111 
Indiana 5; Paul vs. Boston ete. R. Co., 14 Allen 439. 

On the facts submitted in the above question it is our 
opinion that the carrier is liable. 


Demurrage on Coal in Cars Held at Mines Under Load to 
Prevent Confiscation by Carrier 


Illinois. Question: Just before the coal strike in the fall of 
1919 there was loaded by an Illinois mine several cars of coal, 
on which billing was not given to carriers account coal being 
held in anticipation of strike Nov. 1, 1919 for the purpose of 
mine loading cars using the coal themselves if necessary to 
keep up steam to operate their pumps. The carriers attempted 
to confiscate the coal themselves, and in order to prevent such 
action the mine superintendent had a length of rail leading 
into the mine taken up to prevent railroad from hauling out 
the cars. This coal was finally unloaded by the mine people 
and used by themselves to keep their pumps in operation. 

Carriers have presented demurrage bill covering deten- 
tion of these cars, claiming that coal in question was not held 
for billing, but was held for unloading at the mine, and should 
be treated the same as an inbound shipment the same as any 
other commodities for the mine proper, and that demurrage 
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should be charged. The coal company have taken the stand 
that in accordance with rule one of Agent Fairbanks Demur- 
rage Tariff No. 4 that these specific cars should be exempt from 
any demurrage whatever. 

Will you kindly advise if in your opinion carriers may le- 
gally collect demurrage charges in this case? 

Answer: In our opinion there were no provisions in the 
demurrage tariff in effect at the time of the strike in question 
which covered a situation such as that outlined by you, but 
that the Commission would as they did in Docket 10489, Ameri- 
can Smelting & Refining Co. vs. Lehigh Valley R. R. Co., 56 
I. C. C. 195, hold that demurrage must be collected on cars in 
question, inasmuch as the equipment was used for a purpose 
not contemplated by the exception which under Section B of 
Rule 1 exempts cars held at mines under load from the pro- 
visions of the demurrage rules. 

Section B of Rule 6, Item 8 of J. E. Fairbank’s Demurrage 
Tariff No. 4, I. C. C. No. 4, which rule has been brought for- 
ward in Tariff No. 4-A, I. C. C. No. 8 covers such a situation, as 
regards freight other than coal or coke or other cars covered 
by Section B of Rule 1, but cannot be applied to such cars, 
inasmuch as it is stated therein that they are not subject to 
the demurrage rules. 

The rule referred to reads as follows: 


When empty cars placed on orders are not used in transporta- 
tion service, demurrage will be charged from the first 7:00 a. m. after 
getues or constructive placement until released, with no free time al- 
owance. 


Export vs. Domestic Shipment 

INlinois—Question: Some time ago a client of ours for- 
warded a number of shipments to our agent at New Orleans to 
be exported to various points in Central and South America. 
Each bill of lading covered a separate shipment. The invoices 
and instructions to us showed that the goods were to be ex- 
ported at once but the inland bill of lading did not contain the 
words “For Export.” The cases themselves were marked with 
the address of the foreign consignee. The railroad company 
assessed the domestic rate and we therefore filed claim for the 
difference between the domestic and export rates, furnishing the 
railroad with a copy of the steamship bill of lading showing 
that the shipments had been exported. 

Our claims were declined with the following explanation: 

“I have secured copies of bills of lading issued by you and 
furnished our agent at Chicago on movement of these ship- 
ments out of Chicago. They all show that these were local 
shipments from Chicago to New Orleans, La., and there is 
nothing to show that they were for export. The local rate from 
Chicago to New Orleans is applicable and we cannot supply the 
export rate as we have no authority for re-consignment of L. 
C. L. shipments. As revenue was assessed on correct basis, 
there is no overcharge due and we will thank you to write us 
a letter withdrawing your bill against this company, and 
oblige.” 

We are writing to you to ascertain whether we have any 
recourse whatever in forcing the payment of our claim inas- 
much as the shipments were at all times intended for export 
and actually were exported. 

Answer: In the case of Kirk vs. M. K. & T. Ry. Co., 39 
I. C. C. 755 the Commission said: “It is well settled that the 
character of a shipment and not the accidents of billing deter- 
mine its nature, and the evidence shows clearly that the ship- 
ment was an export shipment from the outset.” In that case 
the shipper through inadvertence failed to indorse “for export” 
on the bill of lading. 

In view of this ruling of the Interstate Commerce Commis- 
sion the carrier should protect the export rate. 


Interest on Overcharges 


California.—Question: Will you kindly advise through The 
Traffic World the present method of computing interest on 
overcharge claims? 


Answer: We refer you to Conference Ruling 489 which 
reads as follows:—‘“Conference Ruling 464 amended and re- 
stated. 


Interest on an overcharge (by which is meant the amount 
collected on a shipment in excess of the legally published rate) 
accrues from the date of its collection by the carrier whether 
arising from an eror in rate, weight, or classification. 

The Commission does not regard it as unlawful for a 
claimant to accept in satisfaction of his claim the ascertained 
amount of an overcharge without interest; and the Commis- 
sion is of the opinion that when such a refund is made by the 
carrier within 30 days after the improper collection of the over- 
charge, it may be regarded, in accordance with a well-estab- 
lished usage, as a cash transaction, upon which interest does 
not accrue. 

The views expressed in this ruling shall be understood as 
applying to all pending and unsettled overcharge claims and 
to those arising in the future, but not as authorizing or re- 
quiring the reopening of any claim which has been settled and 
closed by the acceptance by a claimant of the amount of an 
overcharge without interest. (See Scattergood & Co. vs. L. S. 
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& M.S. Ry. Co., U. R. Op. 2040; and International Lumber (Co, 
vs. C. N. Ry. Co., 40 I. C. C. 283.) 


Demurrage on Cars Held for Surrender of Bill of Lading 


Nebraska.—Question: We were notified by the railroad 
company on the arrival of a car of canned goods from Califor- 
nia on June 3rd. The railroad company would not deliver this 
car without surrender of bill of lading, which did not arrive at 
the Bank until June 7. This caused a delay of eight days for 
un-loading this car for which we had to pay an extra $10.00 ex- 
cess charges. Should the railroad company figure demurrage 
charges from time the car was actually placed for unloading, 
or from the time of notice of arrival? 

The Union Pacific Railroad Company is charging us fourth 
class rate of 40% cents from Omaha, the C. B. & Q. 39 cents. 
Should not both be 39 cents? 

Answer: Rule 3, Section B of J. E. Fairbank’s I. C. C. 4 in 
effect at time of arrival of car reads: ‘On cars held for orders, 
surrender of bill of lading or payment of freight charges, 
whether such cars have been placed in position to unload or 
not, time will be computed from the first 7:00 a. m. after the 
day on which notice of arrival is sent or given to the consignee 
or party entitled to receive same.” 

Under this rule demurrage will be assessed after the ex- 
piration of the free time allowance of 48 hours after notice of 
arrival has been sent or given consignee. However, you are en- 
titled to time allowance between the time that you ordered the 
car placed and the time it was actually placed by the carrier. 

Regarding the rate feature, we find that the fourth class 
rate Omaha, Neb. to Grand Island, Neb. is 39 cents per 100 lbs., 
when moving via the C. B. & Q. as per C. B. & Q. I. C. C. 10610, 
the fourth class rate via the Union Pacific is 40% cents per 
100 lbs., as per U. P. I. C. C. 3016; these are the legal rates 
and are on file with the Interstate Commerce Commission. 

Your remedy is to ask the Union Pacific R. R. to publish 
the rate of 39 cents per 100 lbs. and then file claim for repara- 
tion in all cases where charges have been collected on the basis 
of 40% cents per 100 lbs., although the mere fact that a higher 
rate was assessed on shipments moving via the Union Pacific 
than the rate applicable via the C. B. & Q. R. R. is not under 
the decisions of the Commission conclusive that such rate is 
unreasonable and that you are entitled to reparation. 


Application of Rate 

Minnesota.—Question: Some question has arisen regard- 
ing the proper rate applicable on carloads of potatoes moving 
from various points when destined Key West, Fla., where a 
combination of rates are made up on Tampa. It is our view 
that the commodity rate of 25 cents per hundred as shown in 
Florida Basis Book No. 7 on page 146 may be used in connec- 
tion with the Florida East Coast Railroad inasmuch as the 
routing is referenced by the letters C dash J, thus having the 
meaning all letters from C to J, inclusive. 

The delivering line refused to recognize this rate contend- 
ing that it is for the steamship line and accordingly we have 
been compelled to pay charges based on class “C” rate of 41% 
cents per hundred provided for in the same tariff. Regardless 
of the fact that in many instances the routing has been left 
open on our bills of lading the consignments reached the desti- 
nation via the Florida East Coast Railroad. 

Answer: Our interpretation of the routing letter “C-J” as 
shown in Florida Basis Book 7 is that the rates will apply via 
either route “C” or “J” and not via all routes from “C” to “J” 
inclusive. For rates to Key West, Fla., when for Florida East 
Coast delivery refer to page 98 of Florida Basis Book. 7. The 
lower rate applies via the rail and water route, therefore, it 
was the duty of the shipper to specify such routing if he wished 
to avail himself of this rate. See I. C. C. Conference Ruling No. 
190. 

However, if the rail and water rate was inserted in the bill 
of lading it became the duty of the carrier to forward ship- 
ment via the route over which such route was applicable. 


OPERATING STATISTICS 
The Trafic World Washington Bureau 


According to operating statistics published by the Commis 
sion August 7, the railroads did well in March of this year and 
in the quarter ended with March in the matter of moving freight, 
but not so well in the matter of expenses for moving it. ; 

In March the net ton-miles per mile of road operated in- 
creased from 132,022 in March, 1919, to 168,387 in March of this 
year. In the quarter the increase was from 367,783 to 453,657. 

The total cost per freight train-mile, exclusive of fuel and 
lubricating oil for engines, increased, in the month, from $1.674 
to $1.793; in the quarter the increase was from $1.696 to $1.859. 

The average cost per ton of coal increased in the month from 
$3.45 to $3.49; in the quarter from $3.44 to $3.64. Fuel oil 
fell, in the month, according to the report, from .039 to .036 a gal- 
lon, and in the quarter from .037 to .033 cents a gallon. 


To the man who must know more quickly, The 
Daily Traffic World fills the bill. 
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* * 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
ab . 





Director General, Limitation of Liability: 

(District Court, D. Maryland.) The Director General of 
Railroads, with respect to ships taken over and operated as a 
part of the property of a railroad company, held in effect a 
charterer, and entitled to limitation of liability, under Rev. St. 
4282, 4283 (Comp. St. 8020, 8021), to the same extent as a pri- 
vate charterer.—The Virginia. Petition of Hines, Director 
General of Railroads et al., 264 Fed. Rept. 986. 

Owner of a steamship, which burned, causing loss of cargo, 
loss of life, injuries to passengers, and loss of their property, 
which was contributed to by neglect of the owner and its repre- 
sentatives to keep the fire-fighting equipment and boats of the 
vessel in effective condition and to maintain the fire drills, all 
of which were required by statute or regulation, and also by 
default of the officers and crew in failing to use the means 
available and to efficiently handle the boats, held entitled to 
limit its liability as to cargo loss, but not as to death and in- 
juries and loss of property of passengers.—Ibid. 





a * 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

e * 





LOSS OF OR INJURY TO GOODS 


Terminal Carrier: 

(Supreme Court of South Carolina.) Rule that terminal 
carrier is responsible for damaged condition in which goods are 
delivered operated only until carrier proves that it did not do 
the damage.—Southern Textile Machinery Co. vs. Piedmont & 
N. Ry. Co., 103 S. E. Rept. 475. 

Where defendant carrier delivered sealed car to other car- 
rier, to be switched a short distance to plaintiff's warehouse, 
and the other carrier received no part of the through freight, 
but charged defendant for switching, defendant was not the 
last carrier, and sq was not chargeable with the presumption 
that it wrought the damage.—lIbid. 

Hot Weather: 

(Springfield Court of Appeals. Missouri.) Extraordinary 
hot weather is an act of God, and a carrier is not liable for in- 
jury to freight caused thereby.—Vernon et al vs. American 
Railway Express Co., 222 S. W. Rept. 913. 

Extraordinary hot weather, as an act of God, does not re- 
lieve a carrier from liability for damage to shipment of dressed 
ar if the carrier’s negligence contributed to the loss.—Ibid. 

elay: ; 

If goods are lost or damaged on account of their inherent 
perishable nature without fault of carrier, there is no liability; 
but a carrier is liable where it negligently delays in delivering 
a shipment and permits the inherent tendency to have its nat- 
ural effect.—Ibid. 

In an action for loss or damage to a shipment of dressed 
poultry, evidence held sufficient to sustain finding that the car- 
rier was guilty of negligent delay in delivering shipment at 
destination.—Ibid. 

Where shipper by express showed arrival of dressed poul- 
try in consignee’s city in the early morning of a very hot day, 
and failure of defendant express company to deliver to con- 
Signee until six hours later, the burden then shifted to the de- 
fendant to account for the unreasonable delay in making de- 
livery; the facts relating thereto being peculiarly and exclu- 
Sively within its knowledge.—Ibid. 

Express Company: 

_ A carrier which is not negligent has the right to sell and 
dispose of a shipment of damaged perishable goods to the best 
advantage, where the consignee refuses to receive it, in which 
Case consignor can only recover the amount for which the 
Shipment sold.—Ibid. 


CARRIAGE OF LIVE STOCK 


Damages for Delay: 

_ (Supreme Court of Texas.) Where a negligent delay in de- 
livering stock resulted in the loss of the market on the day of 
arrival, as there was no time left to shape them for market on 
that day, the proper measure of damages is the difference be- 
tween market value, had they arrived without delay or injury, 
and market value on the first market after their arrival for 
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which they could be prepared by exercise of reasonable dili- 
gence.—St. Louis & S. F. R. Co. vs. White, 222 S. W. Rept. 963. 
Negligence: 

(Court of Civil Appeals of Texas. El Paso.) In action 
against receivers and railroads for damages to a shipment of 
cattle, charge not requesting finding as to whether either re- 
ceiver was guilty of the acts charged, and whether such acts 
were negligence and the proximate cause of the injuries com- 
plained of, held erroneous, under Vernon’s Sayles’ Ann. Civ. St. 
1914, art. 1971, as too broad, as permitting the jury to consider 
elements of negligence not pleaded by plaintiff, and as not con- 
fining issues to specific negligence charged.—Lancanster et al 
vs. Tudor et al., 222 S. W. Rept. 990. 

Measure of Damages: 

In action against railroads for damage to shipment of cat- 
tle measure of damage is difference between market value of 
cattle at time and place of delivery as actually delivered and 
their market value as they would have been without injury.— 
Ibid. 

In action against railroads for damage to shipment of cat- 
tle, if the proof showed no market value at destination, proof of 
intrinsic value at the time and place was admissible for use in 
establishing damages.—Ibid. 

In action against railroads for damages to shipment of cat- 
tle, where the evidence leaves it doubtful whether there was 
no market value at the place of delivery, the question becomes 
one for the jury.—lIbid. 





a ~ 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

& & 





REGULATION OF COMMON CARRIERS 


Demurrage: 

(Supreme Court of Alabama) The term “demurrage” as 
related to rail affreightment contracts means damages for de- 
tention of cars for which shipper or consignee may become li- 
able under express or implied contracts, based on the carrier’s 
reasonable rules, but no demurrage can be exacted unless the 
delay in unloading is clearly attributable to the fault of the con- 
signee.—Louisville & N. R. Co. vs. Camody, 84 So. Rept., 824. 

Where a carrier learned that the possession of consignor 
was being contested as tortius, carrier could refuse to deliver 
to consignee on payment of freight, unless consignee would fur- 
nish a sufficient bond, but consignee could not be held for de- 
murrage for the sole reason that he failed or refused to give 
such bond.—Ibid. 


Penalty: 

(Supreme Court of Mississippi.)—Under the Federal Control 
Act of March 21, 1918 (U. S. Comp. St. 1918, U. S. Comp. St. 
Ann. Supp. 1919, 3115%4a-3115%p), a suit for state statutory 
penalty may be instituted against the railroad company instead 
of the Director General in control at the time the penalty was 
incurred—Mobile & O. R. Co. vs. Jobe, 84 So. Rept. 910.) 

General Order No. 50 amounts to a mere invitation to bring 
suits against the Director General instead of the railroads, ex- 
cepting, however, suits for fines, penalties, and forfeitures.— 
Ibid. 


Suit Against Director General: 

General Order No. 50, requiring suits to be filed against the 
Director General instead of the railroads, is in conflict with the 
Federal Control Act, and must give way to the act.—lIbid. 

(Supreme Court of South Carolina.) The fact that the gov- 
ernment operated the railroads under their distinctive names 
did not have the effect of conferring upon the operating officers 
or employes a dual capacity of agent both for the government 
and for the corporation, employes being agents only for the 
Director General of Railroads, and service of summons and com- 
plaint upon such employe was not service upon the railway.— 
Rose vs. Southern Ry Co. et al, 103 S. E. Rept. 476. 

(District Court, W. D. Virginia.) Under Federal Control 
Act 8 (Comp. St. 1918, Comp. St. Ann. Supp. 1919, 3115%h), 
authorizing the President to execute the powers thereby con- 
ferred through such agencies as he may determine, the presi- 
dential proclamation of January 10, 1919, appointing a Director 
General of Railroads, with authority to make all necessary or- 
ders, and General Order 50a of the Director General, requiring 
that actions for injuries from negligence of employes shall be 
brought against the Director General, and not otherwise, the 
provisions of section 10 of the act (section 3115%j) that actions 
shall be brought against the carrier is abrogated and the car- 
rier is not a proper party, as this provision was to be effective 
only if not inconsistent with any order of the President.— 
Blevins vs. Hines, Director General of Railroads et al, 264 Fed. 
Rept. 1005. 
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General Order No. 50a of the Director General of Railroads, 
providing that certain actions “shall be brought against the 
Director General of Railroads and not otherwise,” requires that 
the defendant shall be the official, and not the individual who 
happens to be in office at the time; but the insertion of the 
Director General’s name is harmless surplusage.—Ibid. 

Under General Order No. 50a of the Director General of 
Railroads, diverse citizenship between the Director General and 
the plaintiff in an action against him does not give jurisdiction 
to a federal court, as under such order it is not the individual 
holding the office of Director General, but an artificial being 
without citizenship, that is the defendant.—Ibid. 

Under General Order No. 50a of the Director General of 
Railroads, requiring certain actions to be brought against the 
Director General and not otherwise, the citizenship of the rail- 
road company out of the operation of whose road an action 
arises is not controlling on the question of federal jurisdiction 
of actions against the Director General.—Ibid. 

An action against the Director General of Railroads for the 
negligence of his employes in the operation of a train is within 
the jurisdiction of a federal court as a case “arising under the 
law of the United States.”—Ibid. 

Federal Control Act: 

(Supreme Court of Mississippi.) The Federal Control Act 
is constitutional as not denying equal protection of the laws, 
nor taking property without due process of law; the govern- 
ment being liable to the railroad for such penal recovery, when 
operating and controlling the railroad at the time the injury 
occurred.—Mobile & O. R. Co. vs. Jobe, 84 So. Rept. 910. 

(Circuit Court of Appeals, Eighth Circuit.) An injunction 
granted to complainant solely by virtue of his office as general 
manager of a railroad under the United States Railroad Ad- 
ministration should have been limited in duration to the period 
of United States control.—Crawshaw et al vs. Corbett, 264 Fed. 
Rept. 962. 

The court takes judicial notice that United States control 
of the railroads ceased on March 1, 1920.—Ibid. 

(Supreme Court of South Dakota.) Any provision of Gen- 
eral Order No. 50 of the federal Director General of Railroads 
in conflict with the provision of Act. Cong. March 21, 1918, 10 
(U. S. Comp. St. 1918, Comp. St. Ann. Supp 1919, 311634j), that 
the United States may be sued in state and federal courts in 
the name of a carrier under federal control, is void and inopera- 
tive-—Parkinson vs. Chicago, M. & St. P. Ry. Co. et al, 178 N. W. 
Rept. 2938. 

In a widow’s action against a railroad for death of hus- 
band in a collision with his automobile, answer that defendant 
was not at any time mentioned in the complaint in possession, 
control of, or operating the railway held to allege the system 
was in the control of the United States under the Authority of 
Act Cong. March 21, 1918.—U. S. Comp. St. 1918, Comp. Ann. 
Supp 1919, 3115%a-3115%p.)—Ibid. 

Furnishing Cars: 

(Commission of Appeals of Texas, Section B.) In an action 
for breach of a carrier’s contract to deliver cars to orchard 
for shipment of peaches, evidence held sufficient to authorize 
finding of making of contract substantially as alleged by plain- 
tiffs—Texas & N. O. Ry. Co. vs. Weems et al, 222 S. W. Rept. 
972. 

In action for breach of carrier’s contract to deliver cars to 
orchard for shipment of peaches, evidence held insufficient to 
show that plaintiffs’ damages certainly would have _ been 
diminished had they delivered fruit at station of defendent car- 
rier or at that of another carrier.—Ibid. 


PAYMENT OF EXPRESS CLAIMS 


In the report of the examination of Charles W. Stockton, 
attorney for the Adams and Southern Express companies, in 
the express company consolidation case, as to the policy of 
those companies with respect to settlement of claims, it was 
stated in The Traffic World, July 17, p. 134, that in reply to 
questions by John E. Benton, solicitor for the National Associa- 
tion of Railway and Utilities Commissioners, Stockton “denied 
resorting to the statute of limitations in cases where negotia- 
tions were in progress.” It was also stated that Stockton said 
the companies had confined payments to where there was “a 
strict legal liability.” 

In reply to a claimant whose claims were denied because 
suit had not been brought within two years and one day, 
Stockton wrote, under date of August 2, as follows: 

“Permit me to correct your impression as to my testimony 
before the Interstate Commerce Commission. The record will 
clearly show that I testified that the Adams Express Company 
was standing on its legal liability and that it regarded the two 
years and one day limitation as valid.” 

Examination of the official transcript of Stockton’s testimony 
shows that Stockton, in reply to questions put by Mr. Benton, 
replied, “I don’t know,” as to taking advantage of the two-year 
limitation in cases of claims concerning which negotiations 
were proceeding, but that, as to claims which were under in- 
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vestigation, the limitation was invoked and the claims declined, 
The testimony, as given in the official transcript, was as 
follows: 


Mr. Stockton. The limitation as to bringing suits is two years 
and one day from time of delivery or reasonable time of delivery if 
not delivered. f 

Mr. Benton. Now, have you relied upon that as a defense and 
given that provision in your receipts as a reason for not_ paying 
claims which were presented to you within two years and which 
were in your hands subject to negotiation and settlement? 

A. Many times, yes. 

Q. That is, claims have been presented to you_and you have 
corresponded about them and yet if the two years has_ passed be- 
fore you informed the claimant whether you would pay them or not, 
you have relied upon that provision in your receipt as a reason for 
not paying them? 

A. Are you testifying? ; 

Q. I am asking you that question. Didn’t you understand I was 
questioning you? : : 

A. I understood you were testifying in_ that. : 

Q. I will then set you right. I am asking questions and not 
answering them, and you _are answering and not questioning. 

(The question by Mr. Benton was read by the official reporter and 
then_restated as follows by Mr. Benton.) : 

Q. I will ask you whether or not it is a fact that if the two- 
year period has elapsed before you determined whether you would 
pay it or not you had not communicated with the claimant, without 
the claimant having brought suit, you then informed the claimant 
that his claim was barred by the two-year period of limitations 
contained in his receipt? 2 
: A. Whether or not what? What is it? It is not clear. 

(The question was read by the official reporter.) 

A. I cannot answer that question, there are so many qualifica- 
tions. I would be glad to save time, Mr. Benton. 

. I am not at all in a hurry to save time. I can spend all 
tomorrow asking questions if you desire. 

A. You can do as you please about that. 

Examiner Butler. Is it that you really do not understand the 
question or do you require that the question be in such form as to 
legally require you to answer? 

A. No, I merely want it to be in such form that I can answer it 
clearly. That is a qualified question that if I answer it “Yes” or 
“No” it might be taken to mean exactly the same thing according 
to which the negative or affirmative might be applied. There are 
three questions embodied in one. 

Mr. Benton. It is not possible for me to put that question any 
more clearly than it is. I have asked the witness a question which I 
imagine everybody else in the room understands but Mr. Stockton. 

(Mr. Benton then questioned Mr. Stockton as follows): 

. Have you got any claims against either one of these com- 
panies, the Southern Express Company or the Adams Express Com- 
pany, which were under investigation or concerning which negotia- 
tions were proceeding when the two-year limit fixed in the receipt 
expired? 
. A. Of the first class you named, yes; of the second class I don’t 

now. 

Q. With respect to the first class concerning which you do know, 
what has been the attitude of your company after the two years has 
expired? 

A. They have been declined without exception. 


TRANSPORTATION TAXES 


The Trafic World Washington Bureau 


The Bureau of Internal Revenue announced August 11 that, 
as the result of a special drive begun June 16 for the collection 
of delinquent sales, admission, transportation and other mis- 
cellaneous taxes, nearly $4,000,000 has been added to the reve- 
nues of the government. Collections of delinquent transporta- 
tion taxes amounted to $951,569, the second largest amount col- 
lected, delinquent manufacturers’ excise taxes being first. In 
its statement as to the drive, the Bureau said: 

“The drive, which is still in progress, will reach every 
large city in the United States. It is being conducted by a 
force of special revenue officers co-operating under the direc- 
tion of the collector of internal revenue in each district with 
assistant supervisors and field deputies. The investigating offi- 
cers are armed by the Commissioner of Internal Revenue with 
authority to examine any books, papers, record or memoranda 
bearing upon the matters required to be included in the returns, 
and to summon for examination under oath any person having 
knowledge in the premises. 

“In beginning the drive the directions of William M. Wil- 
liams were to conduct as thorough and effective a campaign 
as possible, using such methods as would bring to justice wilful 
violators and cause no embarrassment to merchants and bus! 
ness men who honestly were endeavoring to comply with the 
law. 

“The Bureau has received a number of amended returns 
showing additional tax due. In such cases the policy of the 
Bureau is one of leniency. ; 

“Persons desiring to file amended returns of tax collections 
for which they are responsible should do so prior to government 
investigation. There is great difference between the self-dis- 
covered tax delinquent and the tax evader discovered by the 
government.” 


SPECIAL LEAGUE MEETING CALLED 


The National Industrial Traffic League wiil hold a special 
meeting in Louisville, September 30 and October 1. Members 
of the executive committee thought there were so many matters 
of importance now in process of development that this meet 
ing ought to be called for the information and benefit of the 
league membership. 
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Personal Notes 





a 

Norman D. Chapin, 
traffic manager of the 
Syracuse Chamber of 
Commerce, was born at 
Detroit, Mich., and edu- 
cated in the _ public 
schools of that city. He 
entered railway service 
with the Michigan Cen- 
tral Railroad in 1897 and 
from 1900 to 1908 served 
in various executive ca- 
pacities in the general 
freight department of 
that company at Buffalo, 
Chicago and Detroit. In 
1908 he was appointed 
chief of tariff bureau of 
the Michigan Central, 
from which position he 
went to New York as 
chief assistant to the as- 
sistant freight traffic 
manager of New York 
Central Lines East. He 
was appointed chief of 
tariff bureau of the New 
York Central Lines in 
1912, and left that posi- 
tion in 1916 to become director of the interstate commerce de- 
partment of La Salle Extension University, which connection 
he leaves for his new position at Syracuse. 











Joseph F. Eshelman, confidential clerk to Commissioner 
Aitchison since October, 1919, has been made an examiner. Mrs. 
Milton D. Schwab, who was clerk in Mr. Aitchison’s office while 
Mr. Eshelman was confidential clerk, has been appointed to fill 
the vacancy caused by the promotion of Mr. Eshelman. 

Albert H. Nelson, for several years connected with the 
traffic department of the Buick Motor Company at Flint, Mich., 
has been appointed assistant director of traffic of the Willys 
Corporation, New York. 

A. E. Bentley is appointed commercial agent of the Louisi- 
ana Railway & Navigation Company, with headquarters at 
Shreveport, La., vice H. G. Burkhalter, assigned to other duties. 

H. C. MeFadder is appointed general agent, traffic depart- 
ment of the Norfolk Southern Railroad Company, at Boston. 

S. S. Hosp is appointed commercial agent of the Norfolk 
& Western Railway Company at Minneapolis. 

C. L. Senter is appointed traffic manager of the Georgia, 
Florida & Alabama Railway Company, vice C. J. Acosta, who 
has gone to the M. D. & S. at Macon, Ga. Mr. Senter was Mr. 
Acosta’s chief -clerk for several years. 

Walter S. Morrison, traffic manager of the Cement Securi- 
ties Company, Denver, for the last three years, is now traffic 
manager of the Indiana Portland Cement Company, Indianapolis 
and Greencastle. 

J. R. Schestler, formerly with the O. W. R. & N. Co., has 
been made traffic manager of the Pacific Fruit & Produce Com- 
pany, Portland, Ore., succeeding Walter Mewing, who has been 
made special representative. 

The Five Continent Steamship Company, Inc., announces 

that Hugh S. Fry is appointed general freight agent at New 
York. Mr. Fry was for seven years with the Southern Steam- 
ship Company, at Dallas, as general agent and went to New 
York in the same capacity with the same company in 1915. 
He remained in that position until he went overseas for a year 
and a half as first lieutenant of engineers, handling ships be- 
tween England and France. On his return he was made com- 
mercial agent of the Ward Line in charge of Cuban and Mexi- 
can traffic. 
) W. C. Schmidt has been appointed traffic manager of the 
National India Rubber Company of Bristol, R. I., a subsidiary 
of the United States Rubber Company. Mr. Schmidt entered 
the employ of the N. Y., N. H. & H. through the accounting 
department, afterward spending a few years in the general 
freight department.’ He was, after 1903, with the N. Y. C. 
Lines as traveling agent at New Haven, Conn., and commercial 
agent at Providence, R. I. He served with the Boston & Albany 
R. R. at Boston as freight representative since June 1, 1918, 
Which position he resigned to accept his. new position. 





NEW FACILITIES AT SOUTH BEND 
The New Jersey, Indiana & Illinois Railroad Company is 
building a new industrial spur or switch track, extending from 
the main line near Grand Crossing, just outside the city limits 
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of South Bend, Ind., two and a quarter miles in length into 
and through the city of South Bend, to serve the Studebaker 
Corporation and the Oliver Chilled Plow Works, as well as 
other plants that may locate along this industrial spur. This 
spur extends east and west near the southerly limits of South 
Bend through what is known as “South Bend’s Industrial Sec- 
tion.” The spur will tap the Studebaker plant, where it will 
serve directly the Studebaker vehicle plant, Studebaker auto 
body plant and the new $20,000,000 auto plant; also the 
old Oliver plow and agricultural implement plant, as well as 
the new $15,000,000 tractor plant of the Oliver Chilled Plow 
Company. In addition, the railroad is building a large yard 
at the intersection of its main line and industrial spur. This 
yard is to be one-half a mile long by four hundred feet wide 
and is to accommodate principally the cars moving from the 
Studebaker plant and the Oliver plant, as well as the auxiliary 
plants that will locate along this spur. 


THELEN TO GO OUT 


The Trafic World Washington Bureau 


Max Thelen, director of the division of liquidation of claims 
of ihe Railroad Administration, will terminate his connections 
with the Administration the latter part of September. He will 
return to San Francisco, his home, and engage in the practice 
of law. Mr. Thelen announced that he would resign when the 
President appointed John Barton Payne, secretary of the in- 
terior and trustee of the United States Shipping Board, as Di- 
rector General of the Railroad Administration. Walker D. Hines, 
the retiring Director-General, had urged the appointment of 
Mr. Thelen as Director-General and it was generally understood 
that the recommendation would be accepted by the President. 


CLAIMS OF RAILROADS 
The Trafic World Washington Bureau 


Twenty-six railroads have filed with the Railroad Administra- 
tion statements embracing claims for final settlement with the 
government as the result of federal control of the railroads. The 
Northern Pacific and the Pullman Company are the first of the 
large companies that have filed their final claims. The Admin- 
istration declines to make public the amounts which the roads 
claim are due them from the government. The claims cover 
maintenance of way and structures, maintenance of equipment 
and materials and supplies. The Railroad Administration has 
counter claims against many of the roads, it was stated. 

Although the Railroad Administration declined to give any 
information as to the amount of the claim the Northern 
Pacific has filed for final settlement with the government, rail- 
road men understand it amounts to about twenty-five millions. 

The Chicago, Milwaukee & St. Paul has filed a final claim for 
$25,900,968, of which about $16,000,000 is for undermaintenance of 
equipment. The Northern Pacific claim for undermaintenance 
of way and structures is $8,597,394; for undermaintenance of 
equipment it is $7,741,379. 








NEW POWER INVOKED 
The Trafic World Washington Bureau 


The Marion & Eastern and the coal operators in Williamson 
County, Illinois, served by it have invoked the power conferred 
on the Commission by the amended interstate commerce law 
for any order requiring the Chicago, Burlington & Quincy to 
make physical connection with its rails at Marion, Ill. That 
application is in the form of a complaint (Docket No. 11670) in 
which it is averred that the Burlington discriminates against 
the Marion & Eastern and the mines along its rails by furnish- 
ing cars to mines on the rails at Logan, Ill., on the Illinois 
Central, and at Bush and Royalton, Ill., on the Missouri Pacific, 
while declining to make or allow the connection to be made 
at Marion, by means of which the Burlington would be able to 
furnish cars for coal moving from the mines on the Marion & 
Eastern to destinations on the Burlington. 

In their complaint, the mine operators declare that the 
Marion & Eastern is willing to make the connection, but that 
the Burlington and Illinois Central decline to make it or allow 
it to be made. They also declare that they have applied to the 
Burlington, Marion & Eastern and Illinois Central in writng to 
establish such connection and to institute routes and rates over 
the connection. 

The complaining mine operators ask the Commission to 
make an order requiring the Burlington and the Illinois Central 
to permit the Marion & Eastern to construct and maintain, at 
its Own expense, a connection between the rails of the two 
other defendants at a point west of Marion where they cross, 
not, however, at grade; that the Marion & Eastern be required 
(it being willing to do so) to make and maintain such connec- 
tion; that the Illinois Central be required to permit the Marion 
& Eastern to use the railroad of the Illinois Central between 
the proposed connection and its own rails; that it fix the terms 
and compensation for the use of the Illinois Central rails, if the 
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carriers cannot agree; that it require the Burlington to allot 
empty coal cars to the complainants in accordance with the 
rule under which it distributes cars to the mines directly served 
by it; that it require the Burlington and Marion roads to pub- 
lish and concur in tariffs according to the complainants the 
same group rates on coal that the Burlington accords to mines 
on its own rails; to require the Marion & Eastern to operate 
over the proposed route and to establish the divisions if the 
carriers fail to agree. 

In the alternative the operators offer, if the Marion & 
Eastern is not able to finance the connection, to do it for that 
carrier on terms, as to reimbursement, that are given under like 
conditions and circumstances to other operators who may have 
done such financing. The final request is that if the Commis- 
sion shall find that it is not to the public interest or is not prac- 
ticable for the Marion & Eastern to operate over the rails of the 
Illinois Central, it orders the Illinois Central and Marion & 
Eastern to join in some operating agreement under which the 
cars of the Burlington may be handled to their mines. 

A closely connected complaint, in appearance at least, has 
been filed by the Marion & Eastern against its trunk line con- 
nections, asking an increase in divisions to it on coal going from 
mines on its rails to its trunk line connections. It is now re- 
ceiving 15 cents per net ton. Under federal control it received 
more, because settlements were made on a percentage basis. 
The Marion & Eastern said that basis materially increased its 
revenue. It avers that since the termination of federal control 
the trunk lines claim that in the settlement of accounts the 
15-cent division will have to be applied. That means, the com- 
plaining road assumes, that it will have to return some of the 
money, thereby increasing its deficit. 

The Marion & Eastern, in its complaint, asks for a divi- 
sion of 27 cents. In support of its contention that it should 
have 27 cents, the Marion & Eastern asserted that one of the 
defendant trunk lines gave the Chicago & Illinois Midland a 
division of 26.5 cents out of a rate lower than the one out of 
which it allowed the comnplainant only 15 cents. 

Another formal complaint bearing on the Commission’s 
power to require a railroad company to extend its rails or to 
permit another railroad to build to a connection with it, is No. 
11658, Ezra W. Cooke et al. vs. C. B. & Q. et al. In that peti- 


tion the complainants, who are farmers and business men at . 


and near Chambers, Neb., ask the Commission to direct the 
Burlington to extend its rails from Erickson, Neb., to Cham- 
bers, in accordance with a promise Cooke and his associates 
allege the Burlington publicly made in 1887 at the time it was 
building into that part of Nebraska. The distance of the pro- 
posed extension is about nineteen miles. The complainants 
allege that the grading could be made with tittle expense and 
that the Burlington would have a division which could be op- 
erated with practically no additional expense. The petitioners 
set forth in their paper that they own more than 100,000 acres 
of the land in the territory that would be tapped, but say that 
that is only a small part of the acreage that would be tapped. 
They set forth that, by reason of the fact that Chambers has no 
railroad facilities, prices for the products in that part of Ne- 
braska are very low and many of the farmers are not able to 
sell all they produce. 


MISSISSIPPI VALLEY CLASS RATES 


The Trafic World Washington Bureau 


A scheme for adjusting rates so as to eliminate fourth sec- 
tion violations on traffic between Ohio River crossings, St. Louis, 
Chicago, and related points on the one hand, and points in the 
Mississippi Valley territory on the other, that is believed to 
preserve as nearly as possible the present general level of rates 
and revenues derivable therefrom, has been presented to the 
Commission, for consideration, by both carriers and shippers, by 
R. V. Pitt, chairman of the Commission’s fourth section board, 
acting as a special examiner for this purpose. In a broad sense 
it is an arbitration between the shippers and carriers, although 
it is not binding on either. It is intended to be such a solution 
that, if made effective, it will avoid the uproar that was caused 
when the carriers, acting on their technical option, revised 
fourth section violations out of the southeast in such way that, a 
little more than four years ago, they obtained a big increase 
in rates. 


This fourth section case, which the examiner calls “In re: 


Readjustment of Class Rates in Mississippi Valley Territory,” 
is the outgrowth of the Memphis-Southwestern investigation (55 
I. C. C. 515), the order in which is to be operative October 1, 
and in connection wherewith the Commission issued its fourth 
section order No. 7542. That order was based on the Commis- 
sion’s conclusion that there was no compelling water competi- 
tion in the Mississippi Valley territory such as there had once 
been and that, therefore, fourth section violations should be 
removed. 

In theory, the carriers, under that order, have the option 
of raising the river-point rates or reducing the rates at and 
between interior points. The fourth section violations were to 
be removed in respect to the following: rates: 
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Class and commodity rates from St. Louis and points taking the 
same rates, to Memphis and points taking the same rates, which are 
lower than rates from, to, or between intermediate points. 

Class and commodity rates from New Orleans and points taking 
the same rates, to Memphis and Memphis rate points, which are 
lower than rates from, to, or between intermediate points. — 

Class and commodity rates from St. Louis and Memphis and St, 
Louis and Memphis rate points, to New Orleans and group, that are 
lower than rates from, to, or between intermediate points. 

Class and commodity rates from Kansas City, Omaha, and other 
Missouri River points related thereto, to New Orleans and group, 
which are lower than rates from, to, or between intermediate points, 


With a view to preventing another Southeastern fourth sec- 
tion violation case, the Commission suggested that the carriers 
and shippers get together in conferences so as to come to an 
understanding as to what would be reasonable in the circum- 
stances. 

They got together—about as the Poles and Russians have 
been holding their meetings. They could not agree on anything. 
In the meantime the Meridian Traffic Bureau case was decided 
(57 I. C. C. 107). It involved class and commodity rates from 
Mississippi and Ohio River crossings, Chicago and related points, 
to Meridian and Jackson, Miss. 

The carriers ended the conferences by announcing that they 
would put into operation the rates they had presented. The 
Commission, however, intervened again. The shippers were so 
bitter that, if the carriers had put in the rates they suggested, 
involving large increases, there would have been vigorous pro- 
tests and demands for a suspension of the tariffs. Therefore, 
the Commission suggested this arbitration. 

Pitt, in his report, said that the possibility of suspension 
of the proposed schedules was not so remote that it could be 
excluded from consideration. The effect of a suspension, he 
said, would be to leave existing rates in effect and postpone 
for many months the removal of the discriminations against 
intermediate points which the Commission had held to be unjust 
and unwarranted. Prevention of postponement, Pitt thought, 
should be achieved, if possible. 

In a note attached to Pitt’s recommendation Commissioner 
Daniels said that the Commission authorized him to say that 
the readjustment was of the utmost importance and should be 
accomplished by October, if possible. 

“It is essential, therefore,” said Daniels, “that the rates 
filed by the carriers to comply with the above order (fourth 
section order in the Memphis-Southwestern investigation) should 
not be of such a character as to compel their suspension and 
thereby postpone the correction of the existing fourth section 
departures beyond the period now fixed by the Commission’s 
order. 

“The adjustment of rates recommended in the attached re- 
port has not been approved by the Commission and will be suo- 
ject to suspension. It would appear, however, to be based upon 
a careful and thorough consideration of the essential facts and 
circumstances presented by the carriers and shippers in support 
of the proposals made by each at the conference referred to 
above, and, if adopted, there apparently would be a strong pre- 
sumption in favor of its reasonableness and propriety should 
any demands be made for the suspension of the rates included 
therein.” 

In his report, Pitt took as the key rate, so to speak, that 
from Cairo to Memphis and recommended a scale of 82.5 cents, 
first class. That would be an increase of 20 cents per 100 
pounds to Memphis proper. For the purposes of the case Pitt 
made six groups, the first being bounded by an east and west 
line through Memphis to Corinth, on the Mobile & Ohio. In 
that group there are points which now take rates running from 
82.5 to 89 cents, first class. Therefore, adoption of that scale 
would result in reductions to some points in the Memphis group, 
while Memphis proper would be increased 20 cents. 

The next group south would be bounded by a line from 
Helena on the west to the Mobile & Ohio on the east. That 
would take a scale 10 cents above the Memphis group, or 92.5 
cents. 

Greenville would be the point in the next southern group. 
It would take 12 cents above Helena, or 104.5 cents from Cairo. 

The Vicksburg group would take 11 cents over Greenville, 
or 115.5 from Cairo, Natchez, and its group would be 8 cents 
over Vicksburg, or 125.5 from Cairo. New Orleans would be 7 
cents over Natchez, or 130.5 from Cairo. The present rate is 
94 cents. 

Nearly all interior points, except around Corinth, would ob- 
tain reductions, if the Pitt recommendation were accepted by 
the railroads. , 

In adjusting rates between St. Louis and New Orleans, Pitt 
proposed that St. Louis be made 25 cents over Cairo to all 
points north of Vicksburg and points south of Vicksburg, St. 
Louis business to take 22.5 cents over the rates from Cairo to 
Vicksburg. 

With respect to Chicago, the proposal submitted by Pitt was 
a flat differential of 17.5 cents over St. Louis, Louisville to take 
the same rates as St. Louis, and Cincinnati 12 cents over St. 
Louis or Louisville. 

A further recommendation is that there be no increase from 
Memphis to Helena, with reductions at intermediate points; no 
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increase to Greenwood and Greenville, the group to take Green- 
ville rates. 

Pitt recommended a scale from Memphis to New Orleans, 
95 cents first class to Vicksburg, Natchez 102 cents, and New 
Orleans 110 cents. 

The special examiner said that rates between all points 
in the Mississippi Valley territory other than those mentioned 
should be graded and made according to distance; that is to 
say, for like distances, the rates should be either the same or 
substantially the same. 

In the Commission’s instructions to the special examiner 
the latter was told to prescribe a relationship between the 
classes to be observed in constructing rates for the lower 
classes based on the first class. His recommendation was 100, 
85, 70, 60, 48, 40, 35, 42, 35, and 25. 

The shippers and carriers, in their efforts to come to an 
agreement as to the relationship, could not agree on points of 
origin or of destination. The railroads themselves were unable 
to agree as to what should be used in an effort to get an aver- 
age of scales in use in the southeast and in Mississippi Valley 
territory. 

With a view to getting as wide as possible a foundation 
to work on, Pitt had the railroads figure on all the points of 
origin and destination they had mentioned in their efforts to 
agree on what scales should be used in arriving at an average. 
The result was that they made 11,200 scales, the average of 
which was 100, 85, 71, 58, 48, 41, 35, 41, 31, and 25. The ship- 
pers made 600 scales, differing little from those of the railroads. 

The relationship recommended by Pitt in the five numbered 
classes is the same as the relationship of classes prescribed 
by the Commission in the Memphis-Southwestern investigation. 
The relationships in the five other classes are unlike except 
in the lowest class, which, in both scales, would be 25 per cent 
of first class. 


NEW DUAL VALVE TRUCK 


Announcement of an expanded line of motor trucks, powered 
by dual valve engines, is made by the Pierce-Arrow Motor Com- 
pany. The new line includes five-ton, 3%-ton and two-ton 
trucks and a tractor unit, each equipped with double ignition 
and electric lights. 

The dual valve power plants which distinguish the advanced 
design are declared to effect as great forward stride in motor 
truck performance as did the introduction of the worm gear. 








New Dual Valve Engine, Clutch, and Transmission Assembly, 
Showing Double Ignition System. 





“The dual valve engines equip the trucks with a pulling 
bower superior to any demand,” said Robert O. Patten, truck 
Sales manager of the company. “Moreover, this power is ob- 
lained with an increase in economy; gasoline yields more miles 
ber gallon.” 

The dual-valved engine, constructed on the principle of the 
dual valve engine developed by Pierce-Arrow engineers in pas- 
Senger car use, has been in process of design and test for more 
than two years. Extended usage under actual working condi- 
tions has eliminated guesswork as to what its performance is. 


HEARING ON SECURITY ISSUES 


The Commission has set for hearing in Washington, August 
16, before Examiner A. Stuard Young, the application of the 

ng Island Railroad Company for authority to issue its gold 
‘quipment trust obligations in the sum of $1,668,000 and its 
Rotes in the sum of $419,279. 
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MOTOR TRUCK TRAFFIC 


The Trafic World Washington Bureau 


The highway committee of the National Automobile Cham- 
ber of Commerce has issued a statement to members urging 
that steps be taken in the various states to keep highways 
clear of snow this winter so that motor truck traffic will not 
be interefered with. 

“A careful review of the transportation situation,” the 
committee says, “makes it evident that during the coming winter 
the railroads will be confronted with congestion problems as 
great as, if not greater, than those whichn held up their freight 
movements last winter. As before, so again, this will throw 
upon motor vehicles the necessity of hauling vast quantities 
of commodities over the highways and in addition will oblige 
manufacturers of motor vehicles to deliver their products to 
purchasers by the overland drive-away method. 

“Both of these considerations make it imperative that those 
highways over which the bulk of these commodities and the 
majority of these drive-aways wiil pass, be kept free from snow 
and ice at all times. As a general thing such traffic passes 
over the highways under state control, although there are long 
strips of thoroughfare where counties, cities, towns or other 
types of authority exercise jurisdiction. 

“The highway officials of some of these states and other 
jurisdictions now have the power and appropriations neces- 
sary to care for snow removal from their highways during 
the winter of 1920-1921; the majority of them do not. It is 
therefore imperative that members learn how the matter stands 
in the case of highyways in which they are interested and 
wherever no provision for this all-important work has been 
made, take active steps to point out to the authorities the 
need for looking after this vital matter at once.” 


HIGHWAY TRANSPORT 


The Trafic World Washington Bureau 


Systematic compilation of all data relating to the economic 
field of highway transport will be undertaken by the Highway 
and Highway Transport Education Committee, which held its first 
meeting at the University of Pittsburgh, July 31, according to 
highways committee of the’ National Automobile Chamber of 
Commerce. 

The committee also approved a plan looking forward to 
conferences on this subject in at least ten of the leading universi- 
ties of the United States to be participated in by state highway 
officials, business men, educators and all others interested in 
highway transport. One of the first of these will be held at the 
University of Pittsburgh. 

The program laid down by the committee embraces the exten- 
sion of education on these subjects in elementary, high school 
and collegiate institutions as well as vocational and community 
extension and research work. Committees consisting of educa- 
tional, industrial and governmental authorities were named to 
formulate policies, and to report to the next meeting of the 
major group, which will take place September 18 at Washington. 

The meeting was attended by Commissioner P. P. Claxton, 
chairman, and Dr. W. C. John, Bureau of Education; T. H. Mac- 
Donald, chief of the Bureau of Public Roads; Roy D. Chapin and 
Pyke Johnson, National Automobile Chamber of Commerce; Paul 
D. Sargent, president American Association of State Highway 
Officials; F. L. Bishop, Dean of Engineering, University of Pitts- 
burgh; Prof. C. J. Tilden, Yale University; Ernest Farr, repre- 
senting H. S. Firestone, Rubber Association, and Prof. W. K. 
Hatt, Purdue cuniversity. 


HANDLING OF MATERIALS 


The largest and one of the oldest technical organizations 
of the country, the American Society of Mechanical Engineers, 
has formed a materials handling section, whose object is to 
“promote the art of the mechanical handling of all materials.” 
A meeting was held at the Engineering Societies’ Building, New 
York, August 13. Robert M. Gates of the Lakewood Engineering 
Company, managing engineer specializing in material handling 
equipment, presided. Those who were to address the meeting 
were Harold V. Coes, industrial engineering specialist, of Ford, 
Bacon & Davis; F. M. Fieker, vice-president of the McGraw-Hill 
Publishing Co.; and E. Logan Hill, formerly secretary of the 
Port and Harbor Facilities Commission of the U. S. Shipping 
Board, and also formerly assistant general manager of the Erie 
Railroad. 

This action has been taken because of the cry for more 
efficient ways and means of handling material. 

“The soaring costs of today are not resulting alone in in- 
crease in the price of the commodity, but are the results of in- 
creased costs of handling of production,” says the society. ‘The 
inefficiency of the freight handling system of these United States 
cannot be laid upon a lack of equipment, but a lack of adequate 
means of loading or unloading and more effective means of 
filling cars to capacity and the providing of suitable warehouse 
facilities. These are acknowledged facts—facts that have been 
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expressed and known for some time. We then ask ourselves 
what is being done to eliminate the difficulties. To date organi- 
zations and individuals have endeavored to encourage a cor- 
rection of present conditions, all with more or less beneficial 
effect, but so far there has been no common nationally known 
organization to which all other institutions or individuals could 
turn to help correlate the effort on this subject. 

“There are but two ways of doing this work—manually and 
mechanically. The manual system can never be wholly dis- 
pensed with, but it has been proven that it is utterly unable to 
cope with the situation. Therefore the salvation of our indus- 
trial and commercial life is dependent upon the development 
of the mechanical means of material handling and the fitting it 
into economic conditions of today. How shall this be done?” 

In opening the meeting Mr. Gates said: 

“This is the initial meeting of the material handling sec- 
tion of the American Society of Mechanical Engineers, follow- 
ing the acceptance of a petition to the Council asking the privi- 
lege of undertaking its formation. It is noteworthy that this 
petition was signed by 381 members of the society, approxi- 
mately 25 per cent of those approached for suggestions on the 
subject. 

“The handling of materials has been of vital importance in 
the development of civilization. The great marvel of the 
Pyramids is not their construction nor size, but the hidden mys- 
tery of what mechanical means were employed by those ancient 
craftsmen to handle the material of which they are composed. 

“The greatest economic need of civilization today is the 
devising of means and a more intelligent application of proper 
and co-ordinated methods whereby materials of one kind or 
another may be handled more swiftly and to better advantage. 

“Probably at no time in the world’s history has there been 
so dire a need for the efficient interchange of products. Old 
isolations and boundaries have dissolved. Over half of the pro- 
ductive world has been engaged in destruction and there is now 
correspondingly imperative necessity for reconstruction both 
physically and morally. 

“Under this ever-increasing load, old systems of commodity 
interchange have broken down. Industrial and railroad con- 
gestion is almost intolerable and with these continued condi- 
tions have come mounting costs until better, more efficient and 
more adequate systems must come into being if the cost dif- 
ferential that is now being reflected in the soaring prices of all 
goods is to be modified. 

“The burden of this necessity, therefore, makes it imperative 
that a professional section composed of those whose interests 
and whose expert knowledge brings this problem close to them 
shall assume this work as its obligation to the technical fra- 
ternity and its contribution toward the solution of our national 
economic problem. 

“To accomplish this in the most beneficial way, the section 
must be the common channel of intercourse between all tech- 
nical and industrial organizations on the subject of mechanical 
handling of all materials. 

“This section must be the bureau of information—complete 
in its scope, specific in its knowledge of the physical and eco- 
nomic conditions and unbiased in its conclusions. This must be 
done by having special meetings on particular subjects, meet- 
ings jointly with other sections, other organizations or asso- 
ciations, by taking part in all local and national problems re- 
lating to the purpose of this section. 

“The endeavor of this section should be communicated to 
all who are directly or indirectly interested in the various rami- 
fications of the subject, giving them an opportunity to join in 
this all-important work. 

“This is a momentous problem, the solution of which will 
be powerful and far-reaching. Success will depend upon a unity 
of purpose and a co-operation of effort.” 


SHIP SALES AND ALLOCATIONS 


The Trafic World Washington Bureau 


The Shipping Board has sold the former German raider, 
the Kronprinz Wilhelm, now the Von Steuben, to Ferd Eggena of 
New York for $1,500,000. The vessel will be used for a cruise 
around the world to exhibit American manufactured products. 

The board has announced the allocation of fifteen new pas- 
senger vessels to service between the Pacific coast and the 
Orient. The vessels, each of 12,600 deadweight tons, are being 
completed in Pacific coast shipyards. 

Five of the vessels will be operated by the Pacific Mail 
Steamship Company between San Francisco, Honolulu, Yoko- 
hama, Shanghai and Manila. The Admiral line will operate five 
of the vessels between Puget Sound and the Orient, and the 
other five will be operated by the Mateson Navigation Company 
between San Francisco and Honolulu. 





PERMISSION FOR RENEWAL NOTES 


Application has been made by the Ashland Coal & Iron Rail- 
way Company, Ashland, Ky., for permission from the Commission 
to issue renewal notes in the sum of $150,000 to take up pre- 
existing short term notes. 


TRAFFIC WORLD 


PREFERENCE FOR AMERICAN SHIPS 


The Trafic World liashington Burcay 


Admiral W. S. Benson, chairman of the United States Ship. 
ping Board, made public, August 9, a letter he had written to 
W. T. Christensen, commissioner of the port of Seattle, in 
response to a protest by the latter against the provisions of 
Section 28 of the merchant marine law, which relate to prefer. 
ential rail rates for commodities moving to and from the United 
States in American bottoms. This section has been suspended 
until January 1, 1921. Chairman Benson said he was forced to 
conclude that the port commissioner’s concern was for foreign 
carriers rather than for American shipping. The letter follows: 

“In reading carefully your letter of June 25, with enclosures, 
subject—Section 28, new merchant marine aci—I am forced to 
conclude that your plea is based upon concern for the business 
of foreign carriers, which you state carried over 85 per cent 
of the Oriental commerce with Puget Sound in 1918 and 1919 
and that you are apparently not so deeply interested in co. 
operating with the board in developing an American merchant 
marine through the use of American shipping from your port. 

“Although intimately connected with the shipping business 
of Seattle there has apparently not entered into your calcula- 
tion the fact that unless American ships be substituted for for- 
eign ships in the carrying of the greater part of your oriental 
commerce, the shipyards of Puget Sound which have given em- 
ployment to many thousands of workmen, bringing abundant 
properity to your community, must close their gates, dismiss 
their employes and as an industry cease to exist. Few, if any, 
repairs to foreign shipping are made in American yards. nor 
does the use in our trades of foreign ships encourage the build- 
ing of American ships in American yards, the benefits of which 
should be apparent to the merchants and other business inter- 
ests of Puget Sound. 

“The purpose of the Congress in enacting the merchant 
marine act of 1920 was to give American ships ‘national’ ad- 
vantage in our own trades with foreign countries. It was not 
the purpose to aid foreign shipping in our trade—quite the con- 
trary. The act is purely an American measure intended to 
meet and offset the countless discriminations by other nations 
against American shipping with which the Shipping Board ships 
and privately owned vessels of the United States have had to 
contend. 


“Section 28, which you deem ‘a serious mistake,’ was placed 
in the law by the Senate committee at the instance and solici- 
tation of the Shipping Board, as you doubtless know if you have 
read the committee report accompanying the measure when pre- 
sented to the Senate. It was recommended, however, not for 
the purpose of making Puget Sound the ‘goat,’ as you suggest, 
but as the basis of protecting your ports among others in the 
enjoyment of an export traffic moving in American ships and 
which could not be diverted to other ports to your great injury. 
The provisions contained in Section 28 were determined upon 
after a most careful inquiry into methods employed by other 
nations for affording to their national advantages over ships 
of other countries. Other nations hedge about their shipping 
operations with many special advantages secretly or openly 
bestowed. One of the most effective has been the use of the 
preferential rail rate as applying only upon cargo carried in 
vessels of their nationals. Such was the practice of Germany, 
which carried 60 per cent of its exports and 50 per cent of its 
imports in German ships. It was, and is, the practice of France. 
Consular reports made in 1913 gave details of preferentials 
showing that French railways gave a 20 per cent discount upon 
export freight which moved in French vessels to New York 
and a like discount on similar movements in French vesseis 
to England and other ports. Reports of 1919 show that Spain 
also is using that method along with many other preferentials 
in the way of subsidies and subventions for Spanish ships. 

“Japanese ships in the past were able to quote the same 
rates to interior points in Japan as other nations were able to 
quote to the seaports of that country. <A differential quite 
sufficient to have enabled them in the absence of like prefe!- 
ential rates within the United States for our own ships, to con- 
trol the rail routings within the United States, and they have 
done so in many instances to the disadvantages of America 
ships and at times of certain American ports. 

“Allowing a differential export rate lower than the domestic 
rate upon the rail shipments within the country is purely 3 
domestic prerogative. Each nation may unquestionably de 
termine for itself that such rates may be made and that they 
shall be limited in application to cargo carried in vessels of its 
nationals. The Board of Trade report to the British government 
made in 1918 regarding shipping policies, concedes that the con- 
trol of such practice cannot properly be made the subject of 
a treaty. 

“Your expressed fears that threats of foreign carriers 10 
transfer their operations to Vancouver will be carried out are 
in direct contrast to the opinions of shipping and rail interests 
of British Columbia, as voiced in the Vancouver Sun of June 3°. 
which points out that Section 28, if strictly enforced, ‘would 
have wiped out two-thirds of the freight business of the port,’ 
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and adds: ‘By far the greater part of the trans-Pacific freight 
nandled through Vancouver is destined for or originates in the 
United States,’ and further states, if Section 28 were enforced: 


The effect of this would be to force the Canadian Robert Dollar 
Line, now operating five vessels out of Vancouver, to American 
registry. The C. P. R. trans-Pacific service would be forced to 
depend solely on freight secured in Canada. The Blue Funnel Liners 
trading between here and the Orient would probably be withdrawn 
from service. No Japanese steamship line could compete with 
American lines in freight rates on the Pacific. 


“You seem to have been unaware that during the past few 
years foreign carriers serving Pacific ports have constantly di- 
yerted from Pacific ports to those of the Atlantic trans-Pacific 
business which is required to move through Pacific ports in the 
interest of a balanced rail traffic as a means of preventing the 
necessity for increases in rail rates, particularly to the western 
part of the United States. 

“Studies made in San Francisco, which community seems 
to have noted these efforts adverse to their port development, 
indicate that whereas in 1916 the greater volume of trans-Pacific 
export and import was through Pacific ports, in 1919 at least 
50 per cent of such trans-Pacific commerce had been diverted 
to eastern ports of the United States and that in February, 
1920, two-thirds of the Oriental business was with Atlantic ports 
and only one-third with the ports of the Pacific. Surely Sec- 
tion 28 of the Jones merchant marine act cannot be charged 
with responsibility for that diversion of business as provisions 
of Section 28 had not at that time even been recommended to 
the committee by the Board. 

“In order that you may not misunderstand the purpose of 
the Shipping Board in its recommendation and of Congress in 
the enactment of the provisions of Section 28, I am enclosing 
a copy of an address made before the National Association of 
Manufacturers, which analyzes fully not only the application 
of Section 28, but the legal authorities for making it effective 
and for preventing diversions such as might be attempted by 
reason of enforcement of Section 28—authority which, regard- 
less of the Jones law, must be applied, if you are to be pro- 
tected in your trans-Pacific business against diversions such as 
we have indicated were being accomplished long prior to the 
time the provisions of Section 28 were recommended to the 
Senate Committee. 

“T recommend that you read the analytical statement very 
carefully. If further assurances than those contained in that 
statement are deemed necessary, I desire it known that neither 
Section 28 nor any other of the provisional sections of the Jones 
merchant marine act will be enforced in any other manner than 
will be fully protective of the interests of your ports, and as well 
as other interests of the United States.” 

The Far East Commercial Intelligence Service issued a 
statement by George Powell, president of the Oregon-Pacific 
Company, and Portland agent of the Toyo Kisen Kaisha, in 
reply to the arguments made by Chairman Benson, of the Ship- 
ping Board in his letter to W. T. Christensen. 

The Service states that “through Mr. Powell’s use of its 
facilities, this service has been enabled to function as a non- 
partisan agency to present a side of a public question which 
might not otherwise have a hearing.” Mr. Powell says in the 
statement: 

“A careful reading of Admiral W. S. Benson’s letter of July 
21, addressed to Mr. W. T. Christensen, Commissioner, Port of 
Seattle, Seattle, Washington, calls forth the following comments 
and questions: 

“Admiral Benson says that foreign nations, especially Ger- 
many, France, Spain and Japan, have used preferential rates 
for the purpose of controlling the routing of their imports and 
exports for movement in their own ships. 

“If these statements are correct, what per cent of the for- 
eign trade of those nations was controlled by the use of pref- 
erential rates? It would be also interesting to know whether 
preferential rates obtained at one port or on one coast or at 
all ports and on every coast. 

_ “In using such an argument either for the making of Sec- 
tion 28 a part of our law or in its defense, has consideration 
been given to the following conditions: 

_ “First: A comparison of rail distances between produc- 
ing and consuming centers and seaports of those foreign na- 
Uons and those within the United States. 

“Second: A comparison of the seaboards of the foreign 
countries above named with our extensive seaboards. 

: “Third: That the control of export and import traffic by 
the application of preferential rates is only obtainable at the 
present time to and from Pacific Coast ports. 

“Admiral Benson points out that, as a matter of record, 
two-thirds of the Oriental business of this country in 1919 
moved via Atlantic ports. He then points out that there are 
now legal means of preventing diversion of export traffic from 
Pacific ports to those on our Atlantic or Gulf coasts. Should 
any port of any coast become congested with export freight, the 
Interstate Commerce Commission could now, as it could in the 
Past, embargo such a port until the congestion was relieved. 

“Is it at all probable that Baltimore or New Orleans, for 
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instance, who have spent and are planning to spend millions 
of dollars for port development, would welcome or submit to 
an order from the Interstate Commerce Commission or the 
Shipping Board limiting their foreign trade to a certain num- 
ber of tons’ per month or per year, and when that mark was 
reached, direct that all other foreign business would have to 
move through Pacific Coast ports? Or is it likely at all that 
those ports or any other ports, so long as they were able to 
handle their foreign traffic without congestion, would tolerate 
interference by any governmental body in so far as the move- 
ment of that traffic is concerned? 


“Every port is interested in its own shipping and the de- 
velopment of foreign trade over its docks. That is a natural 
condition. Why should Atlantic or Gulf ports or the rail car- 
riers serving them aid in the diversion of their foreign trade to 
competing ports on the Pacific Coast via rail lines serving Pa- 
cific ports? Why should not Atlantic and Gulf ports welcome 
the foreign steamship lines, that are now serving Pacific ports, 
to their harbors? 

“Foreign shipping will not be affected by section 28 at At- 
lantic and Gulf ports. With increased shipping facilities at 
those ports, then is it likely that there would be a freight con- 
gestion? Would not the movement of foreign trade via these 
ports be through natural ‘economic channels?’ How could such 
a condition be called an emergency? 

“Admiral Benson has pointed, as above stated, that foreign 
shipping has already been transferred to a considerable extent 
to our Atlantic and Gulf ports. If the control of the routing 
of our import and export trade has not been largely in the 
hands of the foreign merchants, who work in close harmony 
with their merchant marines, I would like very much to know 
the reason for the diversion of foreign trade and shipping that 
has already taken place and why it was not prevented. 

“The preferential transcontinental rail rates at present in 
effect to Pacific coast ports on export shipments were made 
to equalize via Pacific coast ports through rates obtainable 
via Atlantic and Gulf ports by the use of domestic inland rail 
rates to Atlantic and Gulf ports and conference ocean rates 
from these ports to foreign destinations. 

“The current transcontinental preferential rail rates to 
Pacific coast ports, as well as the domestic inland rail rates 
to Atlantic and Gulf ports, apply on shipments forwarded via 
regular ocean lines regardless of nationals. 

“Is it not apparent that domestic inland rail rates are the 
maximum rates which can be charged from inland points of 
origin in the United States to the ports of export on the At- 
lantic and Gulf, whether shipments go forward to foreign ports 
in vessels of American or foreign ownership? 

“If the transcontinental preferential rates to Pacific coast 
ports are made to apply on shipments to go forward in Ameri- 
can-owned vessels only, as contemplated by section 28, and 
transcontinental domestic rates are to apply on shipments for 
export in vessels of foreign ownership, what is to prevent ves- 
sels of foreign ownersip going to Atlantic and Gulf ports for 
cargo originating at interior points in the United States con- 
tiguous to such ports to which domestic rail rates are very much 
less than domestic rail rates from the same points of origin 
to Pacific coast ports? Will not such a condition deprive rail 
carriers of revenue? 

“Section 28, if it becomes operative, will close Pacific ports 
to foreign shipping in so far as transcontinental traffic is con- 
cerned and increase foreign shipping at Atlantic and Gulf ports. 
How will American ships be benefited? Closing one door and 
leaving two doors open is indeed a poor policy and most cer- 
tainly is questionable protection. 

“So far we have not heard from the Interstate Commerce 
Commission as to whether or not they can legally or effectively 
control the movement of the foreign trade of the United States 
via certain specified routes or ports in the manner that Admiral 
Benson claims it can be done. Nor have we heard from east- 
ern or southern ports as to their willingness to either remain 
at a standstill and be satisfied with their present foreign traffic 
or give up such part of it to Pacific coast ports as Admiral 
Benson may think they are entitled to. 

“If this section of the merchant marine law is solely for 
the purpose of protecting and developing the American mer- 
chant marine, I again ask, why is so much concern felt for 
our ships at Pacific ports and apparently none at Atlantic and 
Gulf ports? It is a matter of record that every port on the 
Pacific coast has protested against section 28 and urged its 
repeal. Why: then is the argument so often used that only 
foreign interests are opposed to section 28? If the law could 
possibly be made to benefit our Pacific ports, is it not reasonable 
to expect that the inhabitants of the Pacific coast states would 
recognize the fact and support the bill instead of protesting 
against it and urging its repeal?” 

In a letter to Mayo Dudley, director of the Far East Com- 
mercial Intelligence Service, Chairman Benson, referring to 
the position taken by Mr. Powell on section 28, said: 

“Utterances of this character must always be considered 
in the light of the business relationships of those who are re- 
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sponsible for them. The fact should not be overlooked that 
Mr. Powell, as_ president of the Oregon-Pacific Company, is 
understood to be the representative in Portland for the Toyo 
Kisen Kaisha, a subsidized Japanese steamship company, which 
is quoted by the press as having recently threatened to quit 
the port of San Francisco unless Congress shall repel those 
sections of.the Jones law objectionable to foreign interest. 

“In taking the position as indicated in the article, Mr. Pow- 
ell as a good servant of foreign interest is but carrying out 
the policiy of his principals. 

“Statements by Mr. Powell of the adverse effect upon Amer- 
can rail shippers in the event of diversion of business from 
Pacific ports, furnishes of itself argument that the Interstate 
Commerce Commission should consider such attempted diver- 
sion an emergency justifying that under the authority granted 
by Congress the Commission should require trans-Pacific ex- 
port and import freights to move under permit through such 
ports as the Commission may indicate to be necessary for the 
preservation of balance in rail movements such as will be in 
the best interests of the American public.” 


USE FOR WOODEN SHIPS 


The Trafic World Washington Burean 


Admiral Benson, chairman of the United States Shipping 
Board, left Washington August 10 to go to Norfolk and Hamp- 
ton Roads on a brief inspection tour. He planned to inspect the 
wooden ships which the board has anchored in the James 
river in charge of caretakers. 

The chairman said the board would make an effort to sell 
these vessels for special services for which they are adapted. 
He said they could not be profitably used by the board in ocean 
trade but that they would be desirable for inland waterway or 
lake traffic. 

“The engines could be removed from these vessels and they 
would make good barges,’ said Chairman Benson. “They are 
well constructed.” 

The chairman’s attention was called to a recommendation 
made by Commissioner Jacobson of the Minnesota state com- 
mission to the effect that the vessels could be used for the stor- 
age of grain while they are anchored in the James river. 

“The board would be glad to rent the vessels for that 
purpose,” said he. 

The Shipping Board, August 10, announced it would receive 
bids August 30 on twenty-four wooden ships, the terms of sale be- 
ing 10 per cent cash, balance in three years. The steamers are 
as follows: 

Ballin Type—Airlie, Ashburn, Birchleaf, Dalana, Thala, 
Awensdaw, Buttonwood, Bushong, Bushrod, Butte, Byfield, Deva, 
Diana, Bertona, Mindora, Wallowa. Daugherty Type—Alderman, 
Argenta, Cowardin, Horado, Itompa, Nawitka, Neabsco, Zavalio. 


CONSTRUCTION OF VESSELS 


The Trafic World Washington Bureau 


The United States Shipping Board issued a statement, Aug- 
ust 10, relative to the construction of new vessels under the 
terms of Section 23, of the merchant marine act, which allows 
certain tax exemptions to owners of vessels who set aside from 
net earnings a trust fund for the building of new ships. The 
statement follows: 

“With the idea of relieving the owners and operators of 
vessels documented under the laws of the United States and 
operated in foreign trade, Section 23 of the Merchant Marine 
Act, 1920, provides that for the purpose of ascertaining the net 
income of such owner or operator, he shall be allowed as a de- 
duction while the vessel is so operated, for each of the ten 
taxable years, beginning with the first taxable year ending after 
the passage of the Merchant Marine Act, an amount equivalent 
to the net earnings of such vessel during such taxable year, 
determined in accordance with rules and regulations to be made 
by the Shipping Board. The section further provides that such 
deductions shall not be allowed unless the owner invested or 
set aside, under rules and regulations promulgated by the 
Board, in a trust fund for the building in shipyards in the 
United States of new vessels of a type and kind approved by 
the Board, an amount determined by the Secretary of the 
Treasury and certified by him to the Shipping Board, equiva- 
lent to the war profits and excess-profits taxes that would have 
been payable by such owner on account of the net earnings of 
such vessels but for the deduction allowed under the provisions 
of Section 23. 

“The rules and regulations which this section provides 
shall be promulgated by the Shipping Board have been in 
course of preparation by the Shipping Board, in conjunction 
with the Treasury Department, since the passage of the Mer- 
chant Marine Act, but are not yet in final shape for issuance. 
However, the Shipping Board has received several applications 
from various ship owners for approval of the plans of vessels to 
be constructed for their account in American ship yards, and 
which they intend to operate in the foreign trade of the United 
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States, such approval being requested under the provisions of 
Section 23 in order that they may secure the benefits of such 
exemption. The companies which have made such requests 
and the types of vessels they int.nd to construct are as follows: 
1. Crowell & Thurlow Steamship Company, Boston, Mass: two 
cargo steamers of about 4,400 dwt., to be constructed by the 
Bath Iron Works, Ltd., Bath, Maine. 2. W. R. Grace & Com. 
pany, New York City; one 10,000 dwt. oil tank steamer to be 
constructed by the New York Shipbuilding Corporation. 3. Pg. 
cific Mail Steamship Company of New York City; one 9,800 dwt, 
oil tanker, to be constructed by the New York Shipbuilding 
Corporation. 4. Sun Company of Philadelphia; one single screw 
bulk oil steamer of about 12,000 dwt. to be constructed by the 
Sun Shipbuilding Company at Chester, Pa. 

“The types of vessels covered by the applications filed by 
the Crowell & Thurlow Steamship Company and W. R. Grace 
& Company have been approved; the applications filed by the 
Sun Company and the Pacific Mail Steamship Company are now 
under consideration, as is also an application filed by the Ney. 
castle Shipbuilding Company of Newcastle, Maine, covering a 
five-masted schooner now under construction at the yard of 
that company. 

“The Board is fully aware of the desirability of promul- 
gating the regulations required by this Section and hopes to 
issue such regulations at an early date.” 


REPORTS OF CARRIERS 


The Trafic World Washington Burcay 


The Commission’s order (see Traffic World, August 7) pro- 
mulgated August 6, requiring the railroads to make quarterly re- 
ports as to the number of employes, their wages, and the services 
performed by them, will probably be followed shortly by orders 
requiring the carriers to make reports in greater detail. As to 
why the Commission is likely to require more details, the regv- 
lating body has made no announcement. It is obvious, however, 
that, inasmuch as wages constitute the largest single item in 
operating expenses, and, further, that inasmuch as the Commis- 
sion, in every rate case, must give thought to the expenses of 
the roalroads, the statistics it has been gathering for years past, 
it is believed, are obviously of no practical help. 


Under the rules as they were until the order of August 6 
was put out, the labor statistics gathered by the Commission 
were always at least thirteen months old when received. The 
rule required annual reports. They gave a carrier three months’ 
leeway in which to make its annual report on that subject. Such 
figures, as a rule, have never been comparable for any length 
of time, with the figures that could be produced, by the railroads, 
or railroad brotherhoods, on a month’s notice. 


Hereafter, it is believed, the question of wages and the num- 
ber of employes will be of much greater importance than here- 
tofore, especially if and when the carriers ask for increases in 
rates on the plea that the wages they are compelled to pay are 
higher than at a given date in the past. By means of quarterly 
statistics on the subject the Commission will be able to establish 
a check on the totals for a given district that may be put before 
it by the carriers in that district. 


In the recent advanced rate case the carriers made an esti- 
mate of their investment totalling $20,617,000,000. They made 
the attempt to give the investment in each district. The Commis- 
sion, in its report on that case, made a'restatement of the book 
accounts and said the reports to it, made by the carriers in the 
ordinary course of business, showed a book value of road and 
equipment of only $20,040,000,000. 


There is no suggestion of any attempt on the part of the car- 
riers to mislead the Commission as to the total shown by the 
accounts of road and equipment. Some of the railroad statistl- 
cians suggested that the difference in the figures is due to dupli- 
cations, due to a failure to properly assign items to the various 
districts. 


A similar failure on the part of accounting officers to make 
proper separation of wages paid by carriers in different districts, 
might throw operating expense accounts out of line to an equally 
important degree. The Commission’s figures, gathered from al 
nual reports, would not, it is pointed out, enable the regulating 
body to make such a check of the operating expense account 45 
it claims it made of the figures purporting to show the book cost 
of road and equipment. 


The order requiring quarterly reports is as follows: 


It is ordered, That beginning with the quarter ending March 31, 
1920, and thereafter for subsequent quarterly periods, unless other- 
wise ordered, carriers by steam railway of Class I, that is, carriers 
having annual operating revenues above $1,000,000 and subject to the 
jurisdiction of the Interstate Commerce Commission be, and they are 
hereby, severally required to make under oath to this Commission 
quarterly reports, in duplicate, giving certain particulars of the 
number of their employes of various classes at specified times, of the 
service rendered by such classes of employes, and of the conpensa- 
tion paid for that service. These quarterly reports are to be made 
on forms substantially similar to Schedule 561 in annual reports. 

It is further ordered, That each quarterly report, in duplicate, a8 
aforesaid, shall be sent to the Bureau of Statistics, Interstate Cm 
merce Commission, Washington, D. C., within the month next fol- 
lowing the end of the quarter for which the report is made. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER iN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
dassified advertisements ars as follows: First insertion, $1.00 pei 
ne: minimum charge, $3.00; succeeding insertions, per Tine, 50c; 10 
words to the line; numbers and abbreviations counted as werds; 
§ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, II. 


WANTED—Position as assistant traffic manager, by young man, 
oT years of age. Three years’ experience; now completing course with 
American Commerce Association. Address E. R. S. 233, Traffic 
World, Chicago, Il. 





= 





WANTED—Position as Traffic Manager, by a man thoroughly ex- 


perienced, twenty years’ railroad traffic, six years’ industrial with 
Board of Trade. _ Good executive; understands Act to regulate com- 
merce and practice before Commission. Have handled many cases 


and some important ones successfully. Desire connection with some 
large industry or progressive Board of Trade. Address ‘‘Experience,”’ 
Traffic World, Chicago, IIl. 


WANTED—Traffic man. Must not be oyer thirty-five years of 
age. Good opening and opportunity to work into sales department. 
State length and kind of. experience, age, salary, married or single. 
Address Box 743, Uhrichsville, Ohio. 


POSITION WANTED—Certified Traffic Manager available, experi- 
enced railroad, commercial; technical, legal, practical, record of 
ee Young, ambitious. Address E. E. D. 197, Traffic World, 
Chicago, Ill. 


POSITION WANTED—As Traffic Manager, with shippers’ or- 
ganization, Chamber Commerce, or large industrial concern. Twelve 
years’ experience in rail, water and commercial traffic work, five 
years’ administrative and executive. Specialized in securing service. 
Address O. R. T. 225, Traffic World, Chicago, III. 











FOR SALE—Four cars of exceptionally fine first-class 6x8—8 ft 
Oak Railroad Ties. One car 7x8—8 ft. Oak Ties. Immediate ship- 
ment. L. E. Pearson, Edwardsburg, Mich. 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning traffic 
matters, to co-operate with the Interstate Commerce Commission, 
state railroad commissions and transportation companies in pro- 
moting and securing better understanding by the public and the 
state and national governments of the needs of the traffic world; 
to secure proper legislation where deemed necessary, and the modi- 
fication of present laws where considered harmful to the free inter- 
change of commerce; with the view to advance fair dealing and to 
af err conserve and protect the commercial and transportation 
nterests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
W. H. Chandler President 

Boston Chamber of Com- 
merce, 
C. E. Childe Vice-President 

Manager Traffic Bureau, Omaha Chamber of Commerce. 

Edwin C. Wilmore Treasurer 

Traffic Manager, Sefton Mfg. Corporation, 1301 W. 35th St., 

Chicago, IIl. 
Joseph H. Beek 

5 North La Salle St., Chicago, II. 
Edward F. Lacey 

5 North La Salle St., Chicago, Ill. 


Executive Secretary 


Assistant Secretary 









CARLSON’S INDUSTRIAL / 


Traffic Managers’ College 


Top Floor Tribune Bidg., New York, N. Y. 


Practical Instructions given by Expert Traffic Managers. No 
Theory, actual use of tariffs as applied to Domestic, Import and 
Export — . TEXT MATTER includes important changes in 
Rules and Regulations, up to date, in loose-leaf form. 

Night Classes. 

Prospectus Free. 


Personal Instructions by Mall. 
Correspondence Solicited. 





apitttly 
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Merchants and Miners Transportation Co. 


Established 1854 


Havana Line—Freight Service 


Norfolk, Va., to Havana, Cuba—Direct 


Fast Steel Ships Scheduled to Sail Every Ten Days 


General Cargo Solicited 


Steel S. S. “Quantico” Oct. 6th 


Steel S. S. “Indian” Oct. 16th 
Steel S. S. “Quantico” Oct. 26th 
For Space, Rates and Information Apply to 
A. E. PORTER, General Agent, Norfolk, Va. 
L. T. FOWLER, Commercial Agent M. V. MOLANPHY, General Agent 
511 Oliver Building, 534 Manzana de Gomez, 
Pittsburgh, Pa. Havana, Cuba 


A. W. GRAVES, Manager, Baltimore, Md. 


=> FAST FREIGHT SERVICE 


—— between —~ 


NORFOLK and NEW YORK 


Old Dominion Transportation Co. 


Steamers Leave New York Tuesday, Thursday and Saturday 
Steamers Leave Norfolk Tuesday, Thursday and Saturday 
No Embargoes via This Line 











General Cargoes Solicited. 
Rates Apply Only On Port-to-Port Traffic 


For Rates and Information, Apply to 


D. B. McLeod, L. M. NORMAN, W. S. GUILLAN, Agt., 
General Agent’ Traffic Manager, Pier 25 North River, 
Norfolk, Va. Norfolk, Va. New York, N. Y. 
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| NORTH AMERICAN CAR CO. 


Lessors 
TANK 
CARS 


JUST OUT! 





‘ohne |The FREIGHT TRAFFIC RED BOOK 





oe 
| RED BO K 


Import Traffic, &c. 









Size 8x11 inches 
Over 400 pages Send for copy today 


$5.00 postpaid. 


* Phrases. Explanations of over 500 Traffic Abbreviations. 


2 THE FUNDIMENTAL PRINCIPLES OF Freight Rates, 
* Rate Territories, Rate Bases, Freight Classification, Freight 
Tariffs, Freight Claims, Diversion and Reconsignment, 


| 1 TRAFFIC GLOSSARY of over 450 Traffic Terms and 
i 
| Switching, Demurrage, Weights and Weighing, Export and 


A PRACTICAL Reference Book for Those Actively Engaged in Traffic Work, 
An Everyday Guide for the Shipper. 


__——— UNDER ONE OOVER: 





3 ACTS OF CONGRESS and Interstate Commerce Commis- 

* sion’s Rules Relating to Railroad and Steamship Trans- 
portation. . 

4 AN APPENDIX including Reproductions of Standard 

¢ Traffic Forms, List of Tariff Publishing Agents and Miscel- 


laneous Tables. 
WITH A COMPLETE CROSS—REFERENCE INDEX. 


G64e FREIGHT TRAFFIC RED BOOK IS PRACTICAL. 





THE TRAFFIC PUBLISHING COMPANY - 150 Lafayette St., New York, N. Y. 
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REPORT ON LOANING FUND 


The Trafic World Washington Bureau 


The final report of the special committee on loaning fund 
of the Association of Railway Executives as to applications of 
various carriers for loans from the $300,000,000 revolving fund 
provided by section 210 of the transportation act has been sub- 
mitted to the Commission. The report embraces that of June 
26, which was printed in The Traffic World of July 10, p. 87, 
and, therefore, is in part a duplication thereof. 

The following additions were made to the list of loans rec- 
ommended for additions and betterments to existing equipment, 
bringing the total to $8,317,943: 


UN iy NO MN as ss Warne a dig wen casweledeenasee $385,940 
oo 5. Nace Grigg o\aror bm B44 to bb wrk RE 270,000 
0 7 ca gore oid aratpra. ies Bk Soar whe i e meO 256,050 
a a a icin a ge Bid lao oerld queens aia: ob ouaane nw El 65,900 
a a oe 78,000 
SY oe heer ddk boa Otc wee cence edcEarn eS ane ewcGuie eS etEs oem 200,000 


The expenditure of the total of these recommended loans 
($8,317,943) will restore to efficient service the following equip- 
ment, the report says: 





CE, pickcinhavnectnetenbeeenenhhe NS bss at enndhiveoese’ 596 
I i aca la tS pall dale re, OR ce gee ules 781 
I awh lars GW acaba Ae aaa e tis es wae im eae ested a na Oa ener 11,220 
NN le ns cacivey Ereeanlg ee akin aidiate hee ee Alias e: kickass ecko ee 200 
I ag) reas ail dnt Sasa reed aig eo get na. aa maa eehidls have Shalem esedesoc aa 880 
ai. Sa iat aha es hare SN Rite 4 alo: elas aera wa agenesis eo 6 
I Sethe Sele kw gen Rs ita c eeete  Poee e E ee es Ie 187 
ES a EN MER i Py aay Od BOND Shae 184 
II | cuts go Glass c, d'pc ay 5 ghaiceas eldest ca asghahcamrnc dep abanEsala\ ciel oma aed eed 120 
IR a Serkd gs WU cite > 6h ieuenrd okay eas Apa ete ria eatin esa Ain wate @iatnn a oO oaks 91 
RP RES SESE ee INRL SERS SET BONE Ce A 2 Ne ene aN eel 125 
re: TI NO ics aloe ie aang. ucts h-S4 A alee Sw lw Giakiaae cada 378 

14,768 


The list of roads recommended for additions and better- 
ments to promote the movement of cars was substantially re- 
vised, the total amount being increased from $35,050,289 to 


$78,349,389. The revised list follows: 
NR I I a ean alg a ala atte eee Ree $ 275,000 
Terminal facilities, extensions to existing side tracks, 
turn table. 
I, i NO a lain, ae ile Wonca ia wd Ea 5,000,000 
Additional main tracks, yard tracks, sidings, inter- 
lockers, telephone train dispatching, shop machinery, 
bridges, trestles, culverts, heavier rail. 
EER ae re ee rere 20,000 
Shop machinery, coal storage plant, additional pass- 
ing tracks. 
ee OU. a ce cn a eae date gare etemnagne wees eceemele 2,188,564 
Retaining walls and riprapping, renewal of bridges, 
automatic signals, extension to. sidings, interlockers, 
improved water supply, engine house and yard facilities. 
Fe Ye SS 3 eer ere ee 1,814,047 
Extension of yard tracks, roundhouse and engine ter- 
minal facilities. 
IIT 6g at nine Sa nia ana uib a <a O.e cae bead 300,000 
Additional yard tracks, sidings and shops. 
I tia ch ce wh alin aa aie ia ah ain 4,750,000 
Contingent on company supplying $2,500,000 additional; 
for double tracking, grade reduction and other work 
necessary to extend operation of Mallet locomotives 
and large capacity coal cars. 
ey eS ccs cettanntenscnaesacans ce 502.060 
Shop machinery, improvements to trestles. 
ee aie sncebaaeerionectaunawes 150,500 
Yard tracks and repair shops. 
Ciicame, ImGianapers E& LOUisville. ...ccsvccccccccssccncccsce 200,000 
Car repair shop. 
I gt 2, sae erchlin sa de Deel dates eh ecw or 1,100,000 
Yards and car shop. 
Chicago, Milwaukee @& St. Paul Ry. CO... sccccccccccsccces 4,940,000 
Ballast, rail, bridges, yard tracks and sidings, fuel 
stations, water stations, shop buildings, shop machinery 
and tools, track elevation. 
Chicago, Bock Island & Pacifle Ry. CO. o.oc cs cccccccccsccecs 5,000,000 
Additional yard tracks and sidings, shop machinery and 
tools, ballast, bank widening, rails, bridges. 
eS eee ae ee ee 1,805,000 
Completion of two yards, automatic block signals, in- 
terlockers, tools. 
CORGMMEREL, BRGIGMODONS GB WOStllis occ scccivccsecesisvesicvcss 33,500 
Shop machine tools. 
eS cr ee ee ee ee eee ee 2,250,000 
Elimination of tunnel, development of two yards. 
 Rcerree Canes odessa AEE Saeed ae aen awe Rs WEEE Wn ow hae ks 1,496,897 
Additional yards, yard tracks, shop machinery, tools, 
extension of erecting shop, second track. 
Evansville, Indianapolis & Terre Haute..................00- 200,000 
Bridges, rails, ties, ballast. 
Evansville, Indianapolis & Terre Haute............ccccceee. 200,000 
Bridges, rails, ties, ballast. 
Pe ee ii apne ccna dnsdssen + kepisccewdadans dae 215,000 
Side tracks, yard tracks and ballast. 
NE I oe oi oi onst + cus aaadmiemngee Chae ee wade maede 1,550,000 
Additional yard tracks, car shops, shop buildings, tools. 
I I, I a0 eo aera ra ann aa ad Aad cl aaa es eal Bat aN vetar Ale: dia cate 200,000 
Yards and sidings, shops, shop machinery, heavier rail. 
ERR ree er eee 73,000 
Interlockers, heavier rail. 
ee od ig be wlan oe A RS aa eee aeue 72,000 
Ballasting. 
I a8 ake aa a a ds al mS ak dw a ak a 1,352,958 
Additional main tracks, yard tracks, sidings, shops. 
BUCGTROCIOMEE Se GORE TNGUEROET 6 coc ccc cee cwisrarvecdecsececs 40,000 
For 90-lb. rail. 
Uy I, SI a a a Bla er eg walls athe ele ae 500,000 
Additional, yards, yard tracks, storage tracks, inter- 
change tracks. 
as te CINE SOE Os oe eritinccnaeaciacemdslotee deems 165,660 
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Tools, shop extension, tie plates, yard and passing 
tracks, heavier rail. 


Louisville & Jefferson Bridge R. R. CO......ccececeeceeceeee 162,574 
Additional yard tracks, coaling station, water Station, 
ash pit, heavier rail and bin. 
Maine Central ......--.ccccccccccccccsccescccecccccccccccccecs 533,132 


Heavier rails, ballast, shops, shop machinery and re- 
newal of bridges. 
Minneapolis & St. Louis ..........-ceeee eee ceecccseececeees T 546,500 
Additional main tracks, yard tracks, sidings, engine 
terminal facilities, shops, shop machinery, ballast. 
Missouri Pacific R. R. C0...... cece eee detec cece reece eee OE 8,843,179 
Rails, bridges, trestles, additional yard tracks, signals”* 
and interlockers, telegraph and telephone lines, fuel and 
water stations, shop buildings, engine houses, shop ma- 
chinery, tools, wharves and docks. 
Oe er ete ee et 
Additional yard tracks, sidings, interlockers, engine 
houses, shop buildings, shop machinery, tools, car sheds, 
ee i arn reer + 12,101,928 
Allocated as follows: 
New York Central (including Boston & Albany) 


2, 100,000 


EE Sp ewaeecaaece hen see cdsteaksess seen ees $5,500,000 
Engine terminals and facilities, freight 
yards and yard facilities, sidings and exten- 
sions, interlockers, shop machinery and mis- 
cellaneous betterments. 
pcr Tee eee ee 613,221 
Passing tracks, repair tracks, storage 
tracks, yard tracks and engine terminals. 
i GE. Wie wanceccwemesecunes er Re mae 61,198 
Bridges, rebuilding swinging bridge at Fort 
Ticonderoga. 
Indians Tearhor Belt TB. Be occccccscccccccssevsse 526,400 


Round house, tools, yard tracks and pass- 
ing tracks. : 
Cleveland, Cincinnati, Chicago & St. Louis.... 4,560,101 


Double tracking, passing and_ storage 
tracks, shop tools, machinery and signals. 
Zanesville & Western R. BR. .....ccccccccccccces 60,100 
Engine terminal and yard tracks. 
Kanawha & Michigan Ry. ......cccccccccccece 231,204 
Passing sidings and cutoff. 
Lake Bis ae Went. «6 dehicccsecctesecavcessees 242,700 
Passing tracks, interlockers, shop machin- 
ery and tools, engine house stalls. 
Toledo & Ohio Central R. 5 aeieiaca aaa ahi nao ee. 214,454 
Yard tracks, passing tracks, yard facilities, 
shop tools and machinery. - 
Be errr rrr rr ree ee 92,550 
Passing tracks, interlockers, tools. 
New York, New Haven & Hartford R. R........cccceseeees $ 8,130,000 


Development of freight yards, engine terminals, shops, 
tools, automatic signals. 


Serer eee Tete Teer rT rT 200,000 
For flattening curves, reducing grades and strengthen- 
ing bridges, so as to materially increase train haul of en- 
gines. H 
Pe, TO ki cctosediegccewe ed secesenaeseeascenseen 6,780,125 
Grain elevator, engine house facilities, yard tracks, 
shops. 
i OO od can ckuus sucess eeeatenes aces mene 750,000 
Ballasting, trestles, rail renewals, dredging, shop ma- 
chinery facilities, water facilities, passing and yard 
tracks. a 
ee PO, FE Te kc tckncc ccc isbececiscdwsccascceeweee 57,000 
Heavier rails and additional tracks. ; 
ps a |S SF. are ee 510,000 
Yard tracks, storage tracks, new roundhouse, heavier, ,, 
rail and ballast. 3 
aaa oe eS ere 8 eee Brae eae aaa ee re ale 1,688,000 
New yard and engine facilities, additional passing 
tracks, shop machinery, train dispatching circuits, water 
supply. . : 
WI a icninicie ts aa cbeen cabanas Oni aeeeees eee aks +Gadinee 2,000,000 
Completion of double track on ruling grade. 
a a aa saa a aa ni ae rae gi ail Nah Sh 6S 977,200 
Enlargement of shops, shop tools, heavier rail. ss 
I a ei eo aa anes ae ara nea aaah aoe aa 191,225 
Strengthening of bridges for heavier power. 
Weatern Maryland ...ccccccoccece Pee see ccecees 622,800 
Extension of coal pier, engine terminal, freight yard, 
passings. : 
er ees terre rere eet $ 1,461,540 
Additional freight yards, engine terminals and repair 
shops. 


$78,349,389 


Roads added to list for loans for freight and switching loco 
motives follow: 


i OR A NN oS wien cd den be Stes AWeSGS ene enemas $ 75,000 
Pees Clee POOPEMBIN. ois ccdc kccusiesonesecoanecoaweee 312,500 
I I orci win oe Manakin Crees evsecaeanserwen nests 209,200 
Misseurt, Mansas & Texad (est.) .....0:6:0655cccccccsscesccsicesess 1,050,000 
I 6a tg acct nana > Diacwie Ao A ek SORE Tobe ote oes 97,200 
Norfolk & Portsmouth Bellt.............:0000ccccccccsccecccesccscess 50,001 
RY os aa cece lgraip Reece A vues males aerate Water eop GROEN 1,397,000 
I ore oe Bao oon nero baw Ba Ge Sees Rea ae ena 162,500 


The total of these proposed loans is thus increased from 
$26,868,629 to $29,054,323. 

To the list of carriers recommended for loans for freight 
train cars is added the International & Great Northern, $750,000 
and the Maine Central, $58,030, bringing the total for that pur- 
pose to $52,839,943. 

The list showing the equipment that could be added as the 
result of the above loans was revised as to box cars, the number 
being increased from 14,300 to 15,300. 

As to maturities the revised report says: 

“Provided the remainder of the maturing obligations of the 
following companies are effectively financed, we recommend the 
following loans to enable the following companies to meet their 
maturing obligations: 


Atlanta, Birmingham & Atlantic RY. :... 20.2.0 sccceecdsecese $ 200,000 
Buitalo, Rochester & Pittsburg. «ou... sccsccvccccvcscondscsee 496,7% 
Cr, SN Ge Re non 66 ste ee Hs eso ons eee ocdsvaes 2,000,00 
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Regular Services 
Between 


BOSTON 
PHILADELPHIA 
MONTREAL PORTLAND, ME. 


pn LIVERPOOL 
LYMOUTH SOUTHAMPTON 
LONDON BRISTOL 
LONDONDERRY GLASGOW 
CHERBOURG HAVRE 
ANTWERP ROTTERDAM 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


General Offices: 21-24 State St., N. Y. City 


_ NEW YORK 
BALTIMORE 


Chicago Office: 

Cunard Bidg., 140 N. Dearborn Street 
Atlanta, 55 N. Forsythe St. Philadelphia, 1300 Walnut St, 
Baltimore, 107 E. Baltimore St. Pittsburg, 712 Smithfield St. 
Beston, 126 State St. St.Louis, 1195 Olive St. 
Cleveland, Hotel Cleveland San Francisco, 501 Market Sb 

BI Seattle, 621 Second Ave. 
Vancouver, 672 Hastings St.W. 
ar a D.C.,517 14th $t. 


dg. 
Minneapolis, _ St. and 
Secona Ave., 
Moztreal, 20 nae St. N.Ws 
New Orleans, 205 $t.Charles St. Winnipeg, 270 Main St. 


Or Local Agents 





WARD LINE 


Regular Services and Frequent Sailings 


Belgium; France, Germany, Holland, 
Portugal, Spain, Canary Islands, Argen- 
tine, Brazil, Bahamas (Nassau), Cuba, 


Mexico, River Plate, 
Uruguay, West Indies. 














Sailing list and information 
on application. 


All Standard Codes. 


GENERAL AGENCIES 


M. L. Schultz, 1501 Marquette Bldg., Chicago, Ill- 
Dudley Thomas, 1012 Whitney Bldg. | vi fa) \ 
"Orleans, La. YA. CXS 
= 


New 
Wm. Harry Smith; 24 Oficios St., fan Cuba 


J. H. W. Steel Co., Galveston, Texas 


New York and 
Cuba Mail S. S. Co. 


GENERAL OFFICES 
Foot of Wall St., New York, N.Y. a 








a as Cy a cE 


THE TRAFFIC WORLD 


CUNARD 


ANCHOR-DONALDSON ” 




















Pacific, Caribbean and 


Gulf Line 


(Swayne and Hoyt, Owners) 


BETWEEN 


New Orleans - San Francisco 
New Orleans - - Puerto Colombia, S. A. 
via Panama Canal 
ALSO 


West Coast of Central America and Mexico 
as Cargo Offers 


SS ALVARADO 
Loading New Orleans late Aug.—early Sept. 


SS ELDORADO 
Loading New Orleans September 


SS IRIS - Loading New Orleans October 


Rates, bookings and other information upon request 


THE J. H. W. STEELE COMPANY, Asts. 
630 Common St., New Orleans, La. 


OFFICES ALSO AT 


50 Broad Street 
New York City 


485 California Street 
San Francisco, Calif. 


220—2I1st Street 


Galveston, Texas Texas City 








MEMBER OF 


CONTAINER CLUB 


TRADE S MARK 


QUALITY MARK 
A SYMBOL 


of quality—the mark of a high endeavor in 
the industry of manufacturing corrugated 
and solid fibre shipping boxes. 


A GUIDE 


to the purchaser—the knowledge that his 
container is a product that will fulfill every 
transportation demand. 


A PLEDGE 


to the shipping public—of the maintenance 
of a high standard of fibre shipping cases 
and the raw materials entering into their 
construction. 


A FREE SERVICE 


The service of the Traffic Dept., Research Laboratory 
and Statistical Bureau is offered to shippers, carriers 
and consignees in all problems of designing, using 
and sealing corrugated and solid fibre containers, 
without charge. Let us help you. 


THE CONTAINER CLUB 


An Association of Corrugated and Solid 
Fibre Box Manufacturers 


608 S. DEARBORN ST. CHICAGO, ILL. 
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ee iS ea eo aes Ade Rhee SATE MAAR ROME Rae kee ek eee 5,879,125 
ee EP ent Or re ree me Pee rey 5,000,000 
PROTEC OE OTT TET CETTE en eT e 10,000,000 
Missouri Pacific R. R. 1,454,000 
Seaboard Air Line Ry. 2,921,001) 
i i ks Ci eke hwee DObeCW eS Rete *6 Oe GN he sees OU eS ae 100,000 
Trans-Mississippi Terminal Ry. 750,00. 
$28,800,875 


The report was accompanied by the following statement of 
recapitulation: 


1. Sum allocated by Commission for loans to aid 
in acquisition of freight and switching loco- 
RN a ou ce cha ahaa Mie ae eei bs kiana anal $50,000,000 
2. Less loans recommended for above purpose by 
committee’s report, dated July 28, 1920.... 29,054,323 
3. Balance unappropriated July 28, 1920, should 
Commission act favorably on above recom- 
Oe 
4. Sum allocated by Commission for loans to aid 
in acquisition of refrigerator and other 
SOE SHEE COND. ki o.0.5:0 c:o:0:5.009.060eerencenes 75,000,000 
Less loans recommended for above purpose 
by committee’s report dated July 28, 1920.. 52,839,493 
6. Balance unappropriated July 28, 1920, should 
Commission act favorably on above recom- 
CORED oo co 6.006 d Ses ogee becee eer ecencs 
Sum allocated by Commgssion for loans for 
additions and _ betterfments to promote 
ORE OE BI. on 50405005 ce csencannees 73,000,000 
8. Less loans recommended for above purpose 
by committee’s report dxted July 28, 1920.. 78,349,389 
9. Debit balance July 28, 1920, should Commis- 
sion act favorably on above recommenda- 
I an fash tice ete deliv dpni tb cin Sar ee i ace cel es ea a 
10. Sum allocated by Commission for loans to aid 
carriers in meeting maturing obligations.. 50,000,000 
11. Less loans made and recommended for above 
purpose (including Boson & Maine, $5,- 
| RRR ee ee eae 33,800,875 
12. Balance unappropriated July 28, 1920, should 
Commission act favorably on above recom- 
EEE PO Oe ere oe Orr 
STATEMENT OF NET BALANCES 
2. Gape@me DOURISO Ger SOORIIOUIVEG. oc cnc cc ccccccccccceccccsnss $20,945,677 
a Gross balance om freight traiM CAPS. ...ccccsccvscsssecces 22,160,507 


3. Total gross balance....... Dc ttnhcttebehaenen den eee eee’ $43,106,184 
4. Less additions and betterments to existing 
equipment not yet segregated as between 
eee errr $ 8,317,943 
5. Less suggested reserve for non-member roads 
not yet segregated as between locomotives 
EE batea rn skewss sae dindesedba dane 4,750,000 
6. Less suggested reserve for carriers having 
substantially no standard return or not 
under Federal control, not. yet segregated 
as between locomotives and cars (after de- 
ducting loan of $50,000 to Norfolk & Ports- 
mouth Belt Line R. R.) and $75,000 to Fort 
ee een 2,875,000 $15,942,943 


$20,945,677 


or 


22,160,507 


o3 


5,349,,389 


16,199,125 


7. Net balance of combined appropriation for 
BOCOUMROLIVER OE CATH, .occccscccccscsecees: 
8. Loans recommended for additions and better- 
SE wnnksbpeweed din oadecaded obs dss denans 78,349,389 
9. Reserve previously recommended for non- 
ee i. Re cee eT ie 2,700,000 
10. Reserve previously recommeded for carriers 
having substantially no standard return, 
not under Federal control, deducting loans 
recommended to Evansville, Indiana & 
Terre Haute, Fort Smith & Western, 
Louisiana & Arkansas, Louisville & Jeffer- 
son Bridge, and Tampa Northern, $1,000,234 


27,163,241 


999.766 
11. Amount appropriated by Interstate Com- 
merce Commission 
RS Me I real eee oe ie ak spy ade 
13. Net balance of appropriation for meeting 
ee aaa eee 
J : RECAPITULATION OF NET BALANCES 
1. Credit balance on appropriation fer freight train cars 





$82,049,155 


73,000,000 
9,049,155 


16,199,125 


" 4 vee lbh oteg sree ge ELLA LENS EATEN $27,163,241 
2. Credit balance on appropriation for meeting maturing 
SEINE hi 5 caches beso wes naweiecngsaune can ee Bee 16,199,125 
3. Credit ne EOE, CC EE ET ee eee $43,362,366 
4. Debit balance on appropriation for additions and bet- 
INS 5b Sc a aedin a cea cig 6% aaa tcc wich ges asso an Pac eh ase 9,049,155 


and locomotives, maturing obligations and additions 
ise ae Rl ates in Doonan wv Sl cep a 34,313,211 





LOAN TO CHICAGO GREAT WESTERN 


The Commission has approved the application of the Chi- 
cago Great Western for a loan of $997,000 for the purchase of 
ten heavy freight locomotives, the reconstruction of 697 box 
cars, 200 steel hoppers and 75 refrigerators, and for making 
additions and betterments to road and structures that will 
help in the movement of freight. The road is to contribute 
as much as the government lends. 





BOND ISSUE APPLICATION 


The Erie Railroad has filed an application with the Com- 
mission asking permission to extend for a period of ten 
years three bond issues of its predecessor companies which 
mature this fall. It says in its application that it has made 
an arrangement with the bondholders whereby the Erie agrees 
to pay the principal and interest at maturity. The amounts of 
the bond issues are $2,962,000, $16,891,000 and $3,699,000. 
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AT 


INTERPRETATION OF TARIFFS 


(Seventeenth of a series of articles written for The Traffic World by 
R. R. Lethem.) Biase 

Rates to and from and between points im Southwestern 
territory—namely, points in Arkansas (except Helena), Louisi- 
ana (west of the Mississippi River, except Vidalia), Oklahoma 
and Texas, aiso certain points in Missouri, except as Carried 
in individual lines’ issues, are published in tariffs issued by 
F. A. Leland, agent Southwestern Freight Bureau, at St. Louis, 
Mo. 3 

Leland publishes tariffs which contain class rates and gen. 
eral commodity rates and in addition a number et naming 
rates on the commodities which move in great volume, such 
as coal, cotton, grain and grain products, live stock, lumber, etc. 

The rates on classes and the general commodity rates be- 
tween points in Southwestern territory and points in the defined 
territories—namely, St. Louis and Kansas City and points tak- 
ing same rates, arbitraries over or differentials , aS named 
in F. A. Leland’s Territorial Directory No. 1-E, I, ©. C. No. 1205 
—are published in eleven tariffs issued by Leland. 

These tariffs are divided into four groups—the Arkansas tar- 
iffs, the Louisiana tariffs, the Oklahoma tariffs, and the Texas 
tariffs, although, as a matter of fact, certain p@ints in south- 
western Missouri and eastern Oklahoma, and Junction City, La., 
are included in the Arkansas tariffs and certain stations in 
Arkansas, Oklahoma and Texas are included in| the Louisiana 
tariffs, while rates to Shreveport, La., are carried ‘im the tariff 
applying to the Texas common points. be 

The rates between points in the defined territories and 
points in Arkansas are carried in two tariffs—TDariff No. 45-M, 
I. C. C. No. 1302, applying southbound or to ARE 
and Tariff No. 34-H, I. C. C. No. 1268, which cof 
bound rates, or the rates from points in Ar 

Rates to and from Louisiana points are also 
tariffs. Tariff No. 58-L, I. C. C. No. 1280, coz 
applying to points in Louisiana, and Tariff No. 8& 
1270, the rates from Louisiana points to the delim 

The rate applicable between Oklahoma its “and 
fined territories are in two tariffs—Tariff No. 15-J, LC. C. No. 
1297, which carries the rates applying between Oklahoma points 
and St. Louis and points taking the same rates, arbitraries over 
or differentials under, and Tariff No. 44-K, I. C. C. No. 1359, 
which contains the rates applying between Oklahoma points and 
Kansas City, Omaha, Sioux City, and points taking the same 
rates. "od 
The rates applicable between points in the defined terri- 
tories and points in Texas are carried in five t 8s.’ The des- 
tinations in Texas are divided into four groups>Texas common 
points and points taking arbitraries over; point the Dallas- 
Fort Worth group and points taking arbitraries or differentials 
over; Beaumont, Galveston, Houston, Orange and points taking 
the same rates, and El Paso and points taking arbitraries over 
that point. 

The rates from points in the defined territories,’ other than 
Kansas City and Kansas groups 1, 2 and 3 to Texas common 
points, including points in the Dallas-Fort Worth group, and 
points taking arbitraries over, are published in Tariff No. 1-M, 
I. C. C. No. 1357. From Kansas City and points in Kansas 
groups 1, 2 and 3 to Texas common points, points}in the Dallas- 
Fort Worth group and points taking differentials over,, the rates 
are published in Tariff No. 42-0, I. C. C. No. 1261. 


Rates applicable from points in the defined territories to 
Beaumont, Galveston, Houston, Orange, Texas and points taking 
same rates are published in Tariff No. 2-H, I. Cy €. No. 1331, 
while rates from the defined territories to El Paso and points 
taking arbitraries over are carried in Tariff No. 95-A, I. C. C. 
No. 1264. 

Northbound rates from Texas points, including Beaumont, 
Galveston, Houston, Orange and El Paso, are published in one 
tariff—Tariff No. 20-D, I. C. C. No. 1325. 


We will, for the purpose of showing the manner in which 
Leland’s tariffs are constructed, assume that we are making 4 
shipment consisting of 21,000 pounds of bagging for baling cot- 
ton and 10,000 pounds of cotton bale ties and buckles (a total 
weight of 31,000 pounds) from St. Louis to Muskogee, Okla. 


The class rates and the general commodity rates from St. 
Louis to Oklahoma points are published in Southwestern Lines 
Tariff No. 15-J, F. A. Leland’s I. C. C. No. 1297. 


By referring to page 15 of this tariff we,find that Muskogee 
is shown in the alphabetical list of stations in Oklahoma as 
being located on four railroads—the Midland Valley R. R., Mis- 
souri, Kansas & Texas R. R., Missouri, Oklahoma & Gulf R. R. 
(now the Kansas, Oklahoma & Gulf R. R.), and the St. Louls- 
San Francisco R. R., being Index Nos. 2620, 2895, 3590 and 
5245, respectively, and taking commodity group No. 2 on traffic 
from St. Louis. ; 

By referring to the title page of the tariff we find that it 
is governed by Western Classification No. 56 (Consolidated 
Classification No. 1), R. C. Fyfe’s I. C. C. No. 14; and exceptions 
thereto as published in Southwestern Lines’ Classification Ex- 
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UNITED STATES SHIPPING BOARD EMERGENCY FLEET CORPORATION, WASHINGTON, D. C. 


Lubricating Oil Tenders Invited by United States Shipping Board, for Period of One Year From October 24, 1920. 


Bids To Be Opened September 15, 1920. 


The Division of Supply and Sales, United States Shipping Board Emergency Fleet Corporation invites 


tenders for furnishing such quantities of lubricating oils as may be required for period of one year from Octo- 
ber 24, 1920, for use of all ships under its ownership or control. Classes of oils, estimated quantities and ports at 


which deliveries are required, are as follows: 
s 


TIS op go po 


Estimated 
Classes of Oils quantities 
(gallons) 
i Ce. | ves iO Keen eke eee Ree KORO kR ae ewe Mewaieees mene enalw ele 103,808 
PS OC TTT TT eT OCT TTC ETT ETT CT TOC CTT TTL CTE 20,488 
TN ee PTT Teer eT eT Toe eT ee eT eT Cre eT TT TT Te Tee 46,570 
Rimes Waaine for all Wick Ge Sime Wed: BGG is ogo: 55 oss ass esc kes dice w6bw ein oe ee oie or 1,252,942 
Light Oil for Forced Feed, Turbines, Electric Generators and Motors..............eeeeeeeeeeeee 191,371 
Medium Oil for Forced Feed and Turbine Reduction Gears ........... cece cece cere cece ee eeees 546,861 
Heavy Oil for Forced Feed and Turbine Reduction Gears ........... 0 cece ccc e cece eee eeeeeeeee 951,379 
ee ss Wie kre Sail iwc ew ata ena erence oes otaroretiaws 3,113,419 
PORTS 
Portland, Me. Wilmington Houston 
Boston Savannah Beaumont 
Providence Brunswick San Diego 
New York Jacksonville Los .Angeles 
(All points New York Harbor) Tampa San Francisco 
Philadelphia Pensacola Oakland 
(All points Delaware River and Bay) Mobile Tacoma 
Baltimore New Orleans Seattle 
Norfolk Port Arthur Portland, Ore. 
(Including Newport News and Vicinity) Galveston Honolulu 


Charleston 


In addition to the above mentioned ports, tenders will be considered at all other United States ports from 


which bidder is prepared to make delivery. For further information and proposal forms, address 


L. VAN MIDDLESWORTH, 


Manager Purchasing Department, Division of Supply and Sales, United States Shipping Board Emergency Fleet 


Corporation, Washington, D. C 


KEITH TYPE “A” TANK CARS 


TANK LINE 


For Sale Py re eoee > AWM = Repaired 


and 


For Lease Tt ae ; 7 il Rebuilt 


MANUFACTURERS OF 


All Classes of Steel Railroad Cars, Steel Underframes 


Forgings and Car Parts 


Our new and modern plant, located at Hammond, Indiana, affords excellent facilities 


for rebuilding and repairing Railway Equipment 


Keith Railway Equipment Company 





General Offices: Peoples Gas Building, Chicago, Illinois 
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ceptions and Rules Circular No. 3-K, F. A. Leland’s I. C. C. No. 
1267 (superseded by Circular No. 3-L, I. C. C. No. 1380). 

No ratings on bagging for baling cotton nor on cotton bale 
ties and buckles are carried in Southwestern Lines’ Circular 
No. 3-L, F, A. Leland’s I. C. C. No. 1380. In Western Classifi- 
cation No. 56, R. C. Fyfe’s I. C. C. No. 14, we find, however, 
that, on page 73, item 3, provides for a rating of fifth class on 
bagging, new or old, viz: Cotton bale covering, hemp or jute, 
in bales or rolls, carloads, minimum weight 30,000 pounds, in 
the column headed “Western.” Cotton baling ties, iron or steel, 
in bundles, C. L. minimum weight 36,000 pounds, are also rated 
fifth class as per item 10, page 387 of the classification, and 
cotton baling tie buckles, iron or steel, C. L. minimum weight 
36,000 pounds, are rated fifth class, as per item 5, page 103 of 
the classification. 

Under the application of rule 10 of the classification, the 
rate to apply on a mixed carload of the three articles is the 
fifth class rate at a minimum weight of 36,000 pounds. 

Referring to pages 213, 218, 233 and 267, Index Nos. 2620, 
2895, 3590, and 5245, respectively, we find that the fifth class 
rate from St. Louis to Muskogee is 60 cents per 100 pounds. 

On pages XVI to XXXIII we find listed articles that receive 
specific rates. Rates on bagging, we find, are carried in some 
sixteen items, and, unless we are familiar with the rates on 
this commodity, it is necessary that we look at such of the 
items as do not, by the description given in the index, show 
that they do not contain rates on bagging for baling cotton, in 
order to be certain that we have not overlooked a commodity 
rate, either group or miscellaneous, applicable from and to the 
points in question. On referring to the various items that might 
contain the rate, we find two items—2716 and 6342—which carry 
rates on bagging of the description we are shipping, from St. 
Louis to Muskogee, item 2716, on page 295, publishing a rate 
of 37% cents per 100 pounds on bagging for baling cotton (cot- 
ton bale covering), cotton bale ties and buckles, in straight 
carloads or mixed carloads of the three articles, at a minimum 
weight of 30,000 pounds, Muskogee being shown in this item 
on each of the four railroads referred to above under the index 
numbers referred to on page 15 of the tariff. In item 6342, page 
533, we find a group rate of 39 cents per 100 pounds on bagging 
of the same description as that covered by item 2716 on page 
295, applying from St. Louis to Muskogee, the latter point taking 
group 2 rates, as we have seen, on shipments from St. Louis. 

We find, therefore, that we have in this tariff two com- 
modity rates—37% cents, as per item 2716, page 295 of section 
2, and 39 cents per 100 pounds, as per item 6342, page 533, of 
section 3—and a class rate of 50 cents per 100 pounds, as per 
section 1, applicable from St. Louis to Muskogee, on a mixed 
carload of bagging and cotton bale ties and buckles. 

However, it will be observed that on page 510 a provision is 
carried to the effect that if the rates in section 3 make a lower 
charge on any shipment than the rates in sections 1 and 2 the 
rates in section 3 will be applied, while on page 284 a similar 
provision is carried which states that if the rates in section 2 
make a lower charge than the rates in sections 1 and 3 the 
rates in section 2 will be applied. 

Therefore, inasmuch as the rate of 37% cents at actual 
weight of 31,000 pounds (the minimum weight applicable in con- 
nection with this rate being 30,000 pounds) will make a lower 
charge than either the class rate carried in section 1 or the 
group rate shown in section 3, the rate to apply on our ship- 
ment is the 37%-cent rate carried in section 2. 


Before using this rate, however, the “General Application 
of Rates,” as carried on pages 28 to 47, the “Rules Governing 
the Application of Rates,” as shown on pages 48 and 49, and 
the “Exceptions to the General Application of Rates,” as shown 
on pages 49 to 96, should be examined to see whether any of 
such rules or exceptions affect the application of the rate. 


We shall find that several of the items do affect the appli- 
eation of the rate. First is item 2 on page 28, which provides 
for the alternative annlication of the rates carried in South- 
western Lines’ Tariff No. 60-B, F. A. Leland’s I. C. C. No. 1229 
(the current issue being Tariff No. 60-C, I. C. C. No. 1343), in 
the event the rates in that tariff, which are the Deming, N. M., 
rates as published in Transcontinental Tariff No. 1-S, R. H. 
Countiss’ I. C. C. No. 1077, make a lower charge than the rate 
carried in Southwestern Lines’ Tariff No. 15-J, Leland’s I. C. C. 
No. 1297. 

A commodity rate on bagging, C. L. minimum weight 40,000 
pounds, is published in item 220, page 41. From St. Louis 
group E rates are applied, the rate being $1.25 per 100 pounds; 
but as this rate is considerably higher than the rate carried 
in Southwestern Tariff No. 15-J, I. C. C. No. 1297, on mixed 
carload of bagging and cotton bale ties and buckles, and is not 
applicable on a mixed carload of such commodities, it being 
necessary to apply the basis outlined in rule 10 of Western 
Classification No. 56, R. C. Fyfe’s I. C. C. No. 14 (Consolidated 
Classification No. 1), on a mixed carload, we need not consider 
it further. 

The next item of interest to us is item 78, which provides 
that the ratings, rules and regulations, estimated and minimum 
weights, shipping and packing requirements, allowances and 
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privileges, or other provisions or conditions shown in the tariff, 
abrogate and supersede those in Western Classification No. 56 
or Southwestern Lines’ Circular No. 3-L, F. A. Leland’s I. C. ¢. 
No. 1344. 

Finally, before using the rate carried in Southwestern Lines’ 
Tariff No. 15-J, F. A. Leland’s I. C. C. No. 1297, the exceptions 
to the general application of the rates therein, as published on 
pages 49 to 96, should be carefully examined, if the shipper 
desires to route his freight. 

As regards a carload shipment moving from St. Louis to 
Muskogee, inasmuch as Muskogee is located on the St. Louis- 
San Francisco R. R., the Missouri, Kansas &° Texas R. R., the 
Midland Valley R. R. and the Kansas, Oklahoma & Gulf R. R,, 
the exceptions published for account of those lines should first 
be consulted. 

In connection with the exceptions published for the account 
of the Midland Valley R. R. and the Kansas, Oklahoma & Gulf 
R. R.—in fact, all of the lines for which exceptions are pub- 
lished—reference is made to item 68, which provides that the 
routes shown therein are the routes ordinarily and customarily 
to be used, but that if, for the convenience of or through the 
error of carriers parties to the tariff, shipments are sent via 
other junction points than those named, but over carriers parties 
to the tariff, the rates named therein will apply. 

In connection with the exceptions published for account of 
the St. Louis-San Francisco R. R., it is provided on pages 86 to 
92 that the rates from and to the points named will apply only 
via the routes shown and an exception is carried in item 68 to 
the effect that the provisions thereof will not apply for account 
of the St. Louis-San Francisco R. R. 

In connection with the exceptions published for account of 
the Missourii, Kansas & Texas R. R. the provision is also 
made that the rates from and to the points specified will apply 
only via the routes named, but no exception is made in item 
68, to which reference is made on pages 65 to 80, inclusive, to 
the non-application of this item for account of the Missouri, 
Kansas & Texas R. R. 


As a matter of fact, however, it is immaterial, as far as 
the routing of freight by the shipper is concerned, whether or 
not reference is made to item 68 on pages 65 to 96, or whether 
or not an exception is carried for account of the St. Louis- 
S. Francisco R. R. that the provisions thereof do not apply for 
account of that line; for, under the application of item 68, no 
relief is afforded the shippér in the event he fails to route 
shipments in accordance with the routes carried on pages 65 
to 96, inclusive, and, so far as the shipper is concerned, if a 
earrier fails properly to route shipments, no extra expense can 
be charged to the shipper because of the carrier’s misroute. 

There are many routes provided in the tariff via which a 
carload shipment moving from St. Louis to Muskogee may be 
routed by a shipper. Under items 770 and 1310 the rates will 
apply via either the Missouri, Kansas & Texas R. R. or the 
St. Louis-San Francisco R. R. direct; in items 608, 626 and 1406 
provision is made for the routing of such shipments via the 
Missouri, Kansas & Texas R. R. or the St. Louis-San Fran- 
cisco R. R. in connection with the Midland Valley R. R., 
while in items 848, 1058, 1082 and 1412, routing is carried 
via the Missouri, Kansas & Texas R. R. or the St. Louis- 
San Francisco R. R. in connection with the Kansas, Oklahoma 
& Gulf R. R. Numerous other routes are provided for, as, 
for instance, via the Chicago, Rock Island & Pacific Ry. in 
connection with the Kansas, Oklahoma & Gulf R. R. through 
Calvin, Okla., or through Midland Towers or Wichita, Kan- 
sas, in connection with the Midland Valley R. R. under items 
326, 578 or 1028; or via the Missouri Pacific Ry. in connection 
with the Midland Valley R. R. through Wichita, Kans., or 
through Joplin, Mo., in connection with the Kansas, Oklahoma 
& Gulf R. R. under Items 620, 1064, 1142 and 1154. 


Under the application carried for account of the Kansas, 
Oklahoma & Gulf R. R. in Item 1082, routing is provided via 
the St. Louis-San Francisco R. R., through Baxter, Kan., Fair- 
land, or Muskogee, Okla., in connection with the Kansas, Okla- 
homa & Gulf R. R., but under the application published for 
account of the St. Louis-San Francisco R. R. in Item 1412, 
routing is provided only through Fairland, Okla. Again, under 
Item 608, routing is provided via the Missouri, Kansas & Texas 
R. R. in connection with the Midland Valley R. R. to Muskogee, 
Okla., from St. Louis, Mo., but under the exceptions published 
for account of the Missouri, Kansas & Texas R. R. no provision 
is made for routing such traffic in connection with the Midland 
Valley R. R. 


A check should be made of the applications published for 
account of the various lines on pages 65 to 96 of the tariff, as 
there are a number of discrepancies between the routing cal- 
ried in the applications of the initial carriers and those of the 
destination carriers, which make somewhat uncertain the rout- 
ing of freight under the tariff. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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Pacific Mail Steamship 
Company 


Established 1848 
Under American Flag 










San Francisco- Baltimore Service 
(Freight Only) 


San Francisco, San Jose de Guatemala, La Libertad, Corinto, 


Balboa, Cristobal, Puerto Colombia, Cuban Ports 
(Eastbound only), and Baltimore 


S. S. “POINT ADAMS” S. S. ““POINT LOBOS” 
S. S. “‘POINT BONITA” S. S. “POINT JUDITH”’ 


Monthly Sailings by Six Freight Steamers 
In Addition 


BOX STRAPPING 


: means 


‘ 1) SAFE DELIVERY 


. Ask for our new catalog No. 9. 











Trans-Pacific Service 
(Passengers and Freight) 


S. S. “ECUADOR” S. S. “VENEZUELA” S. S. “COLOMBIA” 


And Sailings by EIGHT Freight Steamers 
Honolulu, Yokohama, Kobe, Shanghai, Manila and Hongkong 








Manila-East India Service 
(Passengers and Freight) 
S. S. “*COLUSA”’ S. S. “SANTA CRUZ” 
And Sailings by TWO Freight Steamers 


Honolulu, Manila, Saigon, Singapore, Colombo, Madras 
and Calcutta 









Round-the-World Service 


(Freight Only) 


S.S. “WEST KASSON” S.S. “WEST CONOB” _ S.S. “ELKRIDGE” 
Regular Monthly Sailings 
San Francisco, Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, 
Bombay, Alexandria, Bizerta, Marseilles, Barcelona, 
thence Baltimore, to San Francisco via 
Panama Canal 







ACME NO. 5 BOX STRAP STRETCHER 











BARBED BOX AND CRATE STRAPS 





Panama Service 
(Passengers and Freight) 


S. S. “‘“NEWPORT”’ S. S. “SAN JOSE”’ 
S. S. “CITY OF PARA” S. S. “SAN JUAN” 
S. S. ‘*CUBA”’ 


To Mexico, Central America and Canal Zone 


Through Bills of Lading Issued to and from all points 
beyond ports 









ACME NAILLESS STRAPPING, with Seal Applied 

















Acme Steel Goods Co., Mfrs. 










CHICAGO. . . . 2840 Archer Ave. PACIFIC MAIL SPECIALTIES ARE 
SAN FRANCISCO "209 California St. SERVICE AND CUISINE 


MONTREAL . . 321 Craig St., West. 


Manufacturers of Shipping Room Supplies, Corrugated 
Fasteners, Stapling Wire, Door Mats, Pail Clasps and Hoops 


Consult Our Offices 


104 Pearl Street 508 California Street Continental Bidg. 
NEW YORK SAN FRANCISCO BALTIMORE 


















REDUCED RATE APPLICATIONS 
The Trafic World Washington Bureau 


The Commission is sending form letters to every carrier that 
applies for authority to reduce rates, suggesting that unless there 
is reason for making the reduction before August 31, there is no 
reason for requesting the Commission’s permission. This letter 
is being sent to all applicants whose applications show that the 
reduction could not be made operative before the last day of the 
month. 

Necessity for such permission does not exist as to reductions 
due to become effective after August 31. On September 1 the 
railroads will again have the right to initiate rates, either in- 
creases or reductions, by merely filing tariffs effective on statu- 
tory notice. The form letters that are being sent out give recog- 
nition to the fact that, if a railroad desires to have a reduced rate 
in effect after August 31 it would be of no avail for the Commis- 
sion to hold up such a tariff, because, at the time it was filed, the 
railroad did not have the right to decide that its rate should be 
lower. 

About 2,000 applications for permission to reduce rates, it is 
figured, will die at the end of the month because they were not 
acted on. At present the Commission is giving consideration 
only to applications for permission to make the reduction prior 
to August 31. In the 2,000 applications that will die the railroads, 
generally speaking, asked for permission to make the reductions 
prior to August 31. They were filed prior to July 31, but in the 
press of business the Commission could not dispose of them so as 
to make the lower rates effective, on statutory notice, prior tuo 
August 31, the day on which the necessity for permission passes 
out. 

After August 31 the railroads will have full power to pro- 
pose either increases or decreases, just as they had prior to 
August 9, 1917, when the Smith amendment forbidding increases, 
without the consent of the Commission, became operative, and as 
they had between January 1 and February 29, 1920. For prac- 
tical purposes, the tariff-filing routine, after August 31, will be 
the same as it was prior to August 9, 1917. The power of the 
Commission, however, has been increased so that it may sus- 
pend tariffs proposing reductions in rates, just the same as it 
formerly suspended proposed advances, pending an investiga- 
tion. Prior to the recent investigation it was a question whether 
the Commission really had the power to suspend proposed re- 
ductions, because it then had merely the power to prevent un- 
reasonably high rates, or unjust discrimination or undue [freju- 
dice. Now, however, it has the power to suspend any change pro- 
posed and to prescribe either a minimum or a maximum rate. 
The suspension power is limited, in the first instance, to 129 
days and resuspension to 30 days additional. 


NEW STEAMSHIP SERVICE 


The Old Dominion Transportation Company has inaugurated 
a fast freight service between Norfolk and New York. The rates 
quoted apply only on port to port traffic. It has chartered the 
steamships Hamilton and Jefferson from the Old Dominion 
Steamship Company, which abandoned coastwise service some 
months ago. The present service is tri-weekly. 





MASTER MECHANIC WANTED 


The United States Civil Service Commission announces an 
open competitive examination for master mechanic (railroad) 
at a salary of $2,400 per annum. A vacancy in the Ordnance 
Department at Large, Aberdeen Proving Ground, Maryland, at 
$2,400 per annum, and in positions requiring similar qualifica- 
tions, at this or higher or lower salaries, will be filled from 
this examination, unless it is found in the interest of the service 
to fill any vacancy by reinstatement, transfer or promotion. 


NOTE ISSUE PERMISSION DESIRED 


The Long Island Railroad Company has asked for permission 
to issue its gold equipment trust obligations to the amount of 
$1,668,000 and notes in the sum of $419,279 for the purchase of 
equipment. 


PERMISSION TO ABANDON LINE 


The Marshall & East Texas Railway Company has applied to 
the Commission for permission to abandon the operation of its 
line of railway situated in the counties of Upshur and Harrison, 
Texas, and to sell and dispose of the salvage. 








+ s 
oe 
Digest of New Complaints 
= a 
No. 11576. Molony & Carter Co., Charleston, S. C., vs. Southern et al. 
Unjust and unreasonable rates on kainit from Norfolk and other 
points of origin in Virginia to Charleston because in excess of 
rates on other fertilizer materials. Asks for reasonable rates and 
reparation, 
No. 11627. Barnett Lumber Co., Frankton, Ind., vs. C. & E. I. et al. 


Unjust and unreasonable rates on coal from Fort Branch, Ind., 
Asks for reparation. 


to Frankton, Ind. 
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- 11631. 


- 11635. 


- 11636. 


- 11643. 


- 11645. 


- 11648. 


- 11650. 
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11628. Stone Branch Coal Co., Logan County, W. Va., vs. Chega. 
peake & Ohio. 

Against the assigned car rule as giving the owners of privat: 
cars and the mines to which they are sent an undue preference 
because the private cars are not counted against the supply givey 


to certain mines. Asks that the assigned car rule be set aside, 


- 11629. Swift & Co., Chicago, vs. John Barton Payne. 


Unjust and _ unreasonable rates on_three tank carloads of gy. 
phuric acid, Troy, Ala., to Atlanta, Ga., in that the rate charged 
exceeded the commodity rate subsequently established. Asks for 
reparation. 

11630. Afterthought Copper Co., Ingot, Cal., vs. B. & O. et al, 

Unjust, unreasonable and unjustly discriminatory, unduly pref. 
erential rates on fire brick from points in Colorado, Illinois ang 
Maryland to Anderson, Cal., in comparison with rates to north 
Pacific coast points. Asks for reasonable and non-discriminatory 
rates and reparation. 
Merchants’ Exchange of St. Louis vs. B. & O. et al. 

Unjust and unreasonable rates and charges on grain by reason 
of failure to make an allowance for weighing; also unduly prefer. 
ential because an allowance is paid at Chicago. Asks for ap 
allowance for weighing at St. Louis and at East St. Louis ang 
reparation. 

11632. Southern Cotton Oil Co., New York, vs. L. & N. et al. 

Unjust and unreasonable rates on cocoanut oil foots from Mem- 
phis to St. Bernard, O. Asks for cease and desist order and 
reparation to the basis of rates on cottonseed oils foots. 


- 11633. Great Ridge Coal Mining Co., Chicago, vs. Mo. Pac. et al, 


Alleges discrimination in the matter of facilities, service ang 
rates from its mine in the southern Illinois coal field. Asks for 
cease and desist order, reasonable rates and service. 

11634. Fairfield Lumber and Coal Co., Fairfield, Ala., vs. Bir- 
mingham Southern et al. ‘ 

Unjust and unreasonable rates on coal from Bankhead, Ala., to 
Fairfield from June 27, 1918, to Jan. 2, 1919, owing to the absence 
of through rates. Asks for reparation down to the basis of sub- 
sequently established rates. 

United Paper Board Co., Inc., 
& Erie et al. 

Unjust and unreasonable and unduly preferential and preju- 
dicial rates on chip board from Whippany, N. J., to Jersey City, 
Asks for a rate of 1le and reparation. j 
St. Louis-San Francisco Ry. Co. vs. Northern Alabama Ry, 
Co. et al. , 

Unjust and unreasonable division for switching coal at Cordova, 
Ala., as part of the through movement of coal via the Mississippi- 
Warrior River Barge Line, said allowance being only $2.50 per car, 
Asks for a per car allowance of $5. 

11637. Little Cahaba Coal Co., Piper, Ala., vs. Payne. 

Unjust and unreasonable rates on coal from Piper, Ala., to 
Grasselli, Ala., by reason of absence of a through rate. Asks for 
reparation down to the basis of the subsequently established rate. 


New York, vs. Morristown 


11638. Same vs. Birmingham Southern et al. 

Unjust and unreasonable rates on coal from Piper, Ala., to Fair- 
field, Ala. Asks for reparation down to the basis of the subse- 
quently established rate. 

— Gillespie Coal Co., St. Louis, vs. Illinois Traction System 
et al. 


Unjust, unreasonable and unjustly discriminatory rates on coal 
from complainant’s mine on the Illinois Traction System to vari- 
ous destinations by reason of the absence of joint rates. Asks 
for reasonable joint rates and reparation. 


- 11640. sS'wift & Co., Chicago, vs. John Barton Payne. 


Unjust and unreasonable rates on dressed poultry, cheese, but- 
ter and eggs from its various plants to destinations in many 
states by reason of the failure of the defendant to refund the 
cost of salt and ice used in reicing. Asks for reparation. 

11641. Eagle Cotton Oil Co., Meridian, Miss., vs. M. L. & T. R.R. 
and S. S. Co. et al. 

Unjust, unreasonable rate on crude cottonseed oil from Harvey. 
La., to Meridian, Miss. Asks for just and reasonable rate and 
reparation. 


. 11642. Cudahy Packing Co., Chicago, vs. John Barton Payne. 


Unjust and unreasonable rates on ice from points in Wisconsin, 
Minnesota and South Dakota to Sioux City, Ia., by reason of the 
fact that Class EF rates were demanded and collected. Asks for 
reparation amounting to $12,250. 

Sunlit Food Co., San Francisco, vs. Sou. Pac. et al. 

Unjust and unreasonable rates on empty boxes returned from 
various points in California to San Francisco. Asks for reason- 
able rates and reparation. 


. 11644. The Upson Co., Lockport, N. Y., vs. Erie et al. 


Unjust and unreasonable rates on pulpboard from East Angus. 
Que., and Whippany, N. J., to Lockport, by reason of alleged 
illegal demurrage charges. Asks for cease and desist order and 
reparation. 

Sapulpa Refining Co. vs. John Barton Payne, as agent. 

Unjust and unreasonable rates on crude oil from Drace, Okla., 
to Sapulpa during the period from June 25 to August 23, 1918 
— for reparation down to the basis of the rate prior to June 23, 
918. 
a United Paper Board Co., York, 
et al. 

Unjust and unreasonable combination rates on rolls of wood 
pulpboard from Fairfield, Me., to Bushwick Station, Brooklyn. 
Asks for reparation. ‘ 
11647. Memphis Merchants’ Gulf & Ship 
Island et al. 

Unjust and unreasonable rates on blackstrap molasses imported, 
from New Orleans to Memphis. Asks for just and _ reasonable 
rates and reparation. 

Interior Lumber Co., Pittsburgh, vs. Boyne City, Gaylord 
& Alpena et al. . 

Unjust and unreasonable charges on lumber between Boyne City 
and destinations in Pennsylvania, dressed in transit. Asks for 
cease and desist order and reparation. 
11649. The Procter & Gamble Co., 
Arkansas Central et al. ‘ 

Unjust and unreasonable rates on vegetable oils from various 
interstate points to Dallas. Asks for reasonable rates and repara- 
tion. 


New vs. Maine Central 


Exchange et al. vs. 


Cincinnati and Dallas, V5 


Texarkana Pipe Works, Texarkana, Ark., Tex., vs. John 
Barton Payne, as agent. 

Unjust and unreasonable charges on carloads of raw clay moved 
from complainant’s clay pit in Arkansas to their plant in Texar- 
kana, Tex., distance of five and one-half miles, in that minimum 
charge of $15 per car was applied. Asks repartion. 


11651. United Verde Extension Mining Co., Jerome, 
John Barton Payne, as agent. f 

Alleges that defendant collected switching charges in sum ° 
$682.50 on 273 cars of ore and lime rock shipped from loading side 
track near Clarkdale, Ariz., to complainant’s smelter at Verde. 


Ariz., V5 
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al Failure to properly prepare shipments to meet trans- | 

yi portation requirements results in enormous losses. The | 

we increased value of merchandise shipped today calls for | 

a., to e . . . 

sence improved methods of packing. Shippers using -4-One- 

town Boxes should see that the boxes are properly closed 

ree before delivery for transportation. 

se To properly close -4-One- Boxes the ends of each binding wire should be twisted together, 


be the free ends of the wire removed, and the twists knocked down against the side of the box 
ippi- parallel to the binding wires as shown. 


” -4-One- Boxes so closed protect the contents from damage and are practically pilfer-proof. 
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For closing -4-One- Boxes we recommend the use of either of the tools illustrated below. 
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Ariz., although it performed no switching service therefor. Asks 
reparation. 

No. 11652. Galena Colorado & 
Southern et al. 

Unjust, unreasonable and discriminatory rate on sulphuric acid 
from Denver, Colo., to Galena, Tex., in that rate of 41%c is 
assessed when rate to Beaumont, Chaison and Port Arthur, Tex., 
is 31%c. Asks cease and desist order, establishment of rate o7 
31%c and reparation. 

No. 11653. New Jersey Gas and Electric Co., Dover, N. J., vs. Central 
R. R. of New Jersey et al. 

Unjust and unreasonable rates on coal from Scranton, Pa., to 

Dover, N. J., on account of misrouting. Asks reparation. 


Signal Oil Co., Houston, Tex., vs. 


No. 11654. The Grasselli Chemical Co., Cleveland, O., vs. B. & O. 
et al. 
Unjust, unreasonable and unjustly discriminatory and unduly 


preferential rates on roasted zinc ore between Canton, O., and 
Terre Haute, Ind. Asks reparation in sum of $2,392.96. 

No. 11655. The Northwestern Leather Co., Sault Ste. Marie, Mich., 
vs. Northern Pacific et al. 

Unjust, unreasonable and unduly discriminatory rates on dry 
hides from Billings and Missoula, Mont., to Manistique, Mich., 
because lower rate obtains from Salt Lake City, Utah, on dry 
hides to Chicago, Ill., and Manistique, Mich. Asks just and rea- 
sonable rates and reparation. 

No. 11656. United Paperboard Co., New York, vs. Sou. Ry. et al. .- 

Unreasonable and discriminatory rates on 81 carloads of straw 
originating at Princeton, Ind., Merriam, IIl., and Belmont, IIl., and 
consigned. to complainant at Mt. Carmel, Ill. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 11657. Montana & Dakota Grain Co., Minneapolis, Minn., vs. Mil- 
waukee & St. Paul et al. 

Alleges discrimination by defendants because they refused to 
interchange or accept car of wheat at Hastings, Minn., and that 
as result thereof payment of unjust, unreasonable and unjustly 
discriminatory rates. Asks cease and desist order, reasonable 
rules, regulations and practices and charges for interchange or 
switching of cars of grain at Hastings, and reparation. 

No. 11658. Icxzra W. Cooke et al., Chambers, Neb., vs. C. B. & Q. 

Petition for an order by Commission requiring defendant to 
build an extension of railroad between Erickson, Neb., and Cham- 
bers, Neb., connecting with defendant’s road at Erickson. Alleges 
that defendant in 1887 promised to build this extension, which it 
is declared is necessary to move agricultural products. 

No. 11659. ~ & Eastern R. R. Co. vs. Chicago & Eastern Illi- 
nois et al. 

Complainant asks Commission to determine just divisions on 
coal from mines in eastern Williamson County, Ill., to points in 
lowa, Wisconsin and Nebraska. : 

No. 11660. Traffic Bureau of Chamber of Commerce of Phoenix, Ariz., 
et al. vs. Abilene & Southern et al. 

Unjust, unreasonable and discriminatory and prejudicial rates 
on cereals from defined territorial groups to Phoenix, Tempe and 
Mesa, Ariz. Asks establishment of just and reasonable rates and 
reparation. 

Nc. 11661. Rowland-Power Consolidated Collieries Co., 
P.c. C. & St. L. et al. 

Unjust, unreasonable and prejudicial acts 
car supply in distribution of coal cars. 
able rules and damages, 

No. 11662. Charleston, S. C., Mining and 
John Barton Payne, as agent. 

Unjust, unreasonable rates on coal from Kentucky and Vir- 
ginia mines to Charleston Mines Station, Fla. Asks for repara- 
tion. 

No. 11663. Chittenden & Eastman Co., Burlington, Ia., vs. Atlantie 
& Yadkin Ry. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial or preferential rates on furniture from points of manufac- 
ture in North Carolina and Virginia to Burlington. Asks repara- 
tion. 

No. 11664. The Aluminum Ore Co., East St. Louis, Mo., 
Barton Payne, as agent. 

Excessive, unjust and unreasonable rates on coke moving be- 
tween St. Louis and East St. Louis. Asks reparation. 

No. 11665. Madison Lumber and Mill Co., Lewiston, Idaho, vs. Camas 
Prairie R. R. et al. 

Unjust and unreasonable rates on cement, coal, brick and sand 
between points in Utah, Idaho and Wyoming and Idaho because 
under G. O. No. 28 each separate factor of combination rates 
were increased. Asks just and reasonable rates and reparation. 

No. 11666. S. J. Hawkins, Rupert, Idaho, vs. Sou. Pac. et al. 

Unjust and unreasonable rates on second-hand alfalfa sacks 
from San Francisco, Cal., to Rupert, Idaho. Asks cease and 
desist order, just and reasonable rates and reparation. 
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Unjust, unreasonable, unjustly discriminatory and unduly pref. 
erential or prejudicial rates on green salted meats from Mason 
City, Ia., to various points in Western Classification territory, 
Asks cease and desist order, lawful and proper rates, classifica. 
Fe of green salted meats as packing house products and repara- 
ion. 

No. 11668. Manufacturers’ Export Clearing House, New York, yg, 
John Barton Payne, as agent. 

Complains of payment of storage charges at the domestic tariff 
on shipment of 750 cases of pineapples held at Boston in 191 
because government of France had prohibited importation o; 
luxuries, the intended destination of shipment having been France, 
Averred that if shipment had moved to France storage chargas 
would have been levied at the export tariff. Asks reparation. 

No. 11669. Stewart-Warner Speedometer Corporation, Chicago, et al, 
vs. Chicago & Northwestern et al. 

Unjust and unreasonable rates on speedometers and speed. 
ometer connections between Chicago and Pacific coast cities, 
Asks cease and desist order, just and reasonable rates and repara- 


tion. 
No. 11670. eee Coal Co., Marion, Ill., et al. vs. Marion & East- 
ern et al. 
Unjust, unreasonable and discriminatory rates and practices 


because of defendants’ failure to make a connection between their 
various lines which would make possible increased handling of 
coal shipments from complainants’ mines. Asks Commission to 
require necessary connection and to establish rates and routes 
as well as rules for car supply in connection with same. 

No. 11671. Thomas Cotton Co., Cleveland, Miss., et al. vs. Illinois 
Central et al. 

Unjust, unreasonable and discriminatory rules and regulations 
because of complainants’ inability to assemble, concentrate, com- 
press and ship cotton and cotton linters at Cleveland, Como, Holly 
Springs and Ruleville, Miss., in competition with other points. 
Asks for establishment of just and reasonable rules, regulations 
and rates for the transportation of cotton and cotton linters 
between points in Arkansas, Louisiana, Mississippi and Tennes- 
see, such rules to permit concentration at points named above. 

No. 11672. Mason City Brick and Tile Co., Mason City, Id., vs. A. T, 
& S. F. et al. 

Unjust, unreasonable and prejudicial rates on common brick, 
clay, hollow building tile and drain tile from Mason City, Ia., to 
points in Minnesota, Iowa, Wisconsin, Dakotas and Nebraska. 
Asks for just and reasonable rates and reparation. 

No. 11673. The Fort Dodge Commercial Club et al., Fort Dodge, Ia., 
vs. Arkansas Central et al. 

Unjust, unreasonable and unduly prejudicial rates on petroleum 
fuel oil and its products to Fort Dodge, Ia., from midcontinent 
field and Kansas City, Mo.-Kan., district. Asks for just and 
reasonable rates and reparation. 

No. ——" Hillsboro Coal Co., Hillsboro, Ill., vs. C. C. C. & St. L. 
et al. 

Alleges unjust, unreasonable and discriminatory methods in the 
distribution of coal car equipment by the defendants and asks for 
just, reasonable and non-discriminatory facilities and_ service 
substantially the same as is accorded to complainant’s com- 
petitors and damages. 

No. 11675. Nye-Schneider-Fowler Co., Fremont, Neb., vs. Chicago & 
Northwestern et al. 

Unjust and unreasonable rates on coal from points in Colorado, 
Wyoming, Kansas and Arkansas to points in Iowa and Nebraska. 
Asks for reparation. 

No, 11676. National Box Co., Chicago, vs. Mo. Pac. 

Unjust and unreasonable charges for loading logs on defendant's 
line in Louisiana for shipment to Natchez, Miss. Ask for just 
and reasonable charges and reparation. 

No. 11677. California Fruit Growers’ Exchange, Los Angeles, Cali., vs. 
Cc. & N. W. et al. 

Unjust, unreasonable and unjustly discriminatory rates on 
oranges from California points to eastern destinations during 1916 
and 1917. Asks for reparation. 

No. 11678. Millsaps Cotton Co., Monroe, La., vs. Vicksburg, Shreve- 
port & Pacific et al. 

Unjust and unreasonable rates, rules and regulations governing 
the concentration, compression and reshipment of cotton at and 
from Monroe, West Monroe and Ruston, La. Asks for reasonable 
rates and reparation. 

No. 11679. Millsaps Cotton Co., Monroe, La., vs. Vicksburg, Shreve- 
port & Pac. et al. 

Same as foregoing as to shippers via the Tremont & Gulf and 
Cc. R. I. & P. at Ruston, La. Same prayer. 

No. 11582. E. I. du Pont de Nemours & Co., Wilmington, Del., vs. 
C. Bt. FP. &.. & ©. ot al. 

Unjust and unreasonable rates on two carloads of high explos- 

ives from Barksdale, Wis., to Rogers City, Mich., by reason of the 


No. 11667. Jacob EK. Decker & Sons, Mason City, Ia., vs. Chicago failure of the initial carrier to send via cheapest route. Asks for 
Great Western et al. cease and desist order. 

a + 

. ® 





Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
letions and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

August 16—Washington, D. C.—Examiner Young: 

* Finance Docket 32—In the matter of application of the Long Island 
R. R. Co. for authority to issue its gold equipment trust obliga- 
tions (Series C) to the amount of $1,668,000, and its notes to the 
amount of $419,279. 

August 20—New York, N. Y.—Examiner La Roe: 

11623—In the matter of intrastate passenger fares of the New York 

Central Railroad Company between certain points in the state of 

New York. 

August 23—Argument at Washington, D. C.: 

\. and S. 1180—Intermediate switching at Appleton, Wis. 

August 23—Kansas City, Mo.—Examiner Spethman: 

* |, and S. 1194—Class and commodity rates of Kansas City Rys. Co. 

August 24—Kansas City, Mo.—Examiner Spethman: 

* 1. and S. 1195—Cancellation of joint through rates in connection with 
the Mo. & Kansas Ry. Co. 

September 7—El1 Paso, Tex.—Examiner Keene: 

11372—El Paso Sash and Door Co. vs. A. T. & S. F. et al. 
Cc. B. & Q. et al. 


a 


* 11624—E] Paso Chamber of Commerce ys. 








September 8—Louisville, Ky.—Examiner Heid: 
11266—Standard Oil Co. (Ky.) vs. Alabama & Vicksburg et al. 
September 8—Huntington, W. Va.—Examiner Disque: 
11527—The West Virginia Rail Co. vs. C. & O. et al. 


September 8—Clarksburg, W. Va.—Examiner Archer: 
11518—Century Glass Sand Co. vs. Director General: 


September 8—Richmond, Va.—Examiner J. E. Smith: 
* 11548—Benj. T. Crump Co. vs. Director General. 


September 8—Chicago, Ill.—Examiner. Gerry: 
* a Steel Co. vs. Elgin, Joliet & Eastern and Director 
eneral. 


September 8—Philadelphia, Pa.—Examiner Mullen: 

* 11185—Union Petroleum Co. vs. Ft. Worth & Denver City et al. 

* 11544—The Barrett Co. vs. P. & R. et al. 

* 11528—Abrasive Co. vs. Grand Trunk Ry. Co. of Canada et al. 

September 9—Huntington, W. Va.—Examiner Disque: 
11628—Stone Branch Coal Co. vs. C. & O . 


September 9—Douglas, Ariz.—Examiner Keene: 
11442—Traffic Bureau of the Douglas Chamber of Commerce and 
Mines vs. A. T. & S. F. et al. 
September 9—Sheridan, Wyo.—Examiner Woodrow: 
11351—The Royal Cattle Co. vs. C. B. & Q. et al. 
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FREIGHT RATES 


We are publishers of the following Standard All-Rail Freight Rate Guides 


Md fe From Sixty Six Cities 
United States Edition ofthe tnked states 
EASTERN EDITION WESTERN EDITION CANADA EDITION 
FROM FROM FROM 
New York, Philadelphia, Chicago, St. Louis, Montreal, Toronto, 
Boston and New England Cleveland and Detroit Hamilton and London 


All above are loose-leaf editions—All changes in Rates and Classifications supplied free of charge. 
oE TZLER’S GUIDE, iNC., Rochester, N.Y. 


(Established 1913) 





Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc. 


EXPORT SPECIALISTS 


LEAVE IT ALL TO us} 


COLLECTIONS 


THROUGH RATES 
ge INSURANCE 


RISK 
CONSULAR ARRANGEMENTS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORE BOSTON 
LOUIS NEW LEAN: 
Foreign Agencies in All Principal Cities and Ports in Europe 


PHILADELPHIA 
LOS_ANGELES 


BALTIMORE DETROIT PITTSBURGH 
SCO Ss 


Ss FRANCI EAT 
Asia, Africa, Australasia, China, Japan, South America, 


Philippine tal Islands, etc. 


Carry a Stock Near Your Trade 
INSURE PROMPT DELIVERIES 


350,000 square feet of the most modern 
warehouse space. 

Insurance rates as low as 15c. 

Negotiable receipts issued. 


Carload shipments made on telegraphic 
orders. Empty cars always available. 
L. C. L. Shipments made to all trunk lines 
without expense of cartage. 


Take Advantage of the Ratesin Transit 


Chicago Storage & Transfer Co. 


CINCINNATI, OHIO 
J. C. BUCKLES TRANSFER COMPANY 


67 Plum Street 


FREIGHT FORWARDING AND TRANSFER AGENTS 


If you cannot ship on account of emibargese, send us your shipments in 
carlots and we can re- dlp from Cincinnati 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every ee Delivery Service and Carioad 


PORTLAND, OREGON 


OREGON TRANSF! ER COMPANY 


blished i 
General Tennant ona Sem Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 

ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 


5821 West 65th Street 
CHICAGO, ILL. 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 
Excellent facilities for reshipping without cartage. Insurance ra 
12 cents. Members of American Warehousemen’s Association = 
American Chain of Warehouses. 
Write for particulars. 


B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


THE GATEWAY TO MEXICO 
STORAGE 


INTERNATIONAL WAREHOUSE CO., Inc. 


200,008 Sq. Ft. Floor Space. Fireproof Construction. $200,000 Capital 
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September 9—l’arkersburg, W. Va.—Examiner Archer: 
* 11542—The Parkersburg Rig and Reel Co. vs. A. T. & S. F. 


September 9—Chicago, II].—Examiner Gerry: 

* nego Sand and Gravel Producers et al. vs. A. T. & S. F. 

et al. 

September 9—Philadelphia, Pa.—Examiner Mullen: 

* 11579—The Pusey & Jones Co. vs. Director General. 

September 10—Charleston, S. C.—Examiner J. E. Smith: 
11575—Ansaldo & Nicholes vs. Director General. 
a en Fertilizer and Phosphate Co. vs. Atlantic Coast 

sine et al. 

September 10—Helena, Ark.—Examiner Heid: 

11584—T. W. Keesee & Co. vs. Mo, Pac. and Director General. 

September 10—Chicago, Ill.—Examiner Gerry: 

* 11540—Armour & Co. vs. Director General. 

September 10—Buffalo, N. Y.—Examiner Barclay: 

* 11571—Lautz Bros. & Co. vs. Director General. 

September 11—Cincinnati, O.—Examiner Archer: 

* 11256—The Procter & Gamble Mfg. Co. vs. Pa. R. R. et al. : 

* 11258—The Procter & Gamble Mfg. Co. vs. The Staten Island Rapid 

Transit Co. and Director General. 

* 11422—The Procter & Gamble Co. vs. Director General. 

September 11—Chicago, Ill.—Examiner Gerry: 

* 11545—National 

et al, 
September 13—Phoenix, Ariz.—Examiner Keene: 
11353—Traffic Bureau, Chamber of Commerce, 
Sou. Pac. et al. 

11505—Arizona Corporation Commission et al. vs. 
et al. 

11525—Traffic Bureau of the Chamber of Commerce, Phoenix, Ariz., 
et al. vs. Sou. Pac. et al. 

* 11532—Traffic Bureau of the Chamber 

Ariz., et al. vs. Sou. Pac. et al. 

September 13—Butte, Mont.—Examiner Woodrow: 
11227—Hansen Packing Co. vs. Nor. Pac. et al. 

September 13—Atlanta, Ga.—Examiner J. E. Smith: 
11072—Atlantic Ice and Coal Corp. vs. Director General. 
11613—American Sumatra Tobacco Co. vs. Terminal R. R. Assn. of 

St. Louis et al. 

September 13—Cincinnati, O.—Examiner Disque: aoe 

11559—Harlan County Coal Operators’ Assn. et al. vs. Louisville & 
Nashville et al. 

September 13—Cincinnati, O.—Examiner Archer: 

* 11550—Joseph Gentile & Co. vs. A. C. L. et al. 

* 11607—The Ault & Wiborg Co. vs. K. O. & G. etal. | 

* 10512—The Charles Boldt Paper Mills vs. P. C, C. & St. L. et al. 

September 13—Chicago, Ill—Examiner Gerry: 

* 11577—Egyptian Gravel Co. vs. C. & FE I. 

September 13—Columbus, O.—Examiner Barclay: : 

* 11567—The Order of United Commercial Travelers of America vs. 

The Pullman Co. 


et al. 





Phoenix, Ariz., vs. 


Arizona Eastern 


of Commerce of Phoenix, 


* 11199—The Marble Cliff Quarries Co. vs. P. C. C. & St. L. and 
Director General. 
September 13—Pittsburgh, Pa.—Examiner Jewell: 
* 11537—Pittsburgh Crucible Steel Co. vs. Pa. et al. 
‘ 11539—Same vs. Same. 
September 14—Atlanta, Ga.—Examiner J. E. Smith: 
11344—Speir & McKay vs. Louisville & Nashville et al. Fourth 


Section Applications 458, Nashville, Chattanooga & St. Louis Ry. 
and Western & Atlantic R. R.; 1548, Southern Ry., and 1952, 
Louisville & Nashville R. R. 

September 14—Chicago, Ill.—Examiner Gerry: 

* 11598—The Jackson Iron and Steel Co. vs. D. T. 

September 14—Pittsburgh, Pa.—Examiner Jewell: : 

* 11536—Crucible Steel Co. of America vs. B. & O. and Director Gen- 
eral. 

* 11538—Same vs. Pa. R. R. and Director General. 


September 15—Natchez, Miss.—Examiner Heid: 
11410—Rumble & Wensel Co. vs. Director General. 
11595—Same vs. Same. 

September 15—St. Louis, Mo.—Examiner Archer: 

* 11433—Monsanto Chemical Works vs. Pa. R. R. 

eral. 

* 11433, Sub. No. 1—Same vs. New York Central and Director Gen- 

eral. 

* 11434—Same vs. Southern Pacific Co. et al. ’ 

* 11434, Sub. No. 1—Same vs. Canadian Pacific and Director General. 

* 11435—Same vs. Wabash et al. 

September 15—Chicago, Ill.—Examiner Gerry: 

* 11467—Swift & Co. vs. Director General. 

* 11560—Same vs. Same. 

September 15—Sandusky, O.—Examiner Barclay: 

* 11368—The Jarecki Chemical Co. vs. B. & O. et al. 

September 15—Pittsburgh, Pa.—Examiner Jewell: 

* 11378—Oliver Iron and Steel Co. vs. P. & L. E. 

September 16—Cairo, Ill.—Examiner Disque: . . 
11529—Cairo Assn, of Commerce vs. Chicago, St. Paul, Minneapolis 

& Omaha et al. 
11530—Same vs. Illinois Central et al. 


September 16—Montgomery, Ala.—Examiner_J. E. Smith: 
11634—F airfield Lumber and Coal Co. vs. Birmingham Sou. et al. 


September 16—Boise, Idaho—Examiner Brown: ; 
11406—State of Idaho ex rel. Public Utilities Commission of the 


State of Idaho vs. Nor. Pac. Ry. et al. 


September 16—Spokane, Wash.—Examiner Woodrow: 
11557—Falls City Mill and Feed Co. vs. O. S. L. et al. 
11557, Sub. No. 1—Shewbart & Brown vs. Oregon-Wash. 

Nav. et al. 
11599—Council Lumber Co. vs. O. S. L. et al. 
11608—Pioneer Lumber Co. et al. vs. C. B. & Q. et al. 


September 16—St. Louis, Mo.—Examiner Archer: 

* 11612—Best-Clymer Mfg. Co. vs. Louisville & Nashville. 

* 11489—Columbia Quarry Co. vs. East St. Louis, Columbia & Water- 
loo and Director General. 

* 41564—The Laclede Steel Co. vs. C. & A. et al. 

September 16—Chicago, IIl.—Examiner Gerry: 

* 11561—Swift & Co. vs. Mo. Pac. et al. 

* 11620—Swift & Co. et al. vs. Canadian Natl. Rys. et al. 

September 16—Monroe, Mich.—Examiner Barclay: 

* 11586—Amendt Milling Co. vs. N. Y. C. et al. 


& I. et al. 


and Director Gen- 


et al. 
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Industrial Traffic -_League vs. Aberdeen & Rockfish. 


September 17—Spokane, Wash.—Examiner Woodrow: 
11597—F.. R. Woodbury Lumber Co. vs. D. & R. G. et al. 
11601—Potlatch Lumber Co. vs. C. M. & St. P. et al. 
11602—John Massir Lumber Co. vs. D. & R. G. et al. 


September 17—New Orleans, La.—Examiner Heid: 
11379—Penick & Ford, Ltd., vs. Director General. 
11462—Liberty Dil Co., Ltd:, vs. Director General. 
September 17—. . Louis, Mo.—Examiner_ Archer: 
* 11619—Acme ement Plaster Co. vs. St. Louis-San Francisco ang 
Director Ge: eral. 
“= 11621—Same vs. Pere Marquette et al. 
* 11621, Sub. No. 1—Same vs. Same. 
September 17—Birmingham, Ala.—Examiner J. E. Smith: 
* 11637—Little Cahaba Coal Co. vs. Director General. 
* 11638—Same vs. Birmingham Southern et al. 
September 17—Jackson, Mich.—Examiner Barclay: 
* 11209—Peerless Portland Cement Co. vs. Mich. Cent. and Director 
General. 
September 17—Chicago, Ill.—Examiner Gerry: 
* 11640—Swift & Co. vs. Director General. 
September 18—Spokane, Wash.—Examiner Woodrow: 
11600—Gallatin Lumber Co. vs. C. B. & Q. et al. 
11603—Tum-A-Lum Lumber Co. vs. Can. Pac. et al. 
11609—Edwards & Bradford Lumber Co. vs. D. & R. G. et al. 
September 18—Birmingham, Ala.—Examiner J. E. Smith: 
11097—Gulf States Steel Co. et al. vs. L. & N. et al. 
11097, Sub. No. 1—Republic Iron and Steel Co. vs. L. & N. et al, 
September 18—St. Louis, Mo.—Examiner Disque: 
11566—St. Louis Independent Packing Co. vs. C. & A. et al. 
* 11631—Merchants’ Exchange of St. Louis, Mo., vs. B. & O. et al. 
September 18—Chicago, Ill.—Examiner Gerry: 
* 11522—Swift & Co. vs. C. R. I. & P. et al. 
* 11589—Morris & Co. vs. A. T. & S. F. et al. 
September 18—Saginaw, Mich.—Examiner Barclay: 
* 11556—Saginaw Specialty Co. vs. Ala., Tenn. & Nor. et al. 
September 18—Detroit, Mich.—Examiner Jewell: 
* 41408—J. B. Ford Co. vs. Mich. Cent. et al. 
* 11427—Michigan 
Canada et al. 
September 20—Beaumont, Tex. 
11553—Beaumont Chamber of Commerce vs. 
& Western et al. 
11574—Same vs. Gulf, Colorado & Santa Fe and Director General. 
September 20—Alton, Iil._—Examiner Archer: 
* 11587—Illinois Glass Co. vs. Illinois Terminal et al. 
September 20—St. Louis, Mo.—Examiner Disque: 
* 11639—Gillespie Coal Co. vs. A. T. & S. F. et al. 
* 11515—Giencoe Lime and Cement Co. vs. Mo. 
General. 
September 20—Chicago, Ill.—Examiner Beach: 
* 11580—The Kanotex Refining Co. et al. vs. C. R. I. & P. et al. 
* 11370—Universal Petroleum Co. vs. Tex. & Pac. et al. 
* 11436—Rowland-Power Consolidated Collieries Co. et al. vs. C. lL & 
L. and Director General. 
September 20—Washington, D. C.—Commissioner Woolley: 
* 4844—-In the matter of bills of lading (export bill of lading.) 
(To be heard also at such other times and places as may here- 
after be designated). 
September 20—Grand Rapids, Mich.—Examiner Barclay: 
* 11263—Consumers Ice Co. et al. vs. Pere Marq. and Director General. 
September 20—Detroit, Mich.—Examiner Jewell: 
* 11590—Detroit Produce Assn. vs. Mich. Cent. and Director General. 
* 11445—Berry LBros., Inc., vs. C. & N. W. et al. 
September 21—Beaumont, Tex.—Examiner Heid: 
11519—Standard Export Lumber Co., Ltd., vs. 
Santa Fe et al. 
September 21—Chicago, IIl.—Examiner Beach: , 
** se Rock Products Traffic League of Chicago vs. C. B. & @ 
et al. 
* 11477—Platt & Brahm Coal Co. vs. Director General: 
September 21—St. Louis, Mo.—Examiner Disque: 
* 11636—St. Louis-San Francisco Ry. Co. vs. Northern Alabama et al. 
September 22—Kansas City, Mo.—Examiner Archer: 
* 11554—Foster Lumber Co. vs. Director General. 
* 11306—Peet Bros. Mfg. Co. vs. Ft. Smith & Western et al. 
September 22—Chicago, IIl.—Examiner Beach: 
* 411534—Trans-Continental Freight Co. vs. Director General. 
* 11549—The Lowenthal Co. et al. vs. Ill. Cent. et al. 
* 11581—The Lowenthal Co. et al. vs. Grand Trunk Western et al. 


September 22—St. Louis, Mo.—Examiner Disque: 

* 11481—The Certain-teed Products Corporation vs. A. T. & S. fF 
September 22—South Bend, Ind.—Examiner Barclay: 

* 11346—Indiana Northern Ry. Co. vs. N. Y. C. et al. 


September 22—Kalamazoo, Mich.—Examiner Jewell: 

* 11546—D’Arcy Spring Co. vs. Mich. Cent. and Director General. 

* 11459—A. M. Todd Co. vs. Ann Arbor et al. 

* 11401—Harry Denbleyker vs. Kalamazoo, Lake Shore & 
et al. 
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Don’t Overlook This 


\ \ JE don’t say to look us over, 

but if decided saving on 
your freight shipments is any 
object, we do say don’t over- 
look us because the 


TRANS-CONTINENTAL 
FREIGHT ComPANy 


is fully equipped to render you real 
service and assure you real savings 
just as we have so many other ship- 
pers for more than twenty years. 


‘Proof!’’ Well, here is one straw to 
show why. During the last three 
years our business has increased five- 


fold. 


A package or acar load, anything and 
everything for export,and Machinery, 
Automobiles, Household Goods, Pi- 
anos and Toys for domestic points. 
Better look over your requirements 
and look us over right now—you Ww ill 
find us ready to give you just the 
service you have hoped for. 


TRANS-CONTINENTAL FREIGHT Co. 


Export and Domestic Freight Forwarders 


Household Goods, Automobiles, Machinery, 
Pianos and General Merchandise 


General Offices: Chicago, 203 Dearborn Street 
Eastern Offices: New York, Woolworth Bldg. 


Boston, Old South Bldg. Cleveland Hippodrome Bldg. 
Buffalo, Ellicott Square Los Angeles, Van Nuys Bldg. 
Philadelchia, Drexe! Bldg. San Francisco, Monadnock Bldg. 
Cincinnati Union Trust Bidg. Seattle Alaska Bldg. 


Write the Nearest Office 
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A gravity unloading grain car, with sioping deck, built to N37 
unusual specifications BUS Ss 


What cost records 
show 


Purchasing agents for large corporations generally 
base their preferences on the cold-blooded totals of 
the cost sheet. 


The predominance of “GA” equipment is apparent 
in any large freight terminal. It is the most conclu- 
sive evidence of superiority that could be desired. 


New cars leave our three plants every day. They 
spread still further among practical railroad men 
and shippers their reputation for low maintenance, 
uninterrupted operation and long service. 





We design and build standard and special cars for 
any purpose, and furnish practical advice free to 
concerns interested. Write for full information. 





MERIGAN GARGOMPANY 


Subsidiary of The General American Tank Car Corporation 





General Offices: Harris Trust Bldg., Chicago, U.S. A. 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, N.Y.; 24 California St., San Francisco 
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